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SECTION 3 

Existing Conditions, Environmental Impacts, and
Measures to Mitigate Adverse Impacts 
Section 3 provides background information on 
regional and local planning, the built environment, 
socioeconomic characteristics and trends, 
archaeological and historical resources, public use 
land, and the natural environment in the I‐94 
East‐West Corridor. The information establishes the 
context for the proposed improvements and the 
potential impacts of the alternatives that are being 
retained for detailed analysis (see Sections 2.2.2 
and 2.3 and the side bar). Section 3 also identifies 
the beneficial and adverse social, economic, and 
environmental impacts that the I‐94 East‐West 
Corridor alternatives may have, and conceptual 
measures to minimize and mitigate adverse impacts 
that cannot be avoided. Section 3.28, Indirect 
Effects, considers the indirect effects of the project, 
while Section 3.29, Cumulative Effects, considers 
the cumulative effects resulting from this project 

The Modernization Alternatives analyzed in Section 3 of 
this document are the reasonable alternatives from the 
wide range of alternatives considered for this project that 
meet the project purpose and need, are cost‐effective, 
and limit the area of additional right‐of‐way that is 
needed. The alternatives also minimize impact to the 
adjacent environment for all resources discussed in this 
section compared to the other alternatives considered. 
The alternatives review process included extensive 
government agency and public involvement. After 
narrowing the range of alternatives for detailed study, the 
study team further analyzed the alternatives that were 
retained to make adjustments to their designs that would 
reduce impacts, while still meeting the project’s purpose 
and need. As a result, the Modernization Alternatives 
analyzed in Section 3 minimize impacts while maintaining 
the goals of the project’s purpose and need. 

when added to other past, present, and reasonably foreseeable future actions. The discussion of existing 
conditions, impacts, and mitigation measures is arranged by the following topics: 

 Land use 
 Transportation 
 Utilities 
 Residential development 
 Commercial and industrial development 
 Institutional/public services 
 Socioeconomic 
 Environmental justice 
 Visual character 
 Surface water and fishery 
 Environmental corridors and natural areas 
 Floodplains and hydraulics 
 Groundwater 
 Wetlands 

 Upland habitat 
 Wildlife 
 Threatened and endangered species 
 Noise 
 Air quality 
 Hazardous materials 
 Soil resources 
 Cemeteries 
 Historic sites 
 Archaeological 
 Recreational resources/public use land 
 Construction 
 Indirect Effects 
 Cumulative Effects 

The technical reports referenced in this section, which were developed to assist in understanding the project’s 
potential impacts, are found on the CD at the back of this document. The technical reports should be 
considered a snapshot of the information available when the reports were completed, and may not necessarily 
reflect the most up‐to‐date information. An Impact Analysis Methodologies document was created in 
collaboration with Cooperating and Participating Agencies to communicate and document WisDOT’s 
structured approach to analyzing impacts of the proposed project and its alternatives. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

3.1 Geographic Setting 
The I‐94 East‐West Corridor is located in the City of Milwaukee in Milwaukee County, Wisconsin. The City of 
West Allis, City of Wauwatosa, and Village of West Milwaukee are located nearby. The project corridor, 
which extends approximately 3.5 miles along I‐94 from 70th Street in the west to 16th Street in the east, is 
urban with a mixture of residential, commercial, and 
institutional land uses, and includes a crossing of the 
Menomonee River (Exhibit 3‐1). 

The project is located in an area known as the Eastern 
Ridges and Lowlands, which extends from the 
Wisconsin−Illinois border to Green Bay. The area was 
alternately scoured by the advancing movement of 
glaciers and covered by layers of till left behind when the 
glaciers retreated (Curtis 1959; Martin 1965; Paull 1977). 
Topography in the I‐94 East‐West Corridor is generally flat 
with gentle changes in elevation. Elevation ranges from 
approximately 590 feet above sea level along I‐94 at the 
Menomonee River to 730 feet above sea level along I‐94 at 
the 68th Street/70th Street interchange. 

3.2 Land Use and Land Use Planning 

I‐94 looking east at the Mitchell Blvd. interchange, 
near the Stadium Interchange 

Section 3.2 discusses future and planned land uses in the I‐94 East‐West Corridor and local planning documents 
that are relevant to the project area. Potential impacts of the Modernization Alternatives1 were analyzed for 
compatibility with existing and future planned land use and for consistency with local plans and policies. 

3.2.1 Affected Environment 
3.2.1.1 Land Use Planning 
SEWRPC is the metropolitan planning organization for the seven counties in southeastern Wisconsin, 
including Milwaukee County. SEWRPC’s principal responsibility is to prepare a comprehensive plan for the 
physical development of the region. Regional planning includes cooperation and participation from the 
following: state and federal agencies; local planning, transportation, and public works departments; transit 
providers and service groups; private utilities; environmental organizations; and the public. SEWRPC 
provides regional planning on an advisory basis. Implementing its plans is the responsibility of local, state, or 
federal governments based on additional focused planning, programming, and engineering/environmental 
studies, such as those conducted by WisDOT. 

Local governments and regulatory agencies also produce planning documents relevant to the I‐94 East‐West 
Corridor. Municipalities and Milwaukee County guide land use and development along the I‐94 East‐West 
Corridor with land use plans that vary in age and detail. WisDOT has reviewed the applicable regional and 
local land use, development, and conservation plans as part of this study. Table 3‐1 lists regional and local 
land use plans in place along the I‐94 East‐West Corridor. 

Section 1.3.1, Land Use and Transportation Planning, discusses the 2035 Regional Land Use Plan for 
Southeastern Wisconsin; A Regional Transportation System Plan for Southeastern Wisconsin: 2035; and the 
2015–2018 Transportation Improvement Program for Southeastern Wisconsin. The following paragraphs 
summarize key regional and local plans that are not summarized in Section 1.3.1. 

1 When discussing “Modernization Alternatives” in this document, it is referring to the Modernization Alternatives that were retained for detailed 
study in the Draft EIS. In the west segment, those alternatives were the At‐grade alternative (half interchange at Hawley Road or no interchange at 
Hawley Road) and the Double Deck alternative (all up or partially down). In the east segment, those alternatives were the On‐alignment alternative 
and the Off‐alignment alternative. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

A Regional Natural Areas and Critical Species Habitat Protection and Management Plan for Southeastern 
Wisconsin—SEWRPC Planning Report Number 42 (SEWRPC 2010b). In 1997, SEWRPC completed a regional 
natural areas and critical species habitat protection and management plan. The plan identified the high‐
quality natural areas, critical species habitats, wetlands, environmental corridors, and significant geological 
and archaeological sites in southeastern Wisconsin, and formulated a recommended plan for the protection 
of those resources. 

TABLE 3‐1 
Land Use and Development Plans in the I‐94 East‐West Corridor Study Area 

SEWRPC Plans 

2035 Regional Land Use Plan for Southeastern Wisconsin (2006b)
 

A Regional Transportation System Plan for Southeastern Wisconsin: 2035 (2006a)—reviewed and updated by SEWRPC in 2014
 

A Regional Freeway System Reconstruction Plan for Southeastern Wisconsin (2003)
 

A Transportation Improvement Program for Southeastern Wisconsin: 2015–2018 (2014)
 

SEWRPC Community Assistance Planning Report No. 312, A Land and Water Resource Management Plan for Milwaukee County:
 
2012‐2021 (2011)
 

A Regional Natural Areas and Critical Species Habitat Protection and Management Plan for Southeastern Wisconsin (1997),
 
Amendment to the Natural Areas and Critical Species Habitat Protection and Management Plan for Southeastern Wisconsin—
 
SEWRPC Amendment to Planning Report 42 (December 2010b)
 

A Regional Bicycle and Pedestrian Facilities System Plan for Southeastern Wisconsin: 2010 (1994), Amendment to the Regional
 
Bicycle and Facilities System Plan for Southeastern Wisconsin: 2020 (2001)
 

A Comprehensive Plan for the Menomonee River Watershed, SEWRPC Planning Report 26 (1976)
 

Stream Habitat Conditions and Biological Assessment of the Kinnickinnic and Menomonee River Watersheds, SEWRPC Planning
 
Report 194 (2010c)
 

A Park and Open Space Plan for Milwaukee County, SEWRPC Community Assistance Planning Report No. 132 (1991)
 

A Park and Open Space Plan for the City of Wauwatosa, Milwaukee County, Wisconsin SEWRPC Community Assistance Planning
 
Report No. 207 (1998)
 

City of Milwaukee 

Housing Strategy for the City of Milwaukee (1988); Updated 2002. 

Citywide Planning Policy (2010) 

West Side Area Plan (2009a) 

Near West Side Area Plan (2009b); The plan focuses on corridors within the Near West Side but does not make recommendations 
for improving access to I‐94. 
Menomonee Valley Area Plan (1998); Currently in process of being updated. The plan focuses on transportation projects within 
the Menomonee Valley. The plan does not make recommendations for improving access to I‐94. 

City of Wauwatosa 

Comprehensive Master Plan 2008–2030 (2008) 

City of West Allis 

Comprehensive Plan 2030 (2011) 

Village of West Milwaukee 

Comprehensive Plan (2009) 

The 2010 plan updated the protected species lists, as well as the laws concerning protected species. It also 
updated known locations for identified natural areas and critical species habitat sites. The 1997 plan and 
2010 update identified the following resources within the I‐94 East‐West Corridor: 

 Stadium Bluff Woods (critical species habitat) 
 Soldiers’ Home Reef (significant geographical area) 
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The two essentially compose one site located on the wooded bluff between the VA Campus and Miller Park 
parking area, south of I‐94. The bluff supports a population of forked aster (Aster furcatus), a state‐designated 
threatened species. The site is also identified as a “geological site significant in the history of science.” 
Additional information regarding the Soldiers’ Home Reef, which is a National Historic Landmark (NHL), is 
located in Section 3.24, Historic Properties. 

A Regional Bicycle and Pedestrian Facilities System Plan for Southeastern Wisconsin: 2010—SEWRPC 
Planning Report Number 43 (1994) (Amendment to the Regional Bicycle and Pedestrian Facilities System 
Plan for Southeastern Wisconsin: 2020—SEWRPC Amendment to Planning Report Number 43 [2001]). 
This system plan provides information on the development of bicycle and pedestrian facilities as part of a 
comprehensive transportation system for southeastern Wisconsin. The plan shows recommended bicycle 
crossings under and over I‐94 along 64th Street, Mitchell Boulevard, adjacent to the Menomonee River, and 
27th Street. 

SEWRPC Community Assistance Planning Report No. 312, A Land and Water Resource Management Plan for 
Milwaukee County: 2012–2021 (SEWRPC 2011). The plan incorporates inventory findings, land use, natural 
resource data, soil erosion levels, and water quality data that address the principal land and water resource 
concerns and issues that were identified by the Milwaukee County Land and Water Resource Management Plan 
Advisory Committee. The concerns included loss of wetlands, woodlands, environmental corridors, and other 
green space. The plan also includes working goals to protect, maintain and restore land and water resources in 
Milwaukee County. 

Milwaukee Metropolitan Sewerage District (MMSD) 2020 Facilities Plan (2007). The MMSD 2020 Facilities 
Plan addresses needed and ongoing water pollution abatement for MMSD’s planning and sewer‐service area 
through 2020. The 2020 Facilities Plan is a long‐range comprehensive planning document that identifies 
improvements to all relevant systems so that the systems can accommodate regional growth and protect 
water resources. The purpose of the 2020 Facilities Plan is to identify the facilities, programs, operational 
improvements, and policies necessary to achieve the water resource goals inspired by the public, as well as 
those required under state and federal law. The entire I‐94 East‐West Corridor is within MMSD’s service area. 

Menomonee River Watercourse Management Plans 1 and 2 (MMSD 2000 and 2002). These MMSD plans 
include multiple projects to manage flooding along the Lower Menomonee River. The projects most relevant 
to the I‐94 East‐West Corridor were those adding floodwalls to Valley Park and the Falk/Rexnord plant in the 
Menomonee Valley. The Valley Park Project consisted of 750 feet of 5‐foot‐high floodwall and 750 feet of 
7‐foot‐high floodwall. The Falk/Rexnord project consisted of improving existing floodwalls. See Section 3.11, 
Surface Water and Fishery, for more information on stormwater management in the I‐94 East‐West Corridor. 

City of Milwaukee Citywide Planning Policy (2010). The plan states in its transportation section (subsection 
IV, A, 4.) that the city will “continue to support freeway upgrades which do not require increases in width 
and do not require double decking, while supporting freeway upgrades that provide space for future 
multi‐modal options.” 

City of Milwaukee West Side Area Plan (2009a). The plan recommends “the reconstruction of I‐94 and the 
Zoo Interchange at the minimum footprint necessary to accommodate public health, safety, and welfare; at a 
minimum cost to the taxpayer; and the minimum amount of land dedicated to roadway or paved surfaces.” 

City of West Allis Comprehensive Plan—2030 (2011). The City of West Allis’ Comprehensive Plan benchmarks 
existing conditions within the city and provides a long‐term vision for the city’s future growth. The proposed 
Washington Street extension as part of the At‐grade alternative (Exhibit 2‐9) supports goals stated in Chapter 
9 (Redevelopment Opportunities) of the City of West Allis Comprehensive Plan that call for an east‐west 
Washington Street connection between 60th Street/Hawley Road to 70th Street through the former Allis‐
Chalmers plant. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

3.2.1.2 Existing Land Use 
Existing land use in the I‐94 East‐West Corridor 
(Exhibit 3‐2) generally consists of high‐density urban 
development, including commercial, residential, 
institutional, industrial, parks, transportation, and 
utilities. The I‐94 East‐West Corridor is a mature and 
built‐out area. Section 3.4, Utilities; Section 3.5, 
Residential Development; Section 3.6, Commercial and 
Industrial Development; and Section 3.7, Institutional 
and Public Services provide additional detail on existing 
land use along I‐94. 

West Segment 
Land use in the west segment maintains an urban 
character but is decidedly different east and west of 
Hawley Road. Land use in the west segment from 
70th Street to the Hawley Road interchange is generally 
residential, with some commercial, institutional, and 
utility uses present. From the Hawley Road interchange 
to Yount Drive, land use is mainly institutional, with the 
exception of residences in the Story Hill neighborhood 
and commercial and residential uses along 
Hawley Road. 

70th Street to Hawley Road. North of I‐94 between 
70th Street and 68th Street, O’Connor Street serves as a 
frontage road to I‐94. The Girl Scouts of Southeastern Wisconsin headquarters and the Girl Scouts’ 
Milwaukee Service and Resource Center is located at 70th Street, and an electrical substation is located 
between 69th and 68th streets. Between 68th Street and Hawley Road, a utility corridor consisting of overhead 
electrical transmission lines and towers is adjacent to I‐94. North of the utility corridor is a high‐density, 
single‐family residential neighborhood, interspersed with some multifamily residential units, some 
commercial businesses, a school, and a park. Bluemound Road (roughly 0.4 mile north of I‐94) is generally a 
commercial corridor between 66th Street and Hawley Road. 

Existing land uses north of I‐94 in the west segment 
between Hawley Road and 68th Street include a utility 
corridor, residences, and commercial establishments. 

Land use south of I‐94 in the west segment between 
Hawley Road and 68th Street is residential. 

The land use on the south side of I‐94 between 70th Street and the Hawley Road interchange is mainly single‐
family residential with some multifamily units, along with a school, commercial, and recreational uses. 
The Hank Aaron State Trail (HAST) is roughly 0.4 mile south of I 94. 

The land uses adjacent to the proposed Washington Street extension are a mixture of industrial, 
commercial, and office complexes separated by large parking areas. The area also contains WisDOT’s 
Southeast Region Service Facility. A residential area is located south of the proposed extension, immediately 
north of Mineral Street between 63rd and 60th Streets. The residential streets terminate a block north of 
Mineral Street. 

The area surrounding the 70th Street/Greenfield Avenue intersection generally consists of commercial land 
uses, including a bank and a retail/office complex. There is a high‐density, residential senior‐living facility 
(apartments) in the southwest quadrant of the intersection. The National Avenue/Greenfield Avenue 
intersection also consists mainly of commercial/retail uses. A church is located on the west end of the 
intersection. The Miller Park Way/National Avenue intersection is surrounded by a variety of land uses. 
The VA Campus, including the Soldiers’ Home NHL and Historic District, is located in the northwest quadrant, 
while a large industrial facility, Joy Global, is located in the northeast quadrant. South of National Avenue is 
a dense commercial/retail corridor. 
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Hawley Road to Mitchell Boulevard. Between Hawley 
Road and Mitchell Boulevard, there are three cemeteries 
adjacent to I‐94 on both sides: Beth Hamedrosh Hagodel 
Cemetery, Wood National Cemetery, and Spring Hill 
Cemetery (Exhibit 3‐3). The Beth Hamedrosh Hagodel 
Cemetery is adjacent to I‐94 on the north side from Dana 
Court to a point roughly 650 feet to the east. 
The northern portion of the Wood National Cemetery is 
directly east of the Beth Hamedrosh Hagodel Cemetery 
to the Zablocki Drive bridge. North of the cemeteries is a 
utility corridor consisting of overhead electrical 
transmission lines and towers, and to the north of the 
utility corridor is Calvary Cemetery, which extends to 
Bluemound Road. Mitchell Boulevard Park is east of the 
cemeteries between Bluemound Road and I‐94. South of 
I‐94, Spring Hill Cemetery and Wood National Cemetery 
are adjacent to I‐94. Anshai Lebowitz Cemetery is south of Spring Hill Cemetery. 

Wood National Cemetery is part of the VA Campus, which covers 125 acres, mainly south of I‐94 to National 
Avenue. Along with Wood National Cemetery, the VA Campus includes a VA medical center, regional office, 
and benefits center, among other uses. What is now the VA Campus was established in the 1860s as the 
Northwestern Branch, National Home for Disabled Volunteer Soldiers. A cluster of older buildings, some dating 
from the 19th century, and the cemetery are an NHL. Another NHL, the Soldiers’ Home Reef NHL, is also located 
on the VA Campus. 

Additionally, there is a single‐family residence, cemetery maintenance business, and Monreal’s Encore 
Gentlemen’s Club on Dana Court in the northeast quadrant of the Hawley Road interchange, while the 
Hunger Task Force of Milwaukee, a non‐profit food bank, is located on Hawley Court in the southeast 

Northwestern Branch, National Home for Disabled 
Volunteer Soldier 

quadrant of the Hawley Road interchange. 

Mitchell Boulevard to Yount Drive. From Mitchell Boulevard to Yount Drive, the land use south of I‐94 is 
dominated by Miller Park, a stadium for Major League Baseball’s Milwaukee Brewers, and the Story Hill 
residential neighborhood to the north. Also, between Mitchell Boulevard and Yount Drive, the electrical 
transmission line corridor crosses from the north 
side to the south side of I‐94. 

East Segment 
Land uses in the east segment (Yount Drive to 
16th Street) maintain an urban character. 

Yount Drive to 35
Interchange). The Stadium Interchange area is 

th Street (includes Stadium 

dominated by Miller Park to the south, with a 
combination of residential, commercial, and 
industrial land uses north of I‐94. Land uses east 
of the Stadium Interchange are divided by I‐94. 
The area north of I‐94 is generally residential and 
commercial, while the area south of I‐94 is part of 
the Menomonee Valley and consists mainly of 
industrial properties. 

Miller Park is located in the southwest quadrant of 
the Stadium Interchange. 

3‐6 



 

   

             
                   
                   
    

             
                   
                   
             

                   
             

               
  

             
                   
                 

                       
           

                 
                 

           
                 

               
             
                   
                    

                         
                                 

                                       
                               
                                      

                                   
                           

                               
                                   

                              

                                   
                                 
                                 

                                   
                    

 
 
                           

                                   
                             

                                 
                       

         

             
         

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

The southwest quadrant of the Stadium Interchange 
consists of Miller Park and its parking lots. A youth 
baseball field (Helfaer Field) is located in the Miller Park 
parking lot. 

The northwest quadrant of the Stadium Interchange 
east of Yount Drive includes a parking lot for Miller 
Park located between US 41, I‐94, Yount Drive, and the 
Story Apartments. The Story Apartments are adjacent 
to US 41 at the intersection of Story Parkway and 
Bluemound Road. The Bluemound Road area consists 
of a combination of commercial uses and single‐family 
residences. 

The northeast quadrant of the Stadium Interchange 
consists of a variety of land uses between I‐94 and 
Wisconsin Avenue. A pocket of 18 residences is located 
along 45th Street just east of US 41, and the Valley Park 
neighborhood is located between the Menomonee 
River and 35th Street. The Menomonee River and the 
Canadian Pacific rail line traverse this quadrant of the 
interchange. Commercial uses are located along 
Wisconsin Avenue east of US 41. A large semi‐truck 
trailer parking area owned by MillerCoors is located 
south of Wisconsin Avenue between the Menomonee 
River and Canadian Pacific rail line, and a Miller Park 
parking lot is located between 44th Street and US 41. 

The southeast quadrant of the Stadium Interchange consists of industrial, utility, recreational, and 
transportation land uses. The utility land use consists of the electrical transmission line corridor on the south 
side of I‐94 and the Park Hill electrical substation. Industrial land uses are located east of Selig Drive in the 
west end of the Menomonee Valley. Recreational land use consists of green spaces along the Menomonee 
River, the HAST, and a park along Canal Street. The largest Miller Park parking lot is within this quadrant. 

35th Street to 16th Street. North of I‐94, the Merrill Park neighborhood is located between 35th Street and 
27th Street. The neighborhood consists of single‐family, two‐family, and multifamily housing. The three main 
commercial corridors in this segment are Wisconsin Avenue, 35th Street, and 27th Street. Between 25th Street 
and 16th Street, there is a mix of land uses that serve the Marquette University campus. Institutional uses 
include Marquette University High School, St. Rose and St. Leo Catholic School, and three churches. 

Directly south of I‐94 from 35th Street to 27th Street is a utility corridor consisting of overhead electrical 
transmission lines and towers. Along Greves Street, 27th Street, and St. Paul Avenue is a cluster of 
commercial and industrial properties, while east of 25th Street to 16th Street, Badger Truck Center is adjacent 
to I‐94, along with additional commercial uses. South of these land uses is the Menomonee Valley, which is 
home to many industrial properties and Potawatomi Hotel and Casino. 

3.2.2 Land Use Impacts
3.2.2.1 Conformity with Local and Regional Plans 
WisDOT and FHWA coordinated with SEWRPC, local municipalities, and Milwaukee County, and the proposed 

Menomonee Valley south of I‐94. 

Looking south towards the Stadium Interchange and 
Miller Park along US 41. 

action conforms to relevant local and regional land use plans, with the exception of the City of Milwaukee’s 
Citywide Planning Policy. As noted in Section 3.2.1.1, the Citywide Planning Policy supports freeway projects 
that do not increase the width, do not require double decking, and provide space for future multi‐modal 
options. The preferred alternative (At‐grade and On‐alignment alternatives) partially meets these provisions 
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in that it remains on‐alignment, limits most of the improvements to I‐94 within the existing right‐of‐way, 
and does not include the Double Deck alternative. Sections 1.3.1 and 3.2.1 summarize relevant local and 
regional plans prepared by SEWRPC and the municipalities in the study area. SEWRPC’s A Regional 
Transportation System Plan for Southeastern Wisconsin: 2035 (SEWRPC 2006a) recommends adding capacity 
to I‐94. 

No‐build Alternative 
The No‐build alternative does not conform to SEWRPC’s A Regional Transportation System Plan for Southeastern 
Wisconsin: 2035, which calls for modernization and capacity expansion of I‐94 in the study area. 

Modernization Alternatives 
The Modernization Alternatives conform to SEWRPC’s 2035 regional transportation plan (SEWRPC 2006b, 
reviewed and updated in 2010 and 2014). The 2035 regional transportation plan includes a full interchange 
at Hawley Road. On September 16, 2015, SEWRPC amended the plan to reflect the following elements of the 
preferred alternative: 

 Convert from full to half interchange at Hawley Road 
 Remove existing interchange at Mitchell Boulevard 
 Provide service ramps to non‐arterial roadways at Stadium Interchange 

As noted in Section 3.2.1.1, the City of Milwaukee’s Citywide Planning Policy supports freeway projects that do 
not increase the width, do not require double decking, and provide space for future multi‐modal options. 
All of the Modernization Alternatives conflict with the Citywide Planning Policy for no “increases in width,” and 
the Double Deck alternative in the west segment conflicts with the recommendation for no double deck freeway. 
The preferred alternative partially meets these provisions in that it remains on‐alignment, limits most of the 
improvements to I‐94 within the existing right‐of‐way, and does not include the Double Deck alternative. 

The Washington Street extension would be consistent with the City of West Allis Comprehensive Plan, which 
recommends “extending Washington Street to connect 60th and 70th Streets.” As part of the I‐94 East‐West 
project, Washington Street would be extended to provide a connection between 60th Street (where it 
meets Hawley Road) and 70th Street to make it easier for drivers in the Hawley Road corridor to access the 
68th Street/70th Street interchange with I‐94 (Exhibit 2‐9). The Washington Street extension would also 
provide new street access to the former Allis Chalmers site. This would support goals contained in Chapter 9 
(Redevelopment Opportunities) of the City of West Allis Comprehensive Plan. 

3.2.2.2 Direct Land Use Changes 
The project will require the acquisition of 64 to 75 acres of non‐highway land. Most of the right‐of‐way 
acquired would be strips of land adjacent to the existing right‐of‐way in the Stadium Interchange and to the 
east. Some land currently used as highway right‐of‐way may potentially no longer be needed as right‐of‐
way. WisDOT may declare the land excess right‐of‐way, and it could be converted to a different land use. 
The future of the land depends on a WisDOT right‐of‐way declaration of the land as excess right‐of‐way, as 
well as the City of Milwaukee’s zoning and land development process, which permits and/or restricts the 
type of use. 

No‐build Alternative 
Under the No‐build alternative, no direct land use changes would occur. 

Modernization Alternatives 
The Modernization Alternatives would require the acquisition of 64 to 75 acres of non‐highway land 
(Table 3‐2). This number has been updated from the Draft EIS due to refined engineering and the addition of 
the off‐interstate improvements and electrical substation relocation. Land acquired would consist of 
residential, commercial, utility, and institutional land. Land use on the remaining parcels of land adjacent to 
I‐94 would likely not change as a result of the proposed action (Section 3.28, Indirect Effects). 
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In the west segment, the Double Deck 
alternative (both the all up and partially 
down options) would require about 
13 acres of new right‐of‐way. The new 
right‐of way would come from residential, 
commercial, institutional, and utility land 
uses. The At‐grade alternative with no 
Hawley Road interchange would require 
approximately 7 acres of residential, 
commercial, institutional, and utility land 
uses converted to new highway right‐of‐
way in the west segment. For the At‐grade 
alternative with half interchange at 
Hawley Road option (preferred 
alternative), an additional 2 acres of new 
right‐of‐way, mostly from the American 
Transmission Company (ATC) corridor 
north of I‐94, would be required. These 
areas have been updated in this Final EIS 
based on more detailed engineering 
analysis. No new right‐of‐way is required 
from the three cemeteries adjacent to 
I‐94. The Washington Street extension 

TABLE 3‐2 
Acres of Land Converted to Right‐of‐Way for Modernization 
Alternatives 

Alternative Acres 

West Segment 

At‐grade (no Hawley Road interchange) 7 

—Washington Street Extension 12 

—Local Road Intersection Improvements 1 

At‐grade (half interchange at Hawley Road) 9 

—Washington Street Extension 12 

—Local Road Intersection Improvements 1 

Double Deck (all up and partially down options) 13 

Preferred Alternative West Segment Total 22 

East Segment 

Off‐alignment 49 

On‐alignment 47 

Replacement Substation Location 4 

Preferred Alternative East Segment Total 51 

Modernization Alternatives Total 64 to 75 

Preferred Alternative Total 73 acres 

would require approximately 12 acres of	 Note: Preferred alternative is in bold. The areas have been updated in this Final EIS 
based on more detailed engineering analysis. new right‐of‐way. An additional 1 acre of 

right‐of‐way would be required as part of 
the improvements at the Miller Park Way/National 
Avenue intersection. 

In the east segment, the On‐alignment alternative 
(preferred alternative) would acquire 47 acres of new 
right‐of‐way. About half of the new right‐of‐way 
required is located near the Stadium Interchange. 
About 13 acres would be required from the Miller Park 
property, while 17 acres of We Energies or ATC 
property would be acquired. East of the Stadium 
Interchange, as a result of staying close to the existing 
alignment, the On‐alignment alternative would require 
less new right‐of‐way than the Off‐alignment 
alternative in this area. East of the Stadium Interchange, 
most of the additional right‐of‐way acquired for the 
On‐alignment alternative would come from commercial 
and utility land uses. The On‐alignment alternative would require additional right‐of‐way along 27th Street 
not required by the Off‐alignment alternative due to the need to improve 27th Street to accommodate local 
traffic. 

Looking west along I‐94 from the Zablocki Drive 
bridge, with cemeteries on both sides of I‐94. 

Due to the refined design of the On‐alignment alternative (preferred alternative) following the Draft EIS, the 
47 acres of new right‐of‐way required for this alternative is greater than what was listed in the Draft EIS. The 
Draft EIS stated that the On‐alignment alternative would require 42 acres of right‐of‐way if the At‐grade 
alternative were selected in the west segment. The additional 5 acres identified for the On‐alignment 
alternative is due to refined design in the Stadium Interchange following the Draft EIS. The additional 5‐acre 
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right‐of‐way requirement would also be present if the Off‐alignment alternative were identified as the 
preferred alternative and further refined. 

As determined in the Draft EIS, the Off‐alignment alternative would acquire 44 acres of new right‐of‐way. 
Increasing acreage due to refined design, it would be reasonably expected that the Off‐alignment alternative 
would acquire 49 acres of new right‐of‐way. About half of the new acres of right‐of‐way required with the 
Off‐alignment alternative would be located near the Stadium Interchange. Some new right‐of‐way would 
come from Miller Park parking lots. East of the Stadium Interchange, most of the additional 18 acres of right‐
of‐way acquired for the Off‐alignment alternative would come from commercial and utility land uses. If the 
Off‐alignment alternative would have been identified as the preferred alternative, some land used as 
highway right‐of‐way adjacent to I‐94 may no longer have been needed for right‐of‐way. WisDOT may have 
declared the land excess right‐of‐way, and the land could have been redeveloped and converted to a 
different land use. 

Under both east segment alternatives, the electrical substation just east of the Stadium Interchange 
(Park Hill) and at Greves Street would be relocated (See Section 3.4, Utilities, for additional information). 
The potential replacement substation location identified in the east segment is about 4 acres. 

A total of approximately 73 acres of land would be converted to new right
alternative. Of the land converted to highway right‐of‐way along I‐94 (not including Washington Street 

‐of‐way under the preferred 

extension), roughly 70 percent will be obtained from ATC, We Energies, or Miller Park (Stadium District) 
property. Property tax is not paid on these properties. Thus, of the new right‐of‐way converted to highway 
right‐of‐way for the project, 30 percent of the properties are paying property taxes to a local municipality. 

3.2.3 Measures to Minimize and Mitigate Adverse Land Use Impacts 
Alternatives were designed to stay within the existing right‐of‐way as much as possible to minimize the 
impact on surrounding land uses. Where it is not possible to remain within existing right‐of‐way, FHWA and 
WisDOT would compensate property owners in accordance with applicable laws and regulations for land 
acquired from residences, businesses, utilities, and institutions (see Sections 3.4.3, 3.5.3, 3.6.4, and 3.7.3). 
Some land currently used as highway right‐of‐way may potentially no longer be needed as right‐of‐way. 
WisDOT may declare the land excess right‐of‐way, and it could be converted to a different land use. 

3.3 Transportation Service
3.3.1 Affected Environment 
3.3.1.1 Bus Transit 
Both intra‐city and inter‐city bus services are available in the I‐94 East‐West Corridor, providing 
transportation services to those traveling in and through the study area. 

Intra‐County Bus 
The Milwaukee County Transit System (MCTS) is the largest local transit operator in Wisconsin. MCTS 
provides transit services for all of Milwaukee County and paratransit services (Transit Plus) for the elderly, 
persons with disabilities, and people with conditions that prevent them from using MCTS buses. Freeway 
Flyer express service is available along the I‐94 corridor. Freeway Flyer routes operate during weekday 
morning and evening rush hours, providing service between park‐and‐ride lots and downtown Milwaukee. 
Service is also provided to special events such as Summerfest, other lakefront festivals, and the Wisconsin 
State Fair. 

There are no park‐and‐ride lots in the I‐94 East‐West Corridor; however, a park‐and‐ride lot is located just 
west of the study area at 76th Street and I‐94. Several MCTS Freeway Flyer routes use I‐94, and several other 
MCTS routes operate on local streets in the I‐94 corridor project area (Exhibit 3‐4). MCTS routes cross I‐94 
on 70th Street, 68th Street, Hawley Road, 35th Street, and 27th Street. Several routes also parallel I‐94 along 
Wisconsin Avenue, Bluemound Road, Canal Street, National Avenue, and Greenfield Avenue. In January 
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2015, MCTS introduced the GoldLine “MetroEXpress” Route, which travels along Wisconsin Avenue, parallel 
to I‐94. The MetroEXpress routes are limited‐stop services that operate at a high frequency. 

Inter‐County Bus 
The Washington County Commuter Express provides 8 weekday trips from West Bend to downtown 
Milwaukee and 10 trips from downtown Milwaukee to West Bend on I‐94 through the study area. 

Coach USA operates the following commuter bus routes that use I‐94: 

	 Routes 901, 904, and 905 provide a total of 20 trips each weekday from Waukesha County to downtown 
Milwaukee and 22 trips each weekday from Milwaukee to Waukesha County via I‐94. The routes 
operate between 5:00 AM and 8:00 PM. 

	 The Airport Express route provides 10 daily roundtrips on I‐94 from Waukesha to downtown Milwaukee, 
General Mitchell International Airport, Chicago O’Hare International Airport, and Chicago Midway 
Airport. 

	 The University of Wisconsin–Whitewater route provides service between Whitewater and downtown 
Milwaukee via I‐94, while school is in session (September through May). There are two trips from 
Whitewater to Milwaukee on Friday afternoons and two trips from Milwaukee to Whitewater on Sunday 
afternoon/evening. The route uses the 76th Street park‐and‐ride lot and the 68th Street/70th Street 
interchange. 

The Megabus offers service to destinations throughout the Midwest. Two to three daily roundtrips between 
Minneapolis and Milwaukee use I‐94. 

Greyhound Bus Lines uses I‐94 for the following routes: 

 Two to four daily roundtrips between Green Bay and Milwaukee on US 45 and I‐94. 
 Five to seven daily trips from Milwaukee to Minneapolis and five to seven daily trips from Minneapolis 

to Milwaukee on I‐94. 

Lamers Bus Lines provides a daily route with one roundtrip running between Milwaukee and Wausau with 
stops in the Fox Valley area. This route uses I‐94 within the study area. One daily route between Milwaukee 
and Madison also uses I‐94 within the study area. 

Badger Bus operates eight daily roundtrips between Madison and Milwaukee on I‐94, with a stop in 
downtown Milwaukee. 

3.3.1.2 Rail Service 
Both passenger and freight rail service pass through the I‐94 East‐West Corridor. 

Passenger Rail Service 
Amtrak provides one daily roundtrip between 
downtown Milwaukee and destinations west (western 
terminus is Seattle, Washington) on the national Empire 
Builder route. There are no stops in the I‐94 East‐West 
Corridor, and the nearest stop is at the Milwaukee 
Intermodal Station east of the study area. West of the 
study area, the nearest stop is in Columbus, Wisconsin, 
75 miles northwest of the study area. Amtrak operates 
the service on tracks owned by the Canadian Pacific 
Railway. The tracks cross under I‐94 on the east side of 
the Stadium Interchange. 

Freight Rail Service 
A Canadian Pacific Railway line travels through the I‐94 

Canadian Pacific Railway under I‐94 on the east end 
of the Stadium Interchange. 
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East‐West Corridor. The Canadian Pacific Railway’s main line, between western Canada and Chicago, follows 
I‐94 on its south side between the project’s east terminus to the Stadium Interchange and crosses under I‐94 
on the east side of the Stadium Interchange. After it crosses under I‐94, the railroad follows 44th Street to 
the north, out of the project area. Approximately 33 trains per day travel along this segment of the rail line. 

3.3.1.3 Highway Traffic and Operational Characteristics 
I‐94 is the major east‐west roadway in the corridor. I‐94 is part of the National System of Interstate and 
Defense Highways. According to AASHTO’s A Policy on Design Standards Interstate System (2005), “The 
National System of Interstate and Defense Highways is the most important in the United States. It carries 
more traffic per kilometer (mile) than any other comparable national system and includes the roads of 
greatest significance to the economic welfare and defense of the nation. The highways of this system must 
be designed in keeping with their importance as the backbone of the nation's highway systems. To this end, 
they must be designed to ensure safety, permanence, utility and flexibility to provide for predicted traffic 
growth.” I‐94 is a designated federal and state “long truck route,” allowing longer commercial vehicles to 
use the freeway. I‐94 is also a designated “backbone” route in WisDOT’s Connections 2030 Long‐Range 
Multimodal Transportation Plan (WisDOT 2009). Backbone routes are high‐level multilane (or planned 
multilane) divided highways that provide connections between major statewide regions and economic 
centers and tie them to the national transportation network. 

The I‐94 East‐West Corridor is the critical link between the Marquette and Zoo interchanges, effectively 
connecting Milwaukee County’s eastern and western freeway systems. In addition to serving long‐distance 
travelers, the study‐area freeway system is an important commuter route for many of the approximately 
575,000 employees who work in Milwaukee County. 

As discussed in Section 1.3.2 and as shown in Exhibit 1‐3, the I‐94 East‐West Corridor is adjacent to or 
provides a connection to many local destinations. Many of the destinations create a constant daily traffic 
demand. Other destinations, such as Miller Park or State Fair Park, host large events that place increased 
demand on the freeway system at varying times. In the study area, I‐94 currently carries between 143,000 
and 160,500 vehicles per day (vpd) on an average weekday (Year 2009 volumes; Exhibit 1‐14). I‐94 is also a 
regional and national freight movement corridor. Approximately 5 percent (east segment) and 7 percent 
(west segment) of the traffic is heavy trucks. 

During the heaviest traffic periods, the level of service on I‐94 ranges between level of service C and level of 
service F. Several segments of I‐94 currently operate at level of service E (severe congestion) or level of 
service F (extreme congestion) during the peak hour (Exhibit 1‐15 and Exhibit 1‐16). 

US 41/Miller Park Way (WIS 341) is the major north‐south roadway in the corridor (see Exhibit 1‐1). Level of 
service is generally A on Miller Park Way south of the Stadium Interchange, and level of service ranges 
between A and B on US 41 north of the Stadium Interchange. 

The crash rates for most of I‐94, US 41, and Miller Park Way in the study area exceed the statewide average. 
Many locations are 2 to 3 times higher than the statewide average, and several sections are more than 
4 times higher than the statewide average (see Section 1.3.3.) 

Other state and U.S. highways near the corridor that parallel I‐94 are Greenfield Avenue/National Avenue 
(WIS 59) and Bluemound Road/Wisconsin Avenue (US 18). 27th Street/Layton Boulevard (WIS 57) is perpendicular 
to I‐94. 

3.3.1.4 Bicycle/Pedestrian 
Bicycling is not permitted on I‐94 or US 41; however, biking is permitted on surrounding local roads in the 
study area. The Oak Leaf Trail, HAST, and on‐street routes serve bicyclists and pedestrians. Currently, bike 
lanes, which are a portion of the road designated specifically for cyclists, are present in the I‐94 East‐West 
Corridor at the following locations: 

 16th Street north of I‐94 
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 27th Street from St. Paul Avenue to south of I‐94 
 35th Street from Park Hill Avenue to south of I‐94 
 Wisconsin Avenue from 37th Street to 44th Street 
 Bluemound Road from Story Parkway to Hawley Road 

Bike routes are usually more direct arterial roads with wider curb lanes that allow motorists and cyclists to 
travel safely side‐by‐side. Bike routes are present in the I‐94 East‐West Corridor at the following locations: 

 Clybourn Street from 16th Street to 35th Street 
 Wisconsin Avenue from 16th Street to 37th Street 
 Wisconsin Avenue from 44th Street to 52nd Street 
 59th Street north of I‐94 
 60th Street north of I‐94 
 64th Street from Adler Street to Fairview Avenue 
 Fairview Avenue from 59th Street to 67th Street 
 Stevenson Street east of 70th Street 

See Section 3.26, Recreational Resources, for more information regarding the Oak Leaf Trail and HAST. 
Sidewalks are present on almost all local streets that cross the study corridor. 

3.3.2 Transportation Impacts
3.3.2.1 Bus Transit 
The No‐build alternative would not directly affect bus transit service, including MCTS routes. However, 
continued deterioration of pavement and ongoing safety and congestion issues would not be addressed in 
the I‐94 corridor, which could reduce the effectiveness of bus transit. 

None of the Modernization Alternatives would preclude bus transit service, as shown in SEWRPC’s 
A Regional Transportation System Plan for Southeastern Wisconsin: 2035. No MCTS routes or inter‐county 
bus service will be directly impacted by the Modernization Alternatives. All of the routes could continue to 
provide service along their existing routes. The improved level of service and safety on I‐94 will benefit 
buses using I‐94. Local arterial street traffic volumes may be lower under the Modernization Alternatives 
because some trips along arterials may shift to I‐94, which may improve bus transit service. Streets that 
carry MCTS routes may be closed during construction, which would require a detour (Section 3.27.4). 

3.3.2.2 Rail Service  
There will be no impacts to passenger rail or freight rail service under any of the alternatives. None of the 
alternatives would preclude passenger rail service, as shown in the SEWRPC’s A Regional Transportation 
System Plan for Southeastern Wisconsin: 2035. 

3.3.2.3 Highway Traffic and Operational Characteristics 
Freeway 
This section compares the No‐build alternative with the Modernization Alternatives with respect to how the 
freeway will operate (that is, how traffic flows). Level of service is a key descriptor to measure traffic flow, and 
is explained in Section 1.3.5, Traffic Volumes, and illustrated in Exhibit 1‐13. The following discussion focuses 
on traffic in the morning and afternoon peak hours in the year 2040, the project’s design year, because they 
represent the highest anticipated traffic volumes. 

As noted in Section 2, AASHTO and FHWA guidance generally calls for level of service C for new construction 
and reconstruction projects on the National Highway System in order to meet FHWA requirements to 
adequately serve the existing and planned future traffic (23 CFR 625.2(a)(1)). Level of service D may be 
considered acceptable in urban areas like Milwaukee County, where potential impacts to achieve level of 
service C would be extensive and costly. FHWA agreed that level of service D is appropriate for this project. 
In consideration of the tight urban corridor in which the project is located and the frequent occurrences of 
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major event traffic (for example, baseball games), WisDOT and FHWA agreed to analyze level of service 
calculations on the 200th highest hour of traffic in a year instead of the 30th highest hour of traffic in a year, 
as specified by the regulation for Interstate Design (23 CFR 625.4(a)(2)). The level of service and design hour 
volume guidance for this project was documented in the DHV2 and LOS for the I‐94 East‐West Stadium 
Interchange Study technical memorandum from September 2012 located on the CD at the back of the 
document. 

Along with a letter “grade,” level of service is also measured by a numeric standard related to traffic density. 
The numeric level of service value indicates where a particular density falls within the applicable level of 
service ranges. The closer the number is to the next higher integer, the higher the density is within the 
applicable range. This numeric standard begins at 1.01 (level of service A) and continues to 6.01‐plus (level 
of service F). For example, to be assigned a level of service B, the segment of roadway has a numeric value 
between 2.01 and 3.00. Thus, for example, two different segments of roadway can both be considered level 
of service B, with one segment having a numeric level of service of 2.2 and the other segment a numeric 
level of service of 2.9. While both are considered level of service B, the segment with the numeric level of 
service of 2.2 would have noticeably less congestion. 

No‐build Alternative 
Under the No‐build alternative, I‐94 would operate at a level of service of E or F in 2040, as described in 
Section 1.3.5 and illustrated in Exhibits 1‐18 and 1‐19. 

Modernization Alternatives 
The Modernization Alternatives would improve traffic flow by adding an additional traffic lane in each 
direction. The level of service for each Modernization Alternative in the design year (2040) is listed in Table 3‐3 
and displayed visually in Exhibits 3‐5 through 3‐10. Modernization Alternatives would generally operate at a 
level of service D or better in the design year (2040) peak hour, compared to E and F under the No‐build 
alternative. However, I
Road interchange (not the preferred alternative) through the narrow cemetery area. See text box below about 

‐94 would operate at level of service E under the At‐grade alternative with no Hawley 

congestion operating outside of peak hour. 

TABLE 3‐3 
I‐94 Level of Service Ratings by Alternative—Design Year 2040 

Segment Alternative 

Freeway Exit/Entrance Ramps 

AM PM AM PM 

Double Decka (Exhibits 3‐9 and 3‐10) 
C to D 

3.39 to 4.50 

C to D 

3.24 to 4.66 

B to C 

2.91 to 3.94 

C to D 

3.22 to 4.21 

West 
At‐grade (no Hawley Road interchange) 
(Exhibits 3‐5 and 3‐6) 

D 

4.09 to 4.54 

C to E 

3.86 to 5.01 

B to D 

2.65 to 4.51 

C to D 

3.20 to 4.75 

At‐grade (half interchange at Hawley 
Road) (Exhibits 3‐7 and 3‐8) 

D 

4.19 to 4.74 

D 

4.12 to 4.88 

B to D 

2.55 to 4.40 

C to D 

3.04 to 4.34 

C to D C to D C to D C to D 
Off‐alignment (Exhibits 3‐9 and 3‐10) 

3.16 to 4.77 3.31 to 4.67 3.62 to 4.21 3.58 to 4.34 
East 

On‐alignment (Exhibits 3‐5, 3‐6, 3‐7, C to D C to D C to D C to D 

and 3‐8) 3.01 to 4.47 3.17 to 4.50 3.33 to 4.28 3.19 to 4.38 

a Level of service is the same for all up and partially down options. 
Note: Preferred alternative is bold. 

2 DHV = design hour volume 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Eastbound I‐94 from the 68th Street entrance ramp to the exit ramp at US 41/Miller Park Way (between 
Mitchell Boulevard and Yount Drive) would operate at level of service E (5.01) during the afternoon peak 
hours in the design year (2040) under the At‐grade alternative with no Hawley Road interchange. This area 
includes the narrow segment between the cemeteries with 11‐foot lanes and 2‐foot shoulders. According to 
the Highway Capacity Manual (Transportation Research Board 2010), 11‐foot‐wide lanes on an interstate 
highway with shoulders less than 6 feet wide will generally result in a 2‐ to 3‐mph reduction in free‐flow 
speed as compared to an interstate with 12‐foot‐wide lanes. Traffic operations would fall to a level of 
service E through this section under the No Hawley Road interchange option because of the narrow lanes 
and shoulders, the lack of an auxiliary lane, and the inability of eastbound traffic to exit I‐94 at Hawley Road. 
The At‐grade alternative with the half interchange at Hawley Road (preferred alternative) would operate at 
numeric level of service value 4.88, technically level of service D but only slightly better than level of service 
E, in the same location because the number of vehicles exiting I‐94 at Hawley Road (100 to 150 vehicles 
during the design year peak hours) would be enough to reduce traffic density to just below the level of 
service E threshold. 

The level of service along I‐94 in the east segment would be similar between the On‐alignment and 
Off‐alignment alternatives. Both alternatives would result in level of service C to D in the design year. 

Congestion Outside of Peak Hour 
Using the Highway Capacity Manual 
(HCM) 2010 methodology with an 
assumed free‐flow speed of 55 mph, 
the theoretical capacity of the I‐94 
East‐West Corridor would be 
exceeded for approximately 9 hours 
per day for the 2040 No‐build 
alternative. Speeds in those hours 
would operate below the free‐flow 
speed, resulting in delays and 
unacceptable operations. To 
provide acceptable operations, 
traffic demand is distributed to the 
adjacent hours based on the 
National Cooperative Highway 
Research Program (NCHRP) peak‐spreading estimation methodology (Report 765 Analytical Travel Forecasting 
Approaches for Project‐Level Planning and Design, 2014). The methodology assumes that a specific set of users is able 
to change their departure times to reflect the peak spreading. Therefore, although the analysis of traffic impacts is 
primarily focused on the peak hours with the highest traffic volumes, it is estimated that there could be 
approximately 15 hours (5 AM to 8 PM) of the average weekday where the future no‐build alternative would operate 
at or near capacity if users are able to change travel habits to accommodate free‐flow speeds. 

Local Roads 
No‐build Alternative 
The No‐build alternative would divert freeway traffic onto local streets during morning and afternoon peak 
hours because there would not be enough capacity on I‐94 to handle the anticipated traffic volumes. 

Modernization Alternatives 
Traffic flow on local roads depends on the alternative identified for I‐94. In the west segment, the Double 
Deck alternative would be able to accommodate traffic from local streets because of additional capacity. 
However, the At‐grade alternative (with or without the half interchange at Hawley Road option) would not 
accommodate all of the traffic from the local road systems. This traffic primarily remains on parallel local 
routes to avoid delays on the freeway mainline in this area associated with the constraint. 
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Under the At‐grade alternative with no Hawley Road interchange, compared to the No‐build alternative, 
approximately 15,000 vpd through the cemetery area, including 2,600 vehicles in the afternoon peak hour, 
would use I‐94 rather than adjacent local roads. Most, if not all, of the difference in traffic volumes between 
the No‐build and At‐grade alternatives would come from I‐894, Greenfield Avenue, Bluemound Road, 
Wisconsin Avenue, National Avenue, and other parallel east‐west arterials. These roadways would be used 
by most traffic that is unable to use I‐94, which would result in a modest decrease in congestion along these 
routes compared to the No‐build alternative. 

Under the At‐grade alternative with half interchange at Hawley Road (preferred alternative), compared to 
the No‐build alternative, about 13,000 vpd, including 2,350 vehicles during the afternoon peak hour, would 
use I‐94. Because I‐94 would carry slightly less traffic under the half interchange alternative (as a result, 
slightly more traffic on adjacent arterials), additional capacity would be provided on the arterials through 
improving three local road intersections and improving signal timing. Under the At‐grade alternative with 
half interchange at Hawley Road, some local road intersections would operate at level of service E or F in the 
peak hours in the project’s design year (2040) with no improvements to the intersections. With the 
improvements to the local road intersections outlined in Section 3.3.2.3, these intersections would mostly 
operate a level of service D or better. 

With the removal of access to and from the east at the Hawley Road interchange with the preferred 
alternative, more traffic would be anticipated at the 68th Street/70th Street interchange. Traffic would 
increase along 70th Street, but generally would not increase along 68th Street due to the half interchange at 
Hawley Road. This interchange would operate at level of service D or better during the peak hour in the 
project’s design year (2040). 

As part of the preferred alternative in the west segment, WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially closing the Hawley Road interchange (Exhibit 2‐9). 
These improvements are extending Washington Street to make it easier for drivers in the Hawley Road 
corridor to access the 68th Street/70th Street interchange and improvements at three local road intersections 
to improve local road operations under the partial closure of the Hawley Road interchange. 
See Section 3.3.3, Measures to Minimize and Mitigate Adverse Transportation Impacts, for more 
information. 

In the east segment, the Off‐alignment alternative would reconstruct the 27th Street interchange so that all 
ramps directly connect to 27th Street, a state highway (WIS 57). This would make the interchange easier for 
motorists to navigate. It would change access to the Menomonee Valley via 25th Street because motorists 
would be required to make a left onto 27th Street and then two right turns (St. Paul Avenue and 25th Street) 
to access the Menomonee Valley. The On‐alignment alternative (preferred alternative) would maintain the 
existing ramp alignment in the interchange, where no ramps connect to 27th Street. The I‐94 westbound exit 
ramp is at 25
26th Street, and the I‐94 eastbound entrance ramp is at 25th Street. Improvements would be made at the 

th Street, the I‐94 westbound entrance ramp is at 28th Street. The I‐94 eastbound exit ramp is at 

27th Street and St. Paul Avenue intersection to improve capacity. Park Hill Avenue will end at a cul‐de‐sac 
west of 35th Street, and will end as a circle with 34th Street and the alley east of 35th Street to accommodate 
the improved ramps at the 35th Street interchange. This alternative would continue to funnel traffic on local 
roads (28th Street, 26th Street, 25th Street, and Clybourn Street) at this interchange. 

Freeway Access Changes 
No‐build Alternative 
I‐94 access would remain the same under the No‐build alternative. 

Modernization Alternatives 
The Modernization Alternatives contain a number of options that would change I‐94 access. Section 2 and 
Table 3‐4 describe the changes. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐4 
Freeway Access Changes 

Interchange Alternative Change in Access Impact 

68th Street/ Double Decka No change No impact. 

70th Street At‐grade No change No impact. 

Double Decka No change No impact. 

At‐grade (no Eliminate Hawley Road No direct freeway access to businesses and 
Hawley Road interchange residences along Hawley Road. 

Hawley Road interchange) 

At‐grade (with Eliminates westbound exit and No freeway access via Hawley Road to/from the 
half interchange eastbound entrance to/from east, eliminating freeway access to businesses and 
at Hawley Road) Hawley Road residences along Hawley Road from the east. 

Mitchell At‐grade and Mitchell Blvd interchange moved Change in access to Miller Park, VA Campus, and 
Boulevard Double Decka east to Stadium Interchange Story Hill from I‐94. 

Off‐alignment No access to/from 35th Street and Access would continue to be provided to 35th Street 

35th Street 
and On‐
alignment 

US 41/Miller Park Way from I‐94. Traffic on US 41/Miller Park Way could 
access 35th Street from Wisconsin Avenue or 
National Avenue. 

Off‐alignment All interchange ramps connect to Less traffic on residential streets (25th, 26th, and 

25th/26th/28th 27th Street 28th streets) 

Street On‐alignment Interchange aligned in same Puts more traffic on local residential streets (25th , 
configuration as existing condition 26th, and 28th streets). 

Wisconsin 
Avenue (from 
US 41) 

Off‐alignment 
and 

On‐alignment 

No access between northbound 
US 41/Miller Park Way and 
Wisconsin Avenue 

Access would continue to be provided to 
southbound US 41/Miller Park Way from Wisconsin 
Avenue and to/from Wisconsin Avenue and I‐94 via 
US 41. 

aChanges to freeway access are the same for all up and partially down options. 
Note: Preferred alternative in bold. 

As part of the At‐grade alternative with half 
interchange at Hawley Road (preferred alternative) 
in the west segment, WisDOT would construct some 
off‐interstate improvements to mitigate the traffic 
impacts of partially closing the Hawley Road 
interchange. The improvements include extending 
Washington Street to make it easier for drivers in 
the Hawley Road corridor to access the 
68th Street/70th Street interchange. See Section 
3.3.3 for additional information. 

3.3.2.4 Safety 

The Interchange Safety Analysis Tool‐enhanced (ISATe) is 
an FHWA‐approved spreadsheet‐based tool that analyzes 
crash frequency and crash severity along freeways and 
interchanges. It estimates the frequency of crashes based 
on actual crash frequencies on over 50 freeway segments 
around the country. ISATe estimates the number of 
crashes based on traffic volume, horizontal alignment 
(that is, curves), lane and shoulder width, length of 
deceleration and acceleration lanes, and weaving lengths. 
ISATe is not capable of estimating crashes based on 
vertical alignment (that is, steepness of grades, or hills). 

This section analyzes the extent to which the No‐build alternative and each Modernization Alternative 
improves safety. Historically, it has been difficult to quantify safety improvements during the EIS phase of a 
project. As a result, an improvement in safety has been assumed inherent in improved design policies and 
practices. Recently, methods and tools have been developed to quantify safety as part of the transportation 
project development process. One of these tools is the Interchange Safety Analyses Tool (ISATe), an FHWA‐
approved spreadsheet‐based tool that analyzes the crash frequency and crash severity along the freeway 
and interchanges. It estimates the frequency of crashes based on actual crash frequencies on over 50 
freeway segments around the country. An ISATe predictive safety analysis (located on the CD at the back of 
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the document) was conducted for this project. 

No‐build Alternative 
Under the No‐build alternative, none of the existing safety issues on I‐94 would be addressed. The crash rate 
would likely remain the same or worsen, and congestion would continue to increase. As a result, more traffic 
would divert to local streets. In general, travel on local streets takes longer than travel on freeways, and crash 
rates are also higher on local streets than freeways (based on WisDOT crash data).3 Higher traffic volumes on 
local streets also increase the potential for car‐pedestrian and car‐bicycle crashes. 

Modernization Alternatives 
Section 2.2 noted that all the Modernization Alternatives retained for detailed evaluation would reduce 
crashes on I‐94 compared to the existing condition. In the west segment, lower crash rates are due in part to 
improved roadway design, 
improved traffic operations on 
I‐94, and removing the Hawley 
Road and Mitchell Boulevard 
interchanges for the At‐grade 
alternative (the half 
interchange at Hawley Road 
option removes interchange 
movements at Hawley Road 
to/from the east) and the 
Mitchell Boulevard 
interchange for the Double 
Deck alternative. Removing 
the ramps would eliminate 
potential conflicts between I‐
94 traffic and traffic that is 
entering and exiting. In the 
east segment, lower crash 
rates result from improved 
design and improved traffic 
operations on I‐94. Crash data 
from the Marquette 
Interchange (I‐94/I‐43/I‐794, 
just east of 16th Street) before 
and after its reconstruction 
support this conclusion. 
Following the reconstruction of the Marquette Interchange in 2008, the total crash rate decreased by 48 
percent, while the severe crash rate (injury and fatal crashes) decreased by over 60 percent. 

Based on the ISATe predictive safety analysis, in the west segment, the Modernization Alternatives carried 
forward would have 14 to 29 percent fewer crashes on I‐94 over a 20‐year period (2021 to 2040) than a 
Replace‐in‐Kind option that would reconstruct I‐94 exactly as it is today (see text box). In the cemetery area 
(Hawley Road to Stadium Interchange) in the west segment, the At‐grade alternative with no Hawley Road 
interchange would have 29 percent fewer crashes on I‐94 than the Replace‐in‐Kind option, the At‐grade 
alternative with half interchange at Hawley Road (preferred alternative) would have 23 percent fewer 
crashes on I‐94 than the Replace‐in‐Kind option, and the Double Deck alternative would have 14 percent 
fewer crashes on I‐94 than the Replace‐in‐Kind option. 

Marquette Interchange Crash Information 

3 http://www.dot.wisconsin.gov/drivers/drivers/traffic/crash/final.htm 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

To compare the At‐grade and Double Deck alternatives in the west segment, crashes on local roads that 
result from traffic diverted from I‐94 to the local street network as a result of the At‐grade alternative (both 
Hawley Road options) must be accounted for. Traffic would be diverted to the local road network under both 
At‐grade alternatives because of the geometric constraint on I‐94 and the complete or partial elimination of 
the Hawley Road interchange. As a result, drivers would exit I‐94 at adjacent interchanges and use local roads 
to replace the lost access at Hawley Road. This diversion would not occur with the Double Deck alternative 
because the Hawley Road interchange would remain open. The study team used the diverted traffic volume to 
predict the number of crashes on the local road network. The number of crashes predicted on I‐94 over a 20‐
year period (2021 to 2040) was added to the number of crashes predicted on the local road network as a result 
of traffic diversion to obtain a total crash figure for each alternative (Table 3‐5) 

The ISATe predictive safety analysis compared the predicted crash frequency of the alternatives retained for 
detailed study in the Draft EIS to the Replace‐in‐Kind alternative. The Replace‐in‐Kind alternative would have the 
same design and traffic capacity as the No‐build alternative, thus the results are the same as comparing the 
alternatives to the No‐build alternative. 

TABLE 3‐5 
Estimated Crashes for the West Segment Alternatives, over a 20 Year Period (2021—2040) 

West Segment Alternative 
Crashes on 
Freeway 

Crashes on 
Ramps 

Increased Crashes on Local 
Roadways due to Traffic 

Diversion 
Total 
crashes 

Replace‐in‐Kind 1,550 113 0 1,663 

At‐grade (no Hawley Road interchange) 1,160 26 684 1,870 

At‐grade (half interchange at Hawley Road) 1,220 58 356 1,634 

Double Decka 1,124 299 0 1,423 

a Number of crashes is the same for all up and partially down options. 

Focusing only on the number of crashes on I‐94 and the entrance and exit ramps from Hawley Road to 
Mitchell Boulevard, the Double Deck alternative would have less crashes on I‐94 but considerably more 
crashes on the ramps to and from I‐94 than the At‐grade alternatives. The Double Deck alternative has more 
capacity and more ramps than the At‐grade alternatives, resulting in a greater volume of traffic and, as a 
result, more crashes. However, adding the number of crashes that would occur on the local roadway 
network, the Double Deck alternative has fewer total crashes than the At‐grade alternative. The At‐grade 
alternative with no Hawley Road interchange would have 31 percent more crashes over a 20‐year period 
than the Double Deck alternative, and the At‐grade alternative with a half interchange at Hawley Road 
would have 15 percent more crashes over a 20‐year period than the Double Deck alternative. Table 3‐6 lists 
the type of crash (fatal, injured, or property damage only) for each west segment alternative. 

TABLE 3‐6 

Estimated Type of Crashes for the West Segment Alternatives, over a 20‐Year Period (2021—2040) 

Alternative 

Crash Type 

Fatal Injury 
Property 

Damage Only Total 

Replace‐in‐Kind 6 486 1,171 1,663 

At‐grade (no Hawley Road interchange) 6 698 1,166 1,870 

At‐grade (half interchange at Hawley 
Road) 

6 524 1,104 1,634 

Double Decka 6 449 968 1,423 
a Number of crashes is the same for all up and partially down options. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

Narrow lanes lead to a reduced level of service because motorists are less likely to stay within their lanes 
and therefore tend to slow down, which is a safety issue. On any high‐speed roadway, the primary safety 
concerns with reductions in lane width are crash types related to lane departure. Narrow lanes generally 
result in a greater number of run‐off‐road crashes, sideswipe crashes, rear‐end crashes if operations 
deteriorate, reduced free‐flow speed, and large vehicles leaving their lanes into other lanes or the shoulder. 

The following are some of the benefits of 12‐foot‐wide lanes and adequate‐width shoulders:4 

	 Increased safety and comfort for the driver 

	 Decreased collision rates with increased lane, shoulder, and clear zone widths as shown in studies 
(FHWA 2007) 

	 Increased capacity of the highway 

	 Increased room for drivers to recover control of their vehicles and return to the roadway, or at least to 
achieve significant decelerations before striking a fixed object 

	 Increased room to accommodate vehicle “off‐tracking” along horizontal curves 

	 Improvements for disabled vehicles, collision avoidance maneuvers, and structural support of the 
traveled way 

	 Shoulders provide space for enforcement activities (a minimum of 8 feet is required) 

	 Shoulders provide space for maintenance activities (including snow removal) 

	 Shoulders improve stopping sight distance (see page 1‐20 for information on stopping sight distance) on 
curves by providing an offset to barriers and bridge piers 

	 Shoulders store and carry water during storms, preventing standing water on travel lanes, which can 
cause drivers to lose control of their vehicles 

Safe and efficient traffic operations can be adversely affected by not providing adequate shoulder width. 
According to AASHTO and FHWA, 12 feet is preferred for both the lane width and shoulder width for the 
reasons noted above.5 

According to the Safety Prediction Methodology and Analysis Tool for Freeways and Interchanges (National 
Cooperative Highway Research Program 2012) going from a 12‐foot‐wide lane to a 10.5‐foot‐wide lane 
would result in a 7.5 percent increase in the number of fatal plus injury crashes. In addition, going from a 6‐
foot‐wide inside shoulder to a 2‐foot‐wide inside shoulder would result in an 8 percent increase in the 
number of fatal plus injury crashes. In the east segment, both the Off‐alignment (29 percent reduction) and 
On‐alignment (28 percent reduction, preferred alternative) alternatives would reduce crashes on I‐94 as 

of the road) with the Off‐alignment alternative. The study team believes that the crash differences could be 
greater because the crash prediction model does not completely capture the full value of the improvements 
in vertical alignment of the Off‐alignment alternative. 

compared to the Replace‐in Kind alternative. This is due to improved design and improved traffic operations 
on I‐94. The Off‐alignment alternative would have 1 percent fewer crashes than the On‐alignment 
alternative. The difference is due to a greater improvement in the horizontal alignment (reducing the curve 

4 Source: WisDOT, Facilities Development Manual, Procedure 11‐15‐1 

5 AASHTO. 2001. A Policy on Geometric Design of Highways and Streets, Chapter 4, Cross Section Elements. FHWA and WisDOT have adopted 
AASHTO’s A Policy on Design Standards – Interstate Systems (2005) standard freeway lane widths of 12 feet and consideration of 12‐foot paved 
shoulders where truck traffic exceeds 250 design hourly volume (DHV) in the design year. The I‐94 East‐West Corridor meets this standard. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Additional Safety‐related Concerns of the Modernization Alternatives 
WisDOT and FHWA’s position is that alternatives will meet design criteria, unless meeting the criteria would 
incur a high level of impact that cannot be reasonably mitigated, or results in compromising another 
purpose and need factor. If a portion of the alternative does not meet existing design criteria, a design 
exception will be required. The project’s draft Exceptions to Standards Memorandum provides detailed 
explanations of where design exceptions would be required. This memorandum will be finalized as part of 
the formal Exceptions to Standards Report during the final design phase. 

All of the modernization alternatives would require design exceptions (for example, the substandard lane 
and/or shoulder width of the At‐grade and Double Deck alternatives). In addition, there are other design 
elements that are concerns from a safety standpoint, even though these design elements would not require 
a design exception. 

New and reconstructed freeways must meet minimum values for 13 controlling design criteria, such as 
alignments, lane and shoulder widths, and sight distance. Design criteria developed for the controlling 
elements are specified in WisDOT’s Facilities Development Manual and are based on AASHTO’s A Policy on 
Geometric Design of Highways and Streets, 6th Edition and AASHTO’s A Policy on Design Standards – Interstate 
System (2005). 

At‐grade Alternative 
FHWA and WisDOT have adopted AASHTO’s A Policy on Design Standards—Interstate Systems (2005) 
standard freeway lane widths of 12 feet and consideration of 12‐foot paved shoulders where truck traffic 
exceeds 250 design hourly volume (DHV) in the design year. Based on the information in the following 
paragraphs, a design exception would be required for lane and shoulder widths. 

As noted in Section 2.2 of the Final EIS, lane widths through the narrow cemetery area would be as narrow 
as 11 feet under both At‐grade alternatives. Eastbound and westbound traffic would travel in 11‐foot lanes 
for roughly 30 feet in each direction. The lanes would transition from 12 feet to 11 feet for several hundred 
feet east and west of the 11‐foot‐lane segment. Additionally, shoulder widths would vary in this segment 
because the available right‐of‐way varies (the shoulders would be as narrow as 2 feet). For eastbound 
traffic, there would be less than 12‐foot lanes for about 1,610 feet, less than 12‐foot inside shoulders for 
1,460 feet, and less than 12‐foot outside shoulders for 1,390 feet. For westbound traffic, there would be less 
than 12‐foot lanes for about 1,500 feet, less than 12‐foot inside shoulders for 1,480 feet, and less than 12‐
foot outside shoulders for 1,010 feet. 

Narrow lanes in combination with narrow shoulders (below 8 feet, a shoulder loses its effectiveness and 
provides only horizontal clearance) would create operational and safety issues, which have already been 
noted in this document. The narrow lanes and shoulders would not provide the room needed to adequately 
address the emergency response activities and clearing of incidents. Shoulders less than 8 feet do not 
provide the needed space to shield the vehicles directly involved in the incident, and the combination of the 
narrower shoulders with the narrower lanes and lack of auxiliary lanes would likely require closing 2 travel 
lanes to deal with incidents. Closing 2 travel lanes would have safety and operational impacts on I‐94, and 
the traffic would be diverted onto local streets. Narrow shoulders would make it more difficult for 
emergency vehicles to get through this part of I‐94 while responding to an issue on another part of the 
freeway system. 

Along with the lane and shoulder widths described previously, the At‐grade alternative (both Hawley Road 
interchange options) would require design exceptions for the following controlling criteria and acceptance 
of the following non‐controlling criteria: 

 Stopping sight distance for eastbound I‐94 for a 400‐foot length east of Hawley Road and westbound I‐
94 for a 600‐foot length west of Zablocki Drive (controlling). 

 Eastbound entrance ramp from 68th Street does not meet the recommended minimum peak hour volume 
storage value for a metered ramp (non‐controlling, half interchange at Hawley Road option only). 
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 The weaving distance between the westbound Hawley Road entrance ramp and westbound exit ramp to 
68th Street would be slightly short of the 1,000‐foot minimum weaving distance on a freeway between 
exit and entrance ramps with an auxiliary lane, as set forth by NCHRP Report 687 (non‐controlling, half 
interchange at Hawley Road option only). 

Reduced sight distance (stopping sight distance and decision sight distance) could add safety and 
operational risks in some situations. Sight distances to stationary decision points do not seem to be a 
significant problem. However, lack of these sight lines to random decision points, such as incident locations, 
stalled vehicles, or objects in the roadway, would add more risk to vehicle avoidance maneuvers. The At‐
grade alternative would not meet the decision sight distance standard for a 400‐foot length east of Hawley 
Road near the eastbound exit to the Stadium Interchange, which would increase the risk for safety and 
operational problems. Also, there would be less‐than‐minimum decision sight distance for a 600‐foot length 
segment west of Zablocki Drive near the westbound exit ramp to 68th Street /70th Street. 

Under the half interchange at Hawley Road option, the auxiliary lanes between the 68th Street and Hawley 
Road ramps would help address the less‐than‐minimum weave distance. However, during higher traffic 
volume times of the day or under random situations where vehicles on I‐94 are closely spaced in the outside 
lane, the shorter weave length would add to the risk of safety or operational issues due to the reduced 
interaction time between vehicles entering and exiting the ramps with mainline traffic. Also, with the half 
interchange at Hawley Road, the eastbound exit ramp to Hawley Road would occur after a curve, meeting 
only minimum stopping sight distance. This area should meet the desirable decision sight distance and 
minimally meet the desirable stopping sight distance, which raises the risk of having safety and operational 
problems. There would be a similar situation for the westbound entrance ramp at Hawley Road. 

Additionally, snow removal would be more difficult under the At‐grade alternative in the area where there is 
only a 2‐foot shoulder. Snowplow drivers could shove the snow along the freeway until the shoulder widens 
enough to store the snow. Milwaukee County, which is responsible for clearing snow from freeways, stated 
that it might be necessary to close the outside lane of I‐94 until it could adequately remove the snow. A 
snow blower or front‐end loader would remove the snow overnight, which is more expensive and would 
require closing 2 of the 4 lanes. 

Under the At‐grade alternative, if oversize/overweight vehicles were permitted to use I‐94 through 
Milwaukee, the vehicles would require the use of two travel lanes through the narrow cemetery area due to 
the 11‐foot lanes and minimal shoulders. Oversize/overweight vehicles would only be permitted to use this 
portion of I‐94 during off‐peak travel periods in order to minimize the disruption of normal traffic flow. 

The westbound entrance ramp from the Stadium Interchange to westbound I‐94, though meeting the 
entrance ramp design criteria, would not provide a sufficient‐width shoulder at the end of the ramp to allow 
an emergency relief area if a driver is not able to merge onto the mainline by the end of the ramp. Since the 
shoulder width would be constrained adjacent to the cemetery, a shoulder for a vehicle to stop on or drive 
along is not available. Drivers would be traveling at or near freeway speed as they reach the end of the 
ramp, and a fairly long shoulder length would be needed to allow for either adequate deceleration length to 
come to a stop or additional length for the driver to find a gap in the mainline traffic when merging off the 
shoulder. 

The combination of less than 12‐foot lanes with less than 4‐foot shoulders on a curve would make 
off‐tracking (deviating from their lane) by larger trucks a risk. A look at crash history on westbound I‐94 
between 16th Street and 35th Street (reconfigured with 11‐foot lanes and narrow shoulders) has not 
indicated any crash problems, though the longer length of the cemetery curves may add to a higher 
potential of truck off‐tracking under some situations. 

Double Deck Alternative 
The shoulder on westbound I‐94 (upper level) would be 10 feet in the median (inside) and 10 feet on the 
outside rather than the 12‐foot standard through the cemetery area. Both shoulders would be wide enough 

3‐22 



 

   

                                   
         

                             
                         

           

                              
 

                            

                            

                            

                              
         

                            
                   

                                   
      

                             
                           

                                   
   

    
                           

                               
                               

 

                         
           

                                
     

                            
                             
                           

             

                              
 

   
                       

   

                                
     

                        

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

to meet the functional attributes of a shoulder such as vehicle storage and snow storage, etc. Safety and 
operational risks should be minimal. 

Along with the shoulder width for westbound traffic through the cemetery area described previously, the 
Double Deck alternative would require design exceptions for the following controlling criteria and 
acceptance of the following non‐controlling criteria: 

 Horizontal alignment westbound exit ramp to Hawley Road around the loop part of the ramp 
(controlling). 

 Width of the travel lane for the eastbound entrance ramp from Hawley Road (controlling). 

 Right and left shoulder width for the eastbound entrance ramp from Hawley Road (controlling). 

 Stopping sight distance for the westbound exit and entrance ramps to/from Hawley Road (controlling). 

 Acceleration distance on the eastbound C‐D road entrance from 68th Street and westbound C‐D road 
entrance from Hawley Road (non‐controlling). 

 Ramp meter storage on eastbound entrance ramp from 68th Street, eastbound entrance ramp from 
Hawley Road, and westbound entrance ramp from Hawley Road (non‐controlling). 

On westbound I‐94, there would be one location where a rise in the roadway would meet only minimum 
stopping sight distance. 

Additionally, the Double Deck alternative would present some snow removal challenges. It would have a 
wider shoulder than the At‐grade alternative, which would provide storage space for snow; however, 
snowplow drivers would need to be careful to avoid shoving snow over the barrier wall and onto the 
cemeteries below. 

On‐alignment Alternative 
The interchange and ramps at 28th/26th/25th Streets would remain in an existing split‐ramp interchange 
configuration. This adds safety and operational risks due to interchange traffic having to drive along sections 
of city streets where traffic crashes and congestion levels are higher and creates confusion to unfamiliar 
drivers. 

The On‐alignment alternative would require design exceptions for the following controlling criteria and 
acceptance of the following non‐controlling criteria: 

 Stopping sight distance on the eastbound exit ramp to 26th Street and westbound entrance ramp from 
28th Street (controlling). 

 Weave distance between 28th Street westbound entrance ramp and ramp to US 41 northbound/Miller 
Park Way southbound. The auxiliary lane length between the 28th Street westbound entrance ramp and 
the westbound Stadium Interchange exit ramp would be considerably short of the AASHTO 2,000‐foot 
criterion, increasing safety and operational risks (non‐controlling). 

 Ramp meter storage on 28th Street westbound entrance ramp and 25th Street eastbound entrance ramp 
(non‐controlling). 

Off‐alignment Alternative 
The Off‐alignment alternative would require design exceptions for the following controlling and non‐
controlling criteria: 

 Stopping sight distance on the eastbound exit ramp to 35th Street and westbound entrance ramp from 
27th Street (controlling). 

 Ramp meter storage on 27th Street westbound and eastbound entrance ramps (non‐controlling). 
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3.3.2.5 Changes in Travel Patterns 
As noted in Section 3.3.2.3 and Table 3‐4, the Modernization Alternatives contain a number of options that 
would change access to/egress from I‐94. 

In the west segment, the At‐grade alternative would remove the Hawley Road and Mitchell Boulevard 
interchanges. Motorists who previously used these interchanges would need to use the 70th/68th Street 
interchange, the new local road interchange within the Stadium Interchange, the Wisconsin Avenue 
interchange on US 41, or the Frederick Miller Way/Canal Street interchange on Miller Park Way. This would 
add travel time for those who previously exited I‐94 at the Hawley Road and Mitchell Boulevard 
interchanges and would add traffic to local roads. Under the half interchange option at Hawley Road 
(preferred alternative), access will be provided to westbound I‐94 and from eastbound I‐94 at Hawley Road. 

Under the Double Deck alternative, the Mitchell Boulevard interchange would be removed and replaced by the 
new local road interchange within the Stadium Interchange. The removal of the Mitchell Boulevard 
interchange would impact some motorists wanting to access the VA Campus, Miller Park, or the Story Hill 
neighborhood. Those motorists could use the new interchange within the Stadium Interchange (roughly 0.5 
mile east of Mitchell Boulevard), the Hawley Road interchange (roughly 0.4 mile to the west of Mitchell 
Boulevard), the Wisconsin Avenue interchange on US 41, or the Frederick Miller Way/Canal Street interchange 
on Miller Park Way to access their destinations. 

As part of the preferred alternative in the west segment, WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially closing the Hawley Road interchange (Exhibit 2‐9). 
The improvements include extending Washington Street to make it easier for drivers in the Hawley Road 
corridor to access the 68th Street/70th Street interchange. See Section 3.3.3 for additional information. 

In the east segment, the Off‐alignment alternative would reconstruct the 27th Street interchange so that all 
ramps directly connect to 27th Street, a state highway (WIS 57). This would make the interchange easier for 
motorists to navigate. It would change access to the Menomonee Valley because motorists would be required 
to take two right turns (St. Paul Avenue and 25th Street) to access the Menomonee Valley. The On‐alignment 
alternative (preferred alternative) would maintain the existing ramp alignment in the interchange, where no 
ramps connect to 27th Street. The I‐94 westbound exit ramp is at 25th Street, the I‐94 westbound entrance 
ramp is at 28th Street, the I‐94 eastbound exit ramp is at 26th Street, and the I‐94 eastbound entrance ramp is 
at 25th Street. 

3.3.2.6 Bicycle/Pedestrian Impacts 
Under the Modernization Alternatives, considerations for bike and pedestrian accommodations are included 
as part of reconstruction activities at cross streets, interchanges, overpasses, and underpasses along the 
study corridor in accordance with The United States Department of Transportation Policy Statement on Bicycle 
and Pedestrian Accommodation Regulations and Recommendations (U.S. DOT, 2010) and FHWA Guidance: 
Bicycle and Pedestrian Provisions of Federal Transportation Legislation (FHWA, 2015). The U.S. DOT’s Bicycle and 
Pedestrian Accommodation Plan encourages state DOTs and other agencies to design and operate roadway 
rights‐of‐way to enable safe access for all users, including bicycle facilities and pedestrian walkways. Design 
standards are included in the AASHTO design manuals. Wisconsin State Statute 84.01(35) notes that WisDOT 
shall give due consideration to establishing bikeways and pedestrian ways in all new highway construction 
and reconstruction projects funded in whole or in part from state funds or federal funds. 

Bicycle and pedestrian accommodations would also be considered for the Washington Street extension and 
the local road intersection improvements. Existing pedestrian and bicycle access along the study corridor 
would remain under the Modernization Alternatives, and access would be added or improved in certain 
locations. Table 3‐7 demonstrates locations along the I‐94 East‐West Corridor where bicycle and pedestrian 
facilities exist or do not exist currently and if these facilities will be provided as part of the preferred 
alternative. The table also notes any constraints to providing full bicycle and pedestrian access as part of the 
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preferred alternative. See the TRANS 75 Pedestrian and Bicycle Accommodations report, located on the CD 
at the back of the document, for more information. 

I‐94, Miller Park Way, and US 41 will have no bicycle or pedestrian accommodations. Reconstructed portions 
of Zablocki Drive will also have no separate bicycle facility because traffic volumes are low enough to allow 
for bicycles on the street, and widening Zablocki Drive to provide additional bicycle and pedestrian 
accommodations may have an adverse impact on the Soldiers’ Home NHL. The new north frontage road 
between Yount Drive and Mitchell Boulevard will have an existing trail parallel to it, making an additional 
bicycle facility unnecessary. 

There would be no permanent impacts to the HAST or Oak Leaf Trail. See Section 3.26 for additional 
information regarding the HAST and Oak Leaf Trail. 

TABLE 3‐7 
Bicycle and Pedestrian Accommodations in I‐94 East‐West Corridor 

Location 

Existing Proposed Constraints to providing full bicycle and pedestrian 
accommodations Ped Bike Ped Bike 

70th Street Y N Y Y 

68th Street Y N Y Y 

Existing and proposed sidewalks only on the north side of the street. The 
O’Connor Street Y N Y Y 

south side is immediately adjacent to I‐94.
 

Existing and proposed sidewalks only on the south side of the street. The
 
Kearney Street Y N Y Y 

north side is immediately adjacent to I‐94.
 

No bicycle accommodations because there is an absence of need based on
 
69th Street Y N Y N 

low vehicle counts along the street. 

64th Street Y N Y Y 

Existing sidewalk only on west side of the street. Proposed sidewalk will be 
Hawley Road Y N Y Y 

on both sides from Adler Street to Dana Court.
 

Existing and proposed sidewalks only on the west side. The east side
 
Dana Court Y N Y Y 

borders cemeteries. 

Existing and proposed sidewalks only on the east side of the street. No 
separate bicycle facility because traffic volumes are low enough to allow for 

Zablocki Drive Y N Y N	 bicycles on the street. Additional bicycle and pedestrian accommodations 
may have an adverse impact on the Soldiers’ Home NHL and Historic 
District. 

General Mitchell 
Y Y Y Y

Boulevard 

North Frontage New construction; proposed sidewalk only on the north side of the street. 
Road (between The south side is immediately adjacent to I‐94. The frontage road has an 

N/A N/A Y N
Mitchell Blvd. and existing trail parallel to it, making an additional bicycle facility unnecessary. 
Yount Dr.) 

Limited existing and proposed sidewalks only on the east side of the street. 
Yount Drive Y N Y Y The Stadium District would like to concentrate pedestrians to controlled 

locations. 

New construction; No pedestrian accommodations it crosses potential free 
46th Street N/A N/A N Y flow ramps to/from I‐94 and Miller Park. The Stadium District would like to 

concentrate pedestrians to controlled locations. 

Existing and proposed sidewalks only on the west side of the street. The 
44th Street Y N Y Y Stadium District would like to concentrate pedestrians to controlled 

locations. 

Bluemound Road Y N Y Y 

No pedestrian accommodations because the Stadium District would like to 
Selig Drive N N N Y 

concentrate pedestrians to controlled locations. 
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TABLE 3‐7 
Bicycle and Pedestrian Accommodations in I‐94 East‐West Corridor 

Location 

Existing Proposed Constraints to providing full bicycle and pedestrian 
accommodations Ped Bike Ped Bike 

35th Street Y Y Y Y 

Existing and proposed sidewalks only on the north side of the street. The 
Park Hill Avenue Y N Y Y 

south side is immediately adjacent I‐94. 

32nd Street Y N Y Y 

27th Street Y Y Y Y 

26th Street Y Y Y Y 

South of St. Paul Ave., existing and proposed sidewalks only on the east 
side of the street. The west side is elevated over railroad tracks and the 

25th Street Y Y Y Y 
Menomonee River. North of St. Paul Ave., existing sidewalk only on west 
side. Proposed sidewalk on both sides north of St. Paul Avenue. 

Existing sidewalk on north side only from 29th Street to 25th Street.
St. Paul Avenue Y N Y Y 

Proposed sidewalk will be on both sides through the area. 

National Ave (at 
Y N Y Y

Miller Parkway) 

Miller Parkway 
(South of Y N Y Y 
National Avenue) 

Washington New construction 
N/A N/A Y Y

Street 

3.3.3 Measures to Minimize and Mitigate Adverse Transportation Impacts 
Section 3.27, Construction, describes measures to manage congestion during construction, which would be 
a result of lane closures on I‐94 and adjacent local streets. WisDOT will develop a transportation 
management plan (TMP) to coordinate and manage impacts associated with construction. 

As part of the preferred alternative in the west segment, WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially closing the Hawley Road interchange (Exhibit 2‐9). 
The improvements are extending Washington Street to make it easier for drivers in the Hawley Road 
corridor to access the 68th Street/70th Street interchange and improvements at three local road intersections 
to improve local road operations under the partial closure of the Hawley Road interchange. 

Existing Washington Street is about 0.5‐mile south of I‐94 and currently intersects with 70th Street and dead 
ends a few blocks to the east. It provides access to several businesses. A new Washington Street alignment 
would be constructed to provide a connection between 70th Street and Hawley Road/60th Street (Exhibit 2‐
10). Connecting 70th Street to Hawley Road/60th Street via Washington Street would provide convenient 
access to and from Hawley Road from the 68th Street/70th Street interchange for traffic that would no longer 
be able to enter I‐94 eastbound or exit from I‐94 westbound at Hawley Road. 

In addition to the Washington Street connection, WisDOT has identified three local road intersections for 
improvements to mitigate traffic congestion because of the partial closure of the Hawley Road interchange. 
Each of the intersections would see a modest increase in traffic volumes as a result of the access change at 
Hawley Road. The following are the local road intersections: 

 70th Street/Greenfield Avenue (Exhibit 2‐11) 
 National Avenue/Greenfield Avenue (Exhibit 2‐12) 
 Miller Park Way/National Avenue (Exhibit 2‐13) 
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At the 70th Street/Greenfield Avenue intersection, WisDOT would restripe the existing lane configuration to 
extend the southbound left‐turn lane and improve the traffic signals to improve traffic operations. No right‐
of‐way would be required for the improvements (Exhibit 2‐11). 

At the National Avenue/Greenfield Avenue intersection, WisDOT would restripe the existing lane 
configuration and improve the traffic signals. Along National Avenue, northeast‐bound National Avenue 
would be restriped to provide for a combined left and through lane, along with a right‐turn lane. This 
improvement would eliminate approximately 100 feet of on‐street parking (about five parking spots). For 
southwest‐bound National Avenue, a combined left and through lane, along with a right‐turn lane, would be 
provided. This improvement would eliminate approximately 150 feet of on‐street parking. Along Greenfield 
Avenue, a left‐turn lane and a combined through and right‐turn lane would be provided in each direction. 
This would result in the loss of about 70 feet of parking along westbound Greenfield Avenue (Exhibit 2‐12). 

At the Miller Park Way/National Avenue intersection, WisDOT would restripe traffic lanes and improve 
traffic signals. A second left‐turn lane would be added to both northbound Miller Park Way and westbound 
National Avenue. Along National Avenue, west of Miller Park Way, the second westbound through lane 
would be extended by 500 feet to a spot between 45th and 46th Streets. In addition, a right turn lane would 
be provided from westbound National Avenue to the VA entrance at General Mitchell Boulevard/47th Street. 
This was requested by the VA to improve access to its campus, and it would improve traffic operations along 
National Avenue (Exhibit 2‐13). WisDOT and FHWA will coordinate with Canadian Pacific Railway to 
minimize interruptions to rail service while replacing the I‐94 bridge over the Canadian Pacific Railway. 
WisDOT and FHWA will also work with MCTS to minimize disruption to its routes during construction. 

3.4 Utilities 
3.4.1 Affected Environment 
Underground and overhead utilities are 
located throughout the project corridor. 
The utilities noted in this section are 
“major” utilities: electrical and gas 
transmission lines, large water lines, and 
sewers (over 84‐inch). 

3.4.1.1 Electrical 
ATC owns a 138‐kilovolt overhead 
electrical transmission line corridor 
(consisting of 3 lines and a spare circuit) 
that generally runs parallel to I‐94 and 
crosses it twice. On the east end of the 
I‐94 East‐West Corridor, the electrical 
transmission lines originate at a substation on the north side of I‐94 at 27th Street. The transmission lines cross 
the freeway just west of the substation and parallel on the south side of I‐94 before crossing over I‐94 again 
just east of Mitchell Boulevard. The lines run parallel to the north side of I‐94 to the west study limit at 70th 

Street. West of Hawley Road to the west study limit, the lines are located on two parallel sets of transmission 
towers. The line also crosses the southern end of the Stadium Interchange (Exhibit 3‐11). ATC also has an 
underground transmission line that crosses I‐94 at 70th Street. 

There are 4 electrical substations along I‐94: on the north side of I‐94 at 27th Street, on the south side of I‐94 
on Greves Street (at about 30th Street), on the south side of I‐94 just east of the Stadium Interchange (the 
Park Hill substation at about 40th Street), and on the north side of I‐94 between 69th Street and 68th Street. 

ATC’s Park Hill substation 
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Overhead electrical transmission lines along I‐94 looking west from the 35th Street entrance ramp 

3.4.1.2 Gas 
Gas mains are located below local streets and below freeway crossings. Also, a high‐pressure gas line runs 
north‐south through the east end of the Stadium Interchange. A 20‐inch gas main crosses I‐94 under the 25th 

Street bridge deck. 

3.4.1.3 Water 
The City of Milwaukee provides water service in the I‐94 East‐West Corridor. All the drinking water in the 
study area comes from the Milwaukee Water Works. Water mains are located below local streets and at 
freeway crossings. A 48‐inch water line crosses under I‐94 at Hawley Road. East of the Stadium Interchange 
along 44th Street, there are 36‐inch and 30‐inch water lines crossing under I‐94. A 12‐inch line crosses under 
I‐94 just east of 35th Street, and a 24‐inch line crosses under I‐94 at 32nd Street. A 12‐inch line crosses I‐94 
under the 27th Street bridge deck. A 36‐inch water line crosses under US 41 just south of Bluemound Road. 

3.4.1.4 Sewer 
The cities of Milwaukee, West Allis, and Wauwatosa, and the village of West Milwaukee provide sanitary sewer 
service in the study area. Sewer mains are located below local streets and at freeway crossings. A 96‐inch 
MMSD sewer crosses under I‐94 just east of Hawley Road. A 31‐foot deep tunnel of the Inline Storage System 
crosses under I‐94 east of 44th Street. An access shaft to the Deep Tunnel is located just north of I‐94 on the 
east side of 44th Street. An 84‐inch sewer runs along 40th Street and crosses I‐94. An 84‐inch MMSD sewer and 
inline storage system crosses the 35th Street bridge just south of I‐94. A 96‐inch combined sewer crosses under 
I‐94 at St. Paul Avenue/27th Street. A 144‐inch combined sewer crosses under I‐94 at 26th Street. 

3.4.1.5 Fiber Optics  
Three fiber optic lines run the length of the project, parallel to and under I‐94. Other fiber optic lines cross 
under I‐94. 
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3.4.2 Utility Impacts
3.4.2.1 No-build Alternative 
Under the No‐build alternative, no utility impacts would 
occur. 

3.4.2.2 Modernization Alternatives 
The Modernization Alternatives would require moving 
the overhead electrical transmission lines and the 
electrical substation just east of the Stadium Interchange 
(Park Hill) and at Greves Street. The transmission lines 
would remain adjacent to the I‐94 corridor, but several 
transmission towers would have to be shifted within the 
corridor. 

In the west segment under the Double Deck alternative, the northern row of transmission towers would be 
left in place, while the southern row of towers would be shifted between westbound I‐94 and the 
westbound C‐D road. There is, however, the possibility that the northern row of transmission towers would 
need to be shifted north from their current locations, which would require easements from property owners 
along the transmission‐line corridor. About 5 acres of We Energies property would be required for new I‐94 
right‐of‐way under the Double Deck alternative. East of Hawley Road to Mitchell Boulevard, the electrical 
transmission lines are in a separate corridor north of I‐94; they would not be affected. The transmission lines 
would not need to be moved under the At‐grade alternative. However, about 2 acres of We Energies 
property would need to be acquired for new I‐94 right‐of‐way with no Hawley Road interchange, and 
approximately 4 acres would need to be acquired with the half interchange at Hawley Road (preferred 
alternative). 

Looking east from 68th St. at utility corridor north of 
I‐94. 

For both alternatives in the east segment, including the Stadium Interchange, some electrical transmission 
towers would be shifted south. For both the Off‐alignment and On‐alignment (preferred alternative) 
alternatives, ATC’s Park Hill electrical substation, located east of the Stadium Interchange, would be 
relocated to a new location nearby. ATC, the owner of the substation, evaluated potential locations for the 
new substation (Exhibit 3‐11). One potential relocation site for the Park Hill substation is in a corner of the 
Miller Park parking lot in the southeast quadrant of the Stadium Interchange. This site is located partially in 
the Miller Park parking lot and partially in a vacant City of Milwaukee parcel. The substation would require 
about 4 acres of land. It is likely that Selig Drive would need to be relocated to the south, which would 
eliminate some Miller Park parking. WisDOT may acquire the land for the relocated substation, or the City of 
Milwaukee may sell the land to ATC directly. The City of Milwaukee parcel is contaminated with diesel fuel. 
During the final design phase, the level of remediation needed to facilitate an electrical substation on this 
parcel will be determined. 

The Greves Street substation, owned by We Energies, would also be relocated. It may be relocated to the 
property owned by the Falk Corporation in the Menomonee Valley, south of I‐94 and east of 35th Street. Falk 
Corporation is one of the main users of electricity provided by this substation. Final determination regarding 
the location of the substations will occur during final design. 

Both the On‐alignment and Off‐alignment alternatives would require about 17 acres of We Energies land 
converted to new I‐94 right‐of‐way. 

The extension of Washington Street and improvements to local road intersections would have no impact on 
major utilities. There is a substation near the proposed Washington Street alignment, but impacts to the 
substation will be avoided. 
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The 96‐inch combined sewer crossing under I‐94 at St. Paul Avenue from 27th Street to 25th Street may be 
relocated to the south side of St. Paul Avenue. The 144‐inch combined sewer crossing under I‐94 at 26th 

Street may be relocated to the east side of 26th Street. 

Several smaller electrical lines would likely need to be relocated, as well as phone lines, cable lines, 
storm sewers, and sanitary sewers. 

3.4.3 Measures to Minimize and Mitigate Adverse Utility Impacts 
WisDOT will compensate utilities for relocating their facilities, if required. Most utilities that are currently in 
WisDOT’s right‐of‐way would be moved by the utility companies without compensation from WisDOT. 
WisDOT and FHWA will continue coordinating with utilities, municipalities, and the county to avoid or 
minimize interruptions in service during construction. 

3.5 Residential Development
3.5.1 Affected Environment 
3.5.1.1 West Segment 

Residences north of I‐94 in the west segment Residences south of I‐94 in the west segment 

There are residential neighborhoods located north 
and south of I‐94 in the west segment of the I‐94 
East‐West Corridor. The residences west of Hawley 
Road differ in character from those in the Story Hill 
neighborhood, a residential district eligible for the 
National Register of Historic Places (National 
Register), located west of Yount Drive in the northwest 
quadrant of the Stadium Interchange. The residences 
west of Hawley Road are mostly single‐family and two‐
family units. North of I‐94, properties are not directly 
adjacent to the freeway because most of the 
properties are separated from I‐94 by an electrical transmission line corridor. Five residential properties are 
adjacent to I‐94 exit/entrance ramps. Four of those properties are single‐family homes. The fifth is a 
multifamily building at the intersection of O’Connor Street and 70th Street that contains 9 units. 

South of I‐94, 22 residential properties are adjacent to I‐94 or exit/entrance ramps between 70th Street and 
Hawley Road: 16 are single‐family homes; 5 are two‐family homes; and 1 is a multifamily building. The 
multifamily building is located at the Kearney Street and 70th Street intersection and contains 16 units. 

In the northeast quadrant of the Hawley Road interchange, on Dana Court, there is one single‐family 
residence and one apartment, located above a commercial establishment, on Dana Court. 

The Story Hill neighborhood is in the northwest quadrant of the Stadium Interchange. It is mostly single‐
family housing with some two‐family residences and one 34‐unit apartment complex (Story Apartments). 

Residences in the Story Hill neighborhood 
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There are no residences immediately adjacent to the Washington Street extension (Exhibit 2‐10). There are 
some residences near the three local road intersection improvements, including a senior living facility in the 
southeast quadrant of the 70th Street/Greenfield Avenue intersection. 

3.5.1.2 East Segment 
In the northeast quadrant of the Stadium Interchange, 
the Valley Park neighborhood has single‐family, 
two‐family, and multifamily homes. There are no 
residences located south of I‐94 in the east segment. 
The neighborhood north of I‐94 is a mix of single‐family, 
two‐family, and multi‐family residences. Most residences 
are buffered from I‐94 by Park Hill Avenue. The largest 
multifamily building is the City of Milwaukee Housing 
Authority’s Merrill Park housing development for the 
elderly and disabled, located on 33rd Street, which 
contains 120 residential units. 

3.5.2 Residential Development Impacts 
3.5.2.1 Displacement Impacts 
No‐build Alternative 
No residential displacements would occur under the No‐build alternative. 

Modernization Alternatives 
The Modernization Alternatives would have varying levels of TABLE 3‐8 
impact to residences within the project area. The west 

Residential Displacements by Alternative 
segment alternatives range from 4 to 10 residential 
displacements, while 3 residences would be displaced in the 
east segment by both Modernization Alternatives. Table 3‐8 At‐grade (no 

shows residential displacements by alternative. The preferred Hawley Road 4 

Segment Alternative Displacements 

interchange)alternative would displace eight residences. 
West At‐grade (half In the west segment, the At‐grade alternative with no 

interchange at 5
Hawley Road interchange would displace four single‐family Hawley Road) 
residences (total 2015 assessed value: $423,500). These 

Double Decka 10include three residences adjacent to the south side of I‐94 
between 68th and 65th streets and a stand‐alone single‐ On‐alignment 3 
family residence on Dana Court (Exhibit 3‐12). With the East 

Off‐alignment 3
half interchange at Hawley Road option (preferred 

Note: The number of displacements is based on alternative), one additional residence, an apartment above 
residences, not individual buildings. A duplex is counted 

Monreal’s Encore Gentlemen’s Club on Dana Court (2015 as two residential displacements. The preferred 
assessed value for residence and business: $278,000), alternative is identified in bold. 
would be displaced. a Number of residential displacements is the same for 

all up and partially down options. 
The extension of Washington Street and improvements at 
local road intersections would not require the relocation of 
any residences. 

The Double Deck alternative would displace 10 residences, consisting of 9 single‐family residences and 
1 apartment unit above a business (total 2015 assessed value: $198,700) (Exhibit 3‐13). Sixty percent of 
these residences are owner‐occupied, and the area has an average household size of 2.23 residents per 
household. Seven of the relocations are immediately south of I‐94 between 68th and 61st streets. One single‐
family residence that would be relocated is on 60th Street adjacent to the westbound exit and entrance 
ramps in the northwest quadrant of the Hawley Road interchange. In the northeast quadrant of the Hawley 

Residences north of I‐94 in the east segment 
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Road interchange, on Dana Court, a single‐family residence and the apartment above Monreal’s Encore 
Gentlemen’s Club would be displaced. 

In the east segment, both the On‐alignment (preferred alternative) and Off‐alignment alternatives would displace 
an apartment unit located above a vacant retail unit and a duplex, a total of three residences. The residences are 
on the west side of 35th Street between Park Hill Avenue and Mt. Vernon Avenue (Exhibit 3‐14). The 2015 
assessed value of the duplex is $59,400, and all three residences are rental properties. The average household 
size in this location is 2.4 residents per household. 

3.5.2.2 Neighborhood Splitting 
None of the Modernization Alternatives would result in the splitting of a neighborhood community. With the 
exception of the Off‐alignment alternative, I‐94 would remain in its existing corridor, and largely within the 
existing right‐of‐way. Existing crossroads over or under I‐94 would be maintained. As part of the Off‐
alignment alternative, I‐94 east of 32nd Street would be reconstructed about 400 feet south of its current 
alignment. I‐94 would rejoin its existing alignment near 18th Street. That area does not contain any 
neighborhoods and would impact the northern edge of an industrial area. 

3.5.3 Measures to Minimize and Mitigate Adverse Residential Impacts 
Alternatives were designed to stay within the existing right‐of‐way as much as possible to minimize the impact 
on surrounding residences. Where it was not possible to avoid residences, federal property acquisition law 
provides for payment of just compensation for residences displaced for a federally funded transportation 
project (Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970, as amended 
[Uniform Act]). Acquisition price, replacement dwelling costs, moving expenses, increased rental or mortgage 
payments, closing costs, and other relocation costs are covered for residential displacements. 

Under state law, no person or business would be displaced, unless a comparable replacement dwelling, 
business location, or other compensation (when a suitable replacement business location is not available) 
would be provided. Compensation is available to all displaced persons without discrimination. Prior to 
appraisals and property acquisition, an authorized relocation agent would interview each owner and renter to 
be relocated in order to determine their needs, desires, and unique situations associated with relocating. The 
agent would explain the relocation benefits and services each owner may be eligible to receive. 

Property acquisitions not involving residential, business, or other building relocations are also compensated 
in accordance with state and federal laws. Before initiation of property acquisition, WisDOT provides 
information explaining the acquisition process and the state’s Eminent Domain Law under Section 32.05, 
Wisconsin Statutes. A professional appraiser inspects the property to be acquired. Property owners are 
invited to accompany the appraiser to ensure that full information about the property is taken into 
consideration. Property owners may also obtain an independent appraisal. Based on the appraisal, the value 
of the property is determined and that amount offered to the owner. If agreement on fair market value 
cannot be reached, the owner would be advised of the appropriate appeal procedure. 

A search of available housing from local realtor listings in June 2015 reported over 70 homes of similar price 
($50,000 to $200,000) to those that would be displaced, within roughly 1 mile of I‐94 west of US 41/Miller Park 
Way (www.shorewest.com; accessed June 2015). A search of replacement rental housing revealed 25 rental 
properties similar to the units that would be displaced in the east segment. One‐, two‐, and three‐bedroom 
units are within study area ZIP codes (53215, 53214, 53213, 53208, and 53233), starting at $400 per month. 
Replacement rental housing available includes duplexes and apartment buildings. 

Septic tanks, drain fields, or wells on acquired properties would be abandoned in accordance with state 
regulations and local zoning standards. WisDOT will survey all buildings to be demolished to determine 
whether asbestos or lead paint is present. All appropriate and applicable engineering and regulatory 
controls will be followed during the handling and disposal of asbestos‐containing material and lead‐based 
paint. Contractors must comply with regulations of the United States Environmental Protection Agency 
(USEPA); National Emission Standards for Asbestos; the Occupational, Safety, and Health Administration 
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regulations on asbestos removal; local government regulations; and all other applicable regulations. The 
most recent editions of all applicable standards, codes, or regulations shall be in effect. Persons performing 
asbestos abatement must comply with all training certification requirements, rules, regulations, and laws of 
the State of Wisconsin regarding asbestos removal. 

Before a contractor demolishes a building that may contain or is known to contain asbestos, the contractor 
must notify the Wisconsin Department of Natural Resources (WDNR) and the Wisconsin Department of Health 
and Family Services at least 10 working days before starting the work, using WDNR Form 4500‐113: 
“Notification of Demolition and/or Renovation and Application for Permit Exemption.” 

Demographic data for the areas in which residential displacements would occur do not indicate age, disability, 
or income characteristics that would require special relocation consideration or services. WisDOT also 
coordinated with potential relocated residents prior to and during public meetings and no needed special 
relocation considerations or services were identified at those times. If unusual circumstances were to arise 
during real estate activities, WisDOT real estate personnel would be available to provide appropriate relocation 
services. 

During the project’s final design phase, WisDOT will design lighting in such a way to minimize the amount of 
freeway lighting that enters adjacent residential neighborhoods. 

3.6 Commercial and Industrial Development
3.6.1 Affected Environment 
I‐94 is a major regional and national route serving economic and commercial centers. Commercial and industrial 
development occurs in the I‐94 East‐West Corridor with the highest concentration found along the east 
segment and arterials adjacent to I‐94 such as Bluemound Road, Wisconsin Avenue, National Avenue, and Miller 
Park Way. The larger commercial and industrial entities include MillerCoors, Joy Global, and several companies 
in the Menomonee Valley and West Allis. 

3.6.1.1 West Segment 
On the west segment, commercial development can be found along 70th Street, Hawley Road, Greenfield 
Avenue, and Bluemound Road. Between 66th Street and Hawley Road, Bluemound Road is home to more than 

adjacent to the Washington Street extension. Land uses surrounding the local road intersections to be improved 
tend to be commercial/retail. 

35 businesses. There are two businesses on Dana Court in the northeast quadrant of the Hawley Road 
interchange. There are a number of existing commercial (manufacturing and office) and industrial properties 

3.6.1.2 East Segment 
There are commercial and industrial properties east of the US 41/Wisconsin Avenue/Wells Street 
interchange north of the Stadium Interchange and along Miller Park Way (43rd Street industrial/commercial 
corridor), most notably MillerCoors and Joy Global. The Miller Park Way/Frederick Miller Way/Canal Street 
interchange provides access to businesses in the Menomonee Valley. 

East of the Stadium Interchange, there are commercial properties on Wisconsin Avenue, 35th Street, 
27th Street, and National Avenue. The Menomonee Valley, which lies south of I‐94, is an industrial area that has 
been redeveloped since 1999 and has attracted 35 companies. On 27th and 35th streets just north of I‐94, there 
are several businesses, including a gas station, walk‐in health clinic, veterinary clinic, and courier service. 

3.6.2 Commercial and Industrial Development Impacts  
Although I‐94 is access‐controlled (meaning no business entrances are connected directly to the freeway), 
service‐oriented businesses located near interchanges rely on freeway travelers for their livelihood. 
Businesses’ employees, patrons, shippers, and suppliers of businesses depend on I‐94 to varying degrees for 
their continued viability. 
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3.6.2.1 No-build Alternative  
No businesses would be relocated under the No
I‐94 would remain the same as the existing condition. However, without improvements to the I‐94 corridor, 

‐build alternative. Access to and from businesses to/from 

commercial and industrial businesses that rely on access to and from I‐94 may experience deterioration in 
safety, traffic operations, and overall travel time reliability. 

3.6.2.2 Modernization TABLE 3‐9Alternatives 
Commercial Displacements by Alternative 

The Modernization Alternatives 
would displace businesses in the 
west and east segments. Table 3‐ At‐grade (no Hawley 

Segment Alternative Displacements 

1
Road interchange) 9 shows commercial 

displacements by alternative. The At‐grade (half 
preferred alternative would 

West 
interchange at 2 
Hawley Road) displace 10 active businesses. 
Double Decka 2In the west segment, the At‐grade 

alternative with no Hawley Road 
interchange would require one 
business displacement (Exhibit 3‐
15), while the half interchange at 
Hawley Road option (preferred 
alternative) would result in two 
business displacements north of I‐

East 

On‐alignment 
8 (2 additional vacant commercial 
buildings/parcels would be acquired) 

Off‐alignment 
6 (2 additional vacant commercial 
properties/parcels would be acquired) 

a Number of commercial displacements is the same for all up and partially down 
options. 

94. The Double Deck alternative 
would require two displacements (Exhibit 3‐16). All west segment alternatives would displace a cemetery 
maintenance business, and the At‐grade alternative with the half interchange at Hawley Road and Double 
Deck alternative would also displace Monreal’s Encore Gentlemen’s Club. The displacements are both on 
Dana Court between Hawley Road and the Beth Hamedrosh Hagodel Cemetery. 

Under the At‐grade alternative, the removal of the Hawley Road interchange would change access to/from 
I‐94 for businesses along Hawley Road and cross streets near I‐94. Under the half interchange at Hawley 
Road option, access would be provided to Hawley Road to and from the west on I‐94. Under both west 
segment alternatives the Mitchell Boulevard interchange will be removed and that access replaced roughly 
0.5 mile east by a new local road interchange under the Stadium Interchange. 

On the east segment, the On‐alignment alternative (preferred alternative) would require eight commercial 
displacements (there are two additional vacant commercial buildings/parcels that would be acquired) 
(Exhibit 3‐17). The commercial displacements would occur north and south of I‐94, with pockets 
concentrated in the northwest quadrant of the 35th Street interchange, 27th Street north of St. Paul Avenue, 
and along St. Paul Avenue east and west of 25th Street. The displacements include Central Bark Doggy Day 
Care; Concentra Urgent Care, a walk‐in health clinic; St. Paul Veterinary Clinic; Badger Truck Center; TJ’s on 
35th, a bar; a towing business; BP Pantry 41, a gas station/convenience store; and a storage building. The On‐
alignment alternative would affect more businesses than the Off‐alignment alternative, because the On‐
alignment alternative would require expanding the 27th Street/St. Paul Avenue intersection because most of 
the exit and entrance ramps tie in to St. Paul Avenue rather than 27th Street. This would impact businesses 
along 27th Street north of I‐94. 

The Off‐alignment alternative would require six commercial displacements (Exhibit 3‐18). (Two additional 
vacant commercial buildings/parcels would be acquired.) The commercial displacements are located in the 
northwest quadrant of the 35th Street interchange and south of I‐94 along Greves Street and St. Paul Avenue 
between 27th and 23rd streets. The displacements include Central Bark Doggy Day Care; INTEC, an insulation 
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contractor; Concentra Urgent Care; Badger Truck Center; TJ’s on 35th, a bar; and a towing business. The Off‐
alignment alternative would reconstruct the 27
Street, a state highway (WIS 57). In 2014, WisDOT purchased the former Department of Motor Vehicles 

th Street interchange so that all ramps directly connect to 27th 

emissions testing building on St. Paul Avenue, east of 25th Street. The property, which was for sale at the 
time, would have been needed for right‐of‐way under the Off‐alignment alternative. 

3.6.3 Transportation User Benefits for Businesses 
3.6.3.1 Highway Safety and Congestion 
Under the No‐build alternative, continued and frequent maintenance of the deteriorated pavement on I‐94 
would cause further lane closures, increased congestion, and safety deficiencies would not be improved. The 
Modernization Alternatives would reduce crashes and congestion on I‐94 compared to the No‐build alternative. 
Reduced congestion on I‐94 can translate into increased savings for area businesses in both the travel time and 
capacity of the freeway for the movement of goods and services within and through the region. Improved travel 
times would allow for greater movement of goods and services on the freeway system. 

3.6.3.2 Access 
The City of West Allis and City of Milwaukee have expressed concern about the loss of some or all freeway 
access at the Hawley Road interchange under the At‐grade alternative for several reasons, including reduced 
freeway access to businesses. West Allis notes that freeway proximity is a key selling point to prospective 
employers and the possibility of closing the Hawley Road interchange would stall its efforts to attract 
additional business and could cause some existing employers to leave West Allis (Appendix D, D‐76). West 
Allis notes that some large employers on Hawley Road in West Allis have other locations in the Milwaukee 
area that would use the Hawley Road interchange to and from the east (that is the half of the interchange 
that would be removed under both At‐grade alternative options) to reach their other locations. 

WisDOT assessed the economic impact of closing the Hawley Road interchange. The Hawley Road 
interchange economic analysis (located on the CD at the back of the document) assessed a complete closure 
of the interchange, whereas half of the interchange would remain open under the preferred alternative. 
Therefore, the economic impacts would likely be less than documented in the analysis. The analysis found 
that completely removing the Hawley Road interchange would result in a loss of up to seven jobs and reduce 
the County’s $52 billion gross regional product by less than a million dollars. A connection of Washington 
Street between 70th Street and Hawley Road to Hawley Road will provide an alternative route to mitigate 
the partial loss of access (Exhibit 2‐10). 

The proposed extension of Washington Street would make it easier for drivers in the Hawley Road corridor 
to access I‐94 via the 68th Street/70th Street interchange, mitigating the traffic impacts of partially closing the 
Hawley Road interchange. 

West Allis also expressed concern about local streets carrying additional traffic that diverts from the Hawley 
Road interchange under the At‐grade alternative. For the At‐grade alternative WisDOT would modify the I‐
94 signage along key arterials to direct drivers to the 68th Street/70th Street interchange or the Stadium 
Interchange. If needed, as part of the TMP, traffic calming measures could be installed along residential 
streets adjacent to the Hawley Road interchange, like Main Street and Adler Street south of I‐94 and Dixon 
Street north of I‐94. The 68th Street/70th Street interchange would operate at an acceptable level of service 
under the At‐grade alternative even with some additional traffic diverted from the Hawley Road 
interchange. 

As part of the preferred alternative in the west segment, WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially closing the Hawley Road interchange, including 
improvements at three local road intersections. Three local road intersections have been identified for 
potential upgrades to improve local road operations under the partial closure of the Hawley Road 
interchange. Each of the intersections would see a modest increase in traffic volumes as a result of the 
access change at Hawley Road. The following are the local road intersections: 
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 70th Street/Greenfield Avenue (Exhibit 2‐11) 
 National Avenue/Greenfield Avenue (Exhibit 2‐12) 
 Miller Park Way/National Avenue (Exhibit 2‐13) 

At the 70th Street/Greenfield Avenue intersection, WisDOT would restripe the existing lane configuration to 
extend the southbound left‐turn lane and improve the traffic signals to improve traffic operations. No right‐
of‐way would be required for the improvements (Exhibit 2‐11). 

At the National Avenue/Greenfield Avenue intersection, WisDOT would restripe the existing lane 
configuration and improve the traffic signals. Along National Avenue, northeast‐bound6 National Avenue 
would be restriped to provide for a combined left and through lane, along with a right‐turn lane. This 
improvement would eliminate approximately 100 feet of on‐street parking (approximately five spaces). For 
southwest‐bound National Avenue, a combined left and through lane, along with a right‐turn lane, would be 
provided. This improvement would eliminate approximately 150 feet of on‐street parking. Along Greenfield 
Avenue, a left‐turn lane and a combined through and right‐turn lane would be provided in each direction. 
This would result in the loss of about 70 feet of parking along westbound Greenfield Avenue (Exhibit 2‐12). 

At the Miller Park Way/National Avenue intersection, WisDOT would restripe traffic lanes and improve 
traffic signals. A second left‐turn lane would be added to both northbound Miller Park Way and westbound 
National Avenue. Along National Avenue, west of Miller Park Way, the second westbound through lane 
would be extended by 500 feet to a spot between 45th and 46th Streets. In addition, a right‐turn lane would 
be provided from westbound National Avenue to the VA entrance at General Mitchell Boulevard/47th Street. 
This was requested by the VA to improve access to its campus, and it would improve traffic operations along 
National Avenue. As part of this improvement, approximately 0.6 acre of the VA Campus, including 0.2 acre 
of the Soldiers’ Home NHL, would be required for transportation right‐of‐way (Exhibit 2‐13). 

3.6.3.3	 Access during Construction 
Access to businesses would be maintained during construction, although commuters, business patrons, 
shippers, and suppliers would experience inconvenience and additional travel time (see Section 3.27, 
Construction). During construction, traffic would be diverted from I‐94, especially if interchange ramps are 
closed for extended periods. In the west segment, construction of the Double Deck alternative would take a 
year longer to construct than the At‐grade alternative. Access to businesses may be rerouted to alternate 
routes. 

3.6.4	 Measures to Minimize and Mitigate Adverse Commercial and Industrial 
Impacts 

Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on surrounding commercial and industrial properties. Where it was not possible to avoid properties, 
commercial and industrial acquisitions and relocations would be in accordance with the Uniform Relocation 
Assistance and Real Property Acquisition Policies Act of 1970, as amended. In addition to providing just 
compensation for property acquired, additional benefits are available to eligible displaced businesses, 
including relocation advisory services, reimbursement of moving expenses, and down‐payment assistance. 
Under state law, no person would be displaced unless a comparable business location or other 
compensation (when a suitable business location replacement is not practical) is provided. Compensation is 
available to all displaced businesses without discrimination. 

Before initiating property acquisition activities, property owners would be contacted and given a detailed 
explanation of the acquisition process and Wisconsin’s Eminent Domain Law under Section 32.05, Wisconsin 
Statutes. Any property acquired would be inspected by one or more professional appraisers. The property 
owner would be invited to accompany the appraiser during the inspection to ensure that the appraiser is 
informed of every aspect of the property. Property owners will be given the opportunity to obtain an appraisal 

6 National Avenue is a diagonal street aligned in a northeast to southwest orientation. 
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by a qualified appraiser that will be considered by WisDOT in establishing just compensation. Based on the 
appraisal, the value of the property would be determined and that amount offered to the owner. 

Before a contractor demolishes a building that may contain or is known to contain asbestos, the contractor 
must notify WDNR and the Wisconsin Department of Health and Family Services at least 10 working days 
before starting the work, using WDNR Form 4500‐113: “Notification of Demolition and/or Renovation and 
Application for Permit Exemption.” 

There are no known age, ethnic, handicapped, or minority characteristics that would require special 
relocation consideration for any business displacement. There are three businesses that would be 
potentially difficult to relocate. Monreal’s Encore Gentlemen’s Club, an adult entertainment club, requires an 
adult entertainment license to operate. The adult entertainment license is applied for by the owner/tenant 
at the time of application. The application process may add several months to a year to the relocation 
process for this particular business, and it historically has been difficult for such businesses to find new 
locations. Badger Truck Center, Inc., and Central Bark Doggy Day Care are franchisee establishments that 
operate within a designated territory. As part of their franchise agreements, they are not allowed to 
relocate within a specified distance of another franchisee. 

A search of a commercial realty website in June 2015 listed more than 32 commercial/industrial locations in 
the City of Milwaukee that would be adequate replacement sites for some businesses that would be 
displaced as a result of the project (NAI MLG Commercial, Inc.). There is one walk‐in medical clinic 
(Concentra Urgent Care) and one veterinary office (St. Paul Veterinary Clinic) that would be displaced. 
A search of a commercial realty website in June 2013 listed 12 medical offices available for lease. One gas 
station/convenience store (BP Pantry 41) in the project area may be displaced. A search in June 2013 listed 
three gas stations for sale in the City of Milwaukee, two of which are next to freeways, and two properties 
not currently gas stations that could be retrofitted to serve as gas stations (LoopNet, Inc.). 

Based on the listings, there is a sufficient amount of available properties for displaced businesses. However, 
the availability of vacant commercial and industrial locations is always in flux. As businesses relocate in the 
future, the number of business and commercial listings may change, but it appears likely that sufficient 
replacement business buildings will be available when required. 

Under the At‐grade alternative, with either no interchange at Hawley Road or a half interchange at Hawley 
Road, WisDOT would modify the I‐94 signage along key arterials to direct drivers to the 68th Street/ 70th Street 
interchange or the Stadium Interchange. If needed, traffic calming measures could be installed along 
residential streets adjacent to the Hawley Road interchange, like Main Street and Adler Street south of I‐94 
and Dixon Street north of I‐94. 

As part of the preferred alternative in the west segment, WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially closing the Hawley Road interchange. The 
improvements are extending Washington Street to make it easier for drivers in the Hawley Road corridor to 
access the 68th Street/70th Street interchange and improvements at three local road intersections to improve 
local road operations under the partial closure of the Hawley Road interchange. 

3.7	 Institutional and Public 
Services 

3.7.1	 Affected Environment 
3.7.1.1	 Fire, Ambulance, and Police Protection  
The City of Milwaukee is served by the Milwaukee Fire 
Department, which consists of full‐time paramedics and 
firefighters providing services from 36 fire stations. The 
Milwaukee Fire Department has fire stations on 

City of Milwaukee 64th Street fire station 
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84th Street, 64th Street, Burnham Street, James Lovell Street, and two on 30th Street that respond to calls 
within the I‐94 East‐West Corridor. Other fire stations are also sometimes called, depending on the location 
of the incident. The fire department also uses I‐94 to respond to calls that are not located on I‐94 and for 
non‐emergency duties. 

I‐94 in the study area is completely within City of Milwaukee Police District 3. The City of Milwaukee 
Police Department has jurisdiction over the local roads, while the Milwaukee County Sheriff’s Department 
patrols I‐94. There are no police or sheriff’s offices within the I‐94 corridor. 

3.7.1.2	 Schools 
The I‐94 East‐West Corridor is completely within the City of Milwaukee, which is served by Milwaukee Public 
Schools (MPS). Although the Wauwatosa School District and West Allis‐West Milwaukee School District are 
not adjacent to I‐94, they are served by local roads that connect to I‐94. There are eight schools within 
roughly 0.5 mile of I‐94—four public and four private or charter (Exhibit 3‐19). No schools are immediately 
adjacent to freeway right‐of‐way. 

There are three MPS schools in the study area. MacDowell Montessori School, on Mount Vernon Avenue 
2 blocks north of I‐94, has students in kindergarten through high school, and the high school includes the 
International Baccalaureate program. Hawley Environmental School provides a special focus on 
environmental education. It serves children in kindergarten through 5th grade and is located at the 
Wisconsin Avenue/Hawley Road intersection. Burbank School is at 60th Street and Adler Street, near the 
Hawley Road interchange. Burbank School serves children in kindergarten through 8th grade. 

Marquette University High School is a private high school at 35th Street and Wisconsin Avenue. St. Rose and 
St. Leo Catholic School is on 31st Street, about 3 blocks north of I‐94. Woodlands School is an independent 
charter school at 5510 Bluemound Road. 

While not located adjacent to this segment of I‐94, students attending Marquette University and Milwaukee 
Area Technical College (MATC) West Campus may use I‐94 and interchanges in the study area to access their 
schools. The Marquette University campus is immediately north of I‐94, east of 16th Street. Access to campus 
is gained from the 25th/26th/28th Street interchange. The MATC West Campus is located on 70th Street, about 
0.75 mile south of I‐94. 

3.7.1.3	 Places of Worship 
There are 15 churches within roughly 0.5 mile of I‐94 (Exhibit 3‐19). No churches are adjacent to or across 
the street from freeway right‐of‐way. 

3.7.1.4	 Cemeteries 
Three cemeteries (Beth Hamedrosh Hagodel Cemetery, Wood National Cemetery, and Spring Hill Cemetery) 
abut I‐94 between Hawley Road and Mitchell Boulevard (Exhibit 3‐3). The Anshi Lebowitz Cemetery is 
located south of I‐94, directly south of Spring Hill 
Cemetery. Calvary Cemetery is located north of I‐94, 
directly north of Beth Hamedrosh Hagodel Cemetery and 
Wood National Cemetery. For information on 
cemeteries, please see Section 3.23, Cemeteries. 

3.7.1.5	 Girl Scouts of Wisconsin Southeast 
Service and Resource Center 

The Girl Scouts of Wisconsin Southeast Service and 
Resource Center is on 70th Street one block north of 
I‐94. The resource center serves 28,000 Girl Scouts in 
Kenosha, Milwaukee, Racine, Waukesha, and 
Washington counties; southern Ozaukee County; and 
East Troy in Walworth County. There are three other 

Girl Scouts of Wisconsin Southeast Service and 
Resource Center 
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service and resource centers in southeastern Wisconsin (New Berlin, Racine, and Kenosha). 

3.7.1.6 Hunger Task Force of Milwaukee 
The Hunger Task Force of Milwaukee is 
located on a 1.6‐acre property on Hawley 
Court, adjacent to I‐94 on the east side of 
Hawley Road. This non‐profit foodbank 
organization works to prevent hunger and 
malnutrition by providing food to people in 
need through area food pantries and meal 
sites, and by promoting social policies that 
help end hunger. According to the Hunger 
Task Force, it is located here because it is a 
central location in the Milwaukee area and has very convenient freeway access. 

Variable message sign at Hunger Task Force of Milwaukee 

The location does not serve as a site for individuals to pick up food, but rather as a distribution center to 
other sites that do provide that service. According to Hunger Task Force representatives, access is important 
to the Hunger Task Force’s delivery system, volunteers, and donors. The Hunger Task Force has an additional 
warehouse outside the I‐94 East‐West Corridor project area, near General Mitchell International Airport, 
and a farm in Franklin. 

The Hunger Task Force serves food distribution centers in Milwaukee County. According to the Hunger Task 
Force’s June 2014 Factsheet, there are 34,187 average monthly visits to Hunger Task Force–affiliated food 
pantries, and 54,645 average monthly visits to Hunger task Force–affiliated meal sites. 

The Hunger Task Force has a variable message sign that it uses to make requests for donations from the 
community and to thank sponsors and volunteers. The Hunger Task Force stated that its sign, visible to 
160,000 drivers every day, is a key part of its branding effort and is an effective tool to solicit donations. 

3.7.1.7 VA Campus, including the Clement J. Zablocki VA Medical Center 
There is a VA regional office, VA benefits center, Wood National Cemetery, and a medical research facility 
on the 125‐acre VA Campus. Altogether, there are 6,000 employees at the VA Campus. What is now the VA 
Campus was established in the 1860s as the Northwestern Branch, National Home for Disabled Volunteer 
Soldiers. A cluster of older buildings, some dating to the 19th century, and the cemetery are an NHL and 
historic district. See Section 3.24, Historical Properties, and Section 4. 

The Clement J. Zablocki VA Medical Center is located at 5000 W. National Avenue. It is the second‐largest VA 
medical center in the U.S. It provides primary, secondary, and tertiary medical care in 168 acute care 
operating beds and has over 500,000 visits annually through an extensive outpatient program. The nursing‐
home care unit of 113 beds offers geriatric programming, and 356 domiciliary beds, which are the focus of 
programs in substance abuse rehabilitation, psychiatric rehabilitation, and post‐traumatic stress disorder 
care. 

Wood National Cemetery is run by the VA’s 
National Cemetery Administration. It is the only 
National Cemetery in Wisconsin. More than 39,000 
people are buried in the cemetery. All cemetery 
plots are occupied, and only spouses of those 
already interred are still buried in the cemetery. 
There are three to five burials per week. 

Other facilities on the VA Campus include the 
Spinal Cord Injury Center, opened in 2012, which 
provides care for veterans with spinal cord 
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injuries. Services include annual exams, an apartment complex designed to help the veteran adjust to a 
domestic environment, therapies, and an adopted sports program. Fisher House Wisconsin is a facility under 
construction that will house veterans and their families who are receiving care at the VA hospital. The 
Community Living Center provides nursing home‐like care for veterans. Also, the VA’s Milwaukee Regional 
Benefit Office is located on the Milwaukee VA Campus. 

Access to the VA Campus is from National Avenue on the south (just west of Miller Parkway), Washington 
Street on the west, and Zablocki Drive via Bluemound Road and the Mitchell Boulevard interchange with 
I‐94 on the north. Traffic counts taken in 2013 indicate that about 250 to 300 people use the Mitchell 
Boulevard interchange to access the VA Campus in the morning and afternoon peak hours, which amounts 
to 20 percent of the people coming and going to the VA Campus. The other 80 percent use National Avenue 
or Washington Street. It is difficult to access the VA Campus from the Mitchell Boulevard interchange on 
Milwaukee Brewers’ game days because of the amount of traffic using the interchange to access Miller Park. 
The VA Medical Center indicated that Zablocki Drive gets more use on Brewers’ game days. 

The VA Medical Center operates shuttle buses that take veterans around the Milwaukee area. Medical 
center staff said that its drivers are instructed not to use the Mitchell Boulevard interchange because the 
ramps are unsafe. 

3.7.1.8 Miller Park 
Miller Park, the 43,000‐seat stadium of the Milwaukee Brewers, is located in the southwest quadrant of the 
Stadium Interchange. It has parking lots in all four quadrants of the interchange. The stadium was funded 
through a public‐private venture between the Southeast Wisconsin Professional Baseball Park District 
(Stadium District) and the Milwaukee Brewers. The property and its improvements are owned by the 
Stadium District (71 percent) and the Milwaukee Brewers (29 percent). The entire property covers about 
227 acres. 

Miller Park hosts 81 regular season Milwaukee Brewers baseball games each season, generally running from 
April through September. Miller Park is an important landmark for the City of Milwaukee, Milwaukee 
County, Southeastern Wisconsin, and the entire state of Wisconsin. Total attendance per season for these 
81 games has ranged between 2.6 to 3.1 million people over the past five seasons. With a retractable roof, 
fans are guaranteed a comfortable environment to watch a baseball game, no matter the weather outside. 
Tailgating in the parking lots around Miller Park is also an important element of attending a Brewers game. 

Miller Park also hosts non‐baseball events such as concerts and soccer matches during the spring, summer, 
and fall season. The Miller Park parking lots serve as the home to community runs (5K to half‐marathon) and 
used car sales. Miller Park provides year‐round accommodations for both business functions and social 
events and includes a restaurant that is open throughout the year. 

The Mitchell Boulevard interchange with I‐94 and the Canal Street/Frederick Miller Way interchange with 
Miller Park Way are the two freeway access points into the Miller Park parking lots. There are also local 
street access points into the parking lots. Efficient ingress and egress is an important aspect of the fan 
experience at Miller Park. Arrival of fans to the stadium tends to be spread out over a longer period than 
departure from the stadium. According to the Stadium District, the goal is to allow patrons to be driving at 
normal freeway speed 45 minutes after a game ends. Most games end between 10:00 PM and 10:30 PM, 
when freeway volumes are relatively low. About 12 games a year are played on weekdays and end between 
4:00 PM and 4:30 PM, when the afternoon rush hour is underway. The 45‐minute goal is much more difficult 
to achieve after weekday games. 

3.7.1.9 WisDOT Southeast Region Service Facility (Sign Shop) 
The WisDOT Southeast Region Service Facility is located at 935 South 60th Street in West Allis. WisDOT units 
working out of this building include the following: 

 Signing and Marking Field Unit 
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Road, but would need to find new access points to reach incidents on eastbound I‐94, most likely the 
68th Street/70th Street interchange. The Washington Street extension would provide improved access south 

 Electrical Field Unit 
 Highway Lighting Field Unit 
 Engineering Services Unit (Materials, Soils, Asphalt) 
 Data Analysis 
 Surveying 
 Bridge Maintenance 

3.7.2 Institutional and Public Service Impacts 
3.7.2.1 Fire, Ambulance, and Police Protection  
No‐build Alternative 
The No‐build alternative would not directly impact fire, ambulance, or police services within the I‐94 East‐
West Corridor. As congestion increases, response time could be slower for emergency services. 

Modernization Alternatives 
The Modernization Alternatives could impact the way emergency responders access I‐94; however, all 
streets that cross I‐94 would remain in place. A fire station is located on 64th Street, one block north of I‐94. 
The At‐grade alternative would remove access to I‐94 at Hawley Road, which would change how the fire 
station responds to calls involving travel on I‐94. Under the half interchange at Hawley Road option 
(preferred alternative), emergency vehicles would continue to be able to access westbound I‐94 at Hawley 

of I‐94 from Hawley Road (and 60th Street) west to 70th Street and north to the 68th Street/70th Street 
interchange. 

Under both west segment alternatives, the Mitchell Boulevard interchange with I‐94 would be removed, 
which would affect the way fire and police would respond to calls from Miller Park and the VA Campus. 
A new interchange would be built about 0.5 mile east of Mitchell Boulevard, which would provide access to 
Miller Park for emergency services. The VA Medical Center director said that, as long as Zablocki Drive 
remains open between Bluemound Road and the VA Campus, he has no concerns about emergency 
response time. 

The narrow inside and outside shoulders (as narrow as 2 feet) along I‐94 as it passes by the cemeteries as 
part of the At‐grade alternative may impact access for emergency vehicles traveling through the area and 
responding to crashes along I‐94. Often, emergency vehicles use the shoulder to drive around slowed traffic 
to access a crash on the interstate. Additionally, the lack of a full shoulder does not provide a storage area 
for vehicles that may have been in a minor crash. This results in the vehicles remaining in a travel lane and 
blocking traffic. 

In the east segment, the On‐alignment alternative (preferred alternative) would maintain the existing 
interchange configuration at 25th, 26th, and 28th streets, while the Off‐alignment alternative would 
consolidate the ramps of this interchange at 27th Street. Aurora St. Luke’s Medical Center, a hospital 
providing emergency services, is located 3 miles south of I‐94 on 27th Street. The Off‐alignment alternative 
provides quicker access to 27th Street for ambulances. 

3.7.2.2 Schools 
No‐build Alternative 
The No‐build alternative would not impact schools in the I‐94 East‐West Corridor. 

Modernization Alternatives 
The Modernization Alternatives would not impact schools in the I‐94 East‐West Corridor. No changes in 
school district boundaries are anticipated as a result of the proposed action. 
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3.7.2.3 Places of Worship 
No‐build Alternative 
The No‐build alternative would not impact places of worship in the study area. 

Modernization Alternatives 
The Modernization Alternatives would not impact places of worship in the study area. 

3.7.2.4 Cemeteries 
No‐build Alternative 
The No‐build alternative would not acquire land from cemeteries or displace any graves. 

Modernization Alternatives 
The Modernization Alternatives would not acquire land from cemeteries or displace any graves.
 
See Section 3.23, Cemeteries; Section 3.24, Historical Sites; and Section 4, Final Section 4(f) Evaluation.
 

3.7.2.5 Girl Scouts of America 
No‐build Alternative 
The No‐build alternative would not impact the Girl Scouts of Wisconsin Southeast Service and Resource 
Center. 

Modernization Alternatives 
Both west segment alternatives may require a narrow strip of land from the Girl Scouts property (0.02 acre 
or less). 

3.7.2.6 Hunger Task Force 
No‐build Alternative 
The No‐build alternative would not impact the Hunger Task Force. 

Modernization Alternatives 
The Modernization Alternatives would not directly impact the Hunger Task Force building or its sign. 
The Hunger Task Force is concerned that the Double Deck alternative would reduce the visibility of its 
variable message sign. The Hunger Task Force is also opposed to the At‐grade alternative because it would 
remove all or part of the Hawley Road interchange and make its freeway access less direct, which would 
increase its operating costs (its trucks would need to drive farther to and from its building) and make it more 
difficult for people to drop off donations at its building. A half interchange at Hawley Road (preferred 
alternative) would provide access to and from the west for the Hunger Task Force, but would not provide 
the full access available today. 

3.7.2.7 VA Campus, including the Clement J. Zablocki VA Medical Center 
No‐build Alternative 
The No‐build alternative would not impact the Clement J. Zablocki VA Medical Center or adjacent VA 
facilities. VA Medical Center shuttle drivers would continue to avoid the Mitchell Boulevard interchange. 

Modernization Alternatives 
All the Modernization Alternatives would remove the Mitchell Boulevard interchange, which is one of the 
access points to the VA Campus. A new service interchange with I‐94 would be built about 0.5 mile east of 
Mitchell Boulevard, but it would not be as convenient for VA employees, patients, and visitors. The VA Medical 
Center does not see this as detrimental, but the National Cemetery Administration is concerned about the new 
access point being farther away because it would become more difficult for funeral corteges (processions) to 
reach Wood National Cemetery. 

The Zablocki Drive bridge over I‐94 would be replaced in its current location under the At‐grade alternative 
(preferred alternative). The Zablocki Drive bridge would be removed under the Double Deck alternative. 
Zablocki Drive would be moved to the east and would cross under I‐94 next to Mitchell Boulevard, which 
would preserve the Zablocki Drive connection between Bluemound Road and the VA Campus (Exhibit 3‐20). 
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The VA Medical Center felt that re‐routing Zablocki Drive to the east and under I‐94 would provide a more 
direct and efficient connection than the existing route. 

The At‐grade alternative would result in a change in access for those who visit the VA Campus via 
Hawley Road from I‐94. The VA is particularly concerned about the possibility of the complete closure of the 
Hawley Road interchange (see letter from VA Medical Center in Appendix D, page D‐28). The VA noted that 
many of its 6,000 employees, as well as some of the 1 million patients per year, use the Hawley Road 
interchange to access its campus. All of the ambulance providers that access the VA Medical Center by 
freeway use the Hawley Road interchange. Under the no Hawley Road interchange option, traffic that 
currently exits I‐94 at Hawley Road to access the VA Campus would need to use the 68th Street/70th Street, 
new local road interchange (44th/46th Streets) within the Stadium Interchange, or Miller Park Way exits to 
access the VA Campus, which may add time to a trip to/from the VA Campus. The half interchange at Hawley 
Road, with ramps to and from the west, would address the VA’s concern regarding access. With the half 
interchange option, visitors who access the VA Campus via Hawley Road from eastbound I‐94 would 

the Stadium Interchange to Mitchell Boulevard would provide access to the VA Campus. 

continue to do so. There would be no westbound I‐94 exit to Hawley Road, but most traffic using I‐94 
westbound to access the VA Campus would exit further to the east at Miller Park Way or the new local road 
interchange in the Stadium Interchange. A local road connection from the new local road interchange within 

A right‐turn lane from National Avenue to Mitchell Boulevard would be constructed as part of the Miller 
Park Way/National Avenue intersection improvements. As part of this improvement, approximately 0.6 acre 
of VA property, including 0.2 acre from the Soldiers’ Home NHL, would be required for transportation right‐
of‐way. 

3.7.2.8 Miller Park 
No‐build Alternative 
The No‐build alternative would not impact Miller Park. Access to and from Miller Park would remain the 
same, but there would not be the added capacity to I‐94 and the exit/entrance ramps that comes with the 
Modernization Alternatives. Over time, as traffic volumes increase on I‐94, the No‐build alternative may 
increase the time it takes to enter or leave an event at Miller Park. 

Modernization Alternatives 
The Modernization Alternatives would change the freeway access points to and from Miller Park. Moving 
the Mitchell Boulevard interchange about 0.5 mile east would require changes to the internal ring road and 
would change where fans enter and exit the parking lots. The Brewers and the Stadium District expressed 
concerns early in the study about moving the Mitchell Boulevard interchange east and how it would affect 
their ability to unload the parking lot efficiently after a game. Throughout the project, WisDOT, the Brewers, 
and the Stadium District engaged in regular, constructive dialogue. Reviews and comments from the 
Brewers and the Stadium District regarding the new Mitchell Boulevard interchange are reflected in a 
refined alternative with which the Brewers and the Stadium District are satisfied. WisDOT’s traffic analysis 

capacity than the existing Mitchell Boulevard and Stadium interchanges. A frontage road between Yount 
shows that the new service interchange and the new Stadium Interchange configuration would have more 

Drive and Mitchell Boulevard on the north side of I‐94 would be constructed to mitigate changes in parking 
lot access (See Section 3.7.3). 

The reconstructed Stadium Interchange would require acquisition of 49 acres of parking. Although some 
parking space would be removed, decreasing the size of the interchange compared to its existing footprint 
would open up additional space (3.3 acres) that could replace some of the lost parking. The new Stadium 
Interchange would remove approximately 480 parking spaces for fans and 600 parking spaces for staff. 

The Stadium District supports the hybrid single point free flow Stadium Interchange. 
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3.7.2.9	 WisDOT Southeast Region Service Facility (Sign Shop) 
Under the At‐grade alternative (preferred alternative), the WisDOT Southeast Region Service Facility would 
be relocated to allow for the construction for the Washington Street extension. 

3.7.3	 Measures to Minimize and Mitigate Adverse Institutional and Public 
Services Impacts 

Alternatives were designed to stay within the existing right‐of‐way as much as possible to minimize the 
impact on surrounding institutions and public services. WisDOT and FHWA will compensate Girl Scouts of 
America for any land acquired as part of the project. WisDOT and FHWA will replace or compensate the 
Stadium District for Miller Park parking spaces that are lost, if any, and compensate the Stadium District for 
land that is acquired. WisDOT and FHWA will continue working with the Stadium District and the Milwaukee 
Brewers to develop a plan to efficiently unload the parking lots after games, while improving I‐94 capacity 
and safety. 

As requested by the VA (Appendix D, letter D‐27), WisDOT and FHWA will maintain the Zablocki Drive 
connection between Bluemound Road and the VA Campus. The VA noted that this northern access route 
improves safety and traffic congestion on the VA Campus and allows for an additional evacuation route. 
It also provides access to the portion of Wood National Cemetery north of I‐94. Additionally, the VA asked 
that the Zablocki Drive access remain separate from Mitchell Boulevard due to conflicts during Miller Park 
events. All alternatives maintain this northern connection separate from Mitchell Boulevard. See Sections 
3.23.3, Cemeteries; 3.24.4, Historic Properties; and Section 4.5 of the Final Section 4(f) Evaluation for 
additional mitigation measures for the VA Campus. 

The Washington Street extension would help mitigate the partial loss of freeway access for the Hunger Task 
Force. Access from the Hunger Task Force to I‐94 eastbound could be achieved by driving south on Hawley 
Road/60th Street to the Washington Street extension, turning west on Washington Street to 70th Street, and 
driving north to the 68th Street/70th Street interchange (Exhibit 3‐26). Additionally, traffic from the Hunger 
Task Force could travel north on Hawley Road to Wisconsin Avenue to access US 41 and subsequently I‐94. 

The Washington Street extension would mitigate the traffic impacts on other institutions (VA, cemeteries, 
and emergency services) of partially closing the Hawley Road interchange by making it easier for drivers in 
the Hawley Road corridor to access the 68th Street/70th Street interchange. Connecting 70th Street to Hawley 
Road/60th Street via Washington Street would provide convenient access to and from Hawley Road from the 
68th Street/70th Street interchange for traffic that would no longer be able to enter I‐94 eastbound or exit 
from I‐94 westbound at Hawley Road. 

The elimination of some parking from the Miller Park parking lots could be mitigated through the 
construction of parking structures onsite or building more of the proposed roadways over the parking lots 
on structure (bridges) to provide for parking under the bridges. Additional new parking spaces, about 400 
spaces, could be located on existing open land or existing WisDOT right‐of‐way that would no longer be 
required. 

WisDOT would likely build a Service Facility in the Milwaukee area to replace the 60th Street building. 
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3.8 Socioeconomic Characteristics 
3.8.1 Affected Environment7 

The I‐94 East‐West Corridor study is located in 
Milwaukee County in southeastern Wisconsin. The 
entire I‐94 East‐West Corridor is within the City of 
Milwaukee, but the cities of Wauwatosa and West 
Allis and the Village of West Milwaukee are located 
nearby. This is an urbanized area with a developed 
transportation network. While some commercial 
districts in the corridor are slated for redevelopment, the area is currently fully developed and densely 
populated. 

Exhibits 2‐1 and 3‐21 show the I‐94 East‐West Corridor study area, which is divided into east and west 
segments for the purposes of the study. Yount Drive, which is located at the western end of the Stadium 
Interchange, serves as the dividing line between the east and west segments. The Stadium Interchange is 
located in the east segment. Residential, commercial, and some community land uses lie both north and 
south of I‐94 in the west segment and north of I‐94 in the east segment.. In the east segment I‐94 is located 
at the edge of a bluff that descends south in to the industrial Menomonee Valley from the residential areas 
to the north. 

Historic Development 
Land use in the east segment has been consistent through the years, based on historical aerial photographs 
(dating as far back as 1937). I‐94 lies on the north edge of the Menomonee Valley. The natural bluff and 
valley serves as a natural dividing line between north and south sides of city east of the Stadium 
Interchange. Historical aerial photographs show residential districts to the north of what is now I‐94 and 
commercial and industrial areas to the south (Exhibit 3‐22) (Wisconsin State Cartographer’s Office 2015). 
The original construction of I‐94 took advantage of the bluff’s physical feature without dividing 
neighborhoods in the east segment. 

In the west segment, the residences nearest I‐94 were originally built around an interurban rail line that ran 
along the north portion of I‐94 right‐of‐way. Thus, I‐94 was constructed in a corridor that already served a 
transportation use. Unlike local streetcars which operated on city streets and as part of the city’s greater 
urban environment, interurban lines had dedicated rights‐of‐way. The rights‐of‐way in which I‐94 was 
constructed operated from downtown Milwaukee and extended west. West of what is now the Stadium 
Interchange, the interurban line traveled between the VA campus and Calvary Cemetery and continued west 
to Waukesha, Oconomowoc and Watertown. 

The interurban system patronage decreased with the rise of automobile ownership and eventually ended in 
the mid‐1950s, prior to I‐94’s construction. I‐94’s construction was in response to traffic congestion, when 
the 1946 State Highway Commission report recommended the construction of two major expressway 
corridors intersecting in Milwaukee. WisDOT completed the original construction of I‐94 between 16th and 
70th Streets in 1963. 

Some impacts as a result of the I‐94 construction can be seen in historical aerial photographs compared with 
current aerials. For instance, historic aerials show a grid of nine north‐south oriented roads that connected 

For socioeconomic and environmental justice purposes, 
the study area is defined as an area where it is 
reasonable to assume that motorists would choose to 
take I‐94 as their preferred route if traveling in to or out 
of the area. The area is generally located within 2 miles 
on either side of I‐94 (Exhibit 3‐21). 
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7 In the Draft and Final EIS for the I‐94 East‐West Corridor, WisDOT uses 2010 US Census data for race and ethnicity categories and 2007‐2011 
American Community Survey (ACS) 5‐year Estimates for income data. The most recent data available for race, ethnicity, and income is the 2009‐2013 
ACS 5‐year Estimates. A memo, Demographic Data Sources: Comparison of Census Data, located on the CD at the back of the document, explains why 
the more recent data was not used for the Final EIS. The data used in the Draft and Final EIS do not differ greatly from the more recently updated 
data. The minority population changed by a maximum of 2.5 percent and the difference in mean household income was less than $800 for any of the 
areas analyzed. This indicates that the two datasets are comparable and the older dataset is still acceptable to use in the documents. Since the 
datasets indicate little difference, the findings presented in the Final EIS would remain the same regardless of which dataset is used. 
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on either side of what is now the I‐94 alignment (Exhibit 3‐23). Following the construction of I‐94, four out 
of the nine streets maintain the connection between Fairview Avenue north of I‐94 and Dixon Street south 
of I‐94: Hawley Road, 64th Street, 68th Street, and 70th Street. The cross section of I‐94 required a wider right‐
or‐way than the original interurban line, resulting in I‐94 construction displacing homes and businesses 
throughout the corridor. 

While the original construction of I‐94 caused impacts to neighborhoods, it also provided many benefits to 
those living in the study area. I‐94 improved safety and congestion on local roadways by removing through 
traffic from local roads and placing it on a higher‐capacity freeway better equipped to handle the larger 
volume of traffic. I‐94 also afforded local residents and businesses more efficient and convenient travel to 
and from destinations outside of the local community. Many of these benefits are similar to the Purpose and 
Need of the current I‐94 East‐West Corridor study, such as improving safety, decreasing crashes, and 
accommodating existing and future traffic volumes at an acceptable level of service. Original construction of 
I‐94closed off some access. An important goal of this project it is to maintain as much access as possible. 

Current Travel Trends 
Today, I‐94 serves travelers within the project area, those traveling to and from the project area, and those 
traveling through the project area. A 2012 peak hour traffic study (Skycomp 2012) shows that 33 percent of 
trips on I‐94 in the I‐94 East‐West Corridor were trips that started and ended within the project limits 
(70th Street to 16th Street). That is, trips where the vehicle entered I‐94 somewhere within the project limits 
and the same vehicle exited I‐94 within the project limits. The study also determined that 24 percent of the 
trips on I‐94 originated from within the project limits and traveled beyond the project limits, while 
19 percent of trips on I‐94 originated outside the project limits and ended within the project limits. Finally, 
24 percent of travelers were merely moving through the study area (that is, trips began and ended outside 
of the project limits). 

This implies that a substantial majority (76 percent) of travelers during peak hours began or ended (or both) 
their freeway trips in the study corridor; therefore, improvements to I‐94 would substantially benefit access 
within and to and from the study area. See Section 3.8.2.1 for information on the project’s benefits to those 
living in and doing business in the study area. 

Based on existing WisDOT traffic counts and future traffic conditions from SEWRPC’s design year (2040) 
peak hour forecast, during both the morning and afternoon peak hours, the traffic split between eastbound 
and westbound traffic is close to 50/50. 

3.8.1.1 Population Levels and Trends 
I‐94 serves a broad range of travelers ranging from long‐range travelers, inter‐urban commuters, local 
residents, and businesses within the study area. While the study area most reflects the urban City of 
Milwaukee’s development patterns, changes to the facility may affect a broad range of the persons. Both 
the County and the City serve as potential population, employment, and growth indices for the study area 
and the project’s potential effects. 

Population in Milwaukee County and the Village of West Milwaukee grew slightly between 2000 and 2010, 
while the cities of Milwaukee, Wauwatosa, and West Allis, as well as the study area, declined up to 
2.6 percent during the same period (Table 3‐10). According to the Wisconsin Department of 
Administration’s 2040 population projections, all municipalities in the I‐94 East‐West Corridor study area will 
gain population between 2010 and 2040. 

In 2010, minorities accounted for 47.4 percent of the population within the study area, while the minority 
population for all of Milwaukee County was 39.4 percent and 55.2 percent for the City of Milwaukee 
(Exhibit 3‐24 and Table 3‐11).8 However, between 2000 and 2010, the minority population in Milwaukee 

8 Population by race was taken from Census data indicating race alone or in combination with other races (Table DP‐1 from SF1). As a result of the 
categories not being mutually exclusive, the population obtained by summing all of the racial categories may exceed the total population for any 
given area. It should also be noted that “Hispanic or Latino” is an ethnic group and not a race category, and is expressed separately from race in the 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

County grew annually by approximately 1.4 percent, while the minority population within the study area
 
only grew 0.5 percent annually during the same timeframe. Within the study area communities, minority
 

13.3 percent in the City of West Allis. The larger percentage growth of minority population in Milwaukee 
groups have experienced different levels of annual growth from 1.0 percent in the City of Milwaukee to
 

County as opposed to the study area and City of Milwaukee shows that minority populations are moving in to 
broader areas of the county, not just within the urban limits. 

In Milwaukee County, African Americans are the largest minority population, accounting for 26.8 percent of 
the population. Hispanics or Latinos, who account for 13.3 percent of the population, are the second largest 
minority population in Milwaukee County. Within the study area, however, the ranks are switched. 
Hispanics or Latinos are the largest minority population, accounting for 26.9 percent, and African Americans 
are the second largest minority group, accounting for 24.6 percent of the population (see Table 3‐12). 

TABLE 3‐10 
I‐94 East‐West Corridor Study Area City/County Population 2000–2010 and 2040 Projected Population 

Area Population 2000 Population 2010 Percent Change 2000–2010 Projected 2040 Populationa 

Milwaukee County 940,164 947,735 0.8 1,016,250 

City of Milwaukee 596,718 594,744 −0.3 627,400 

West Allis 61,278 60,411  −1.4 61,850 

Wauwatosa 47,675 46,421 −2.6 49,270 

West Milwaukee 4,238 4,259 0.5 4,580 

Study Area 122,742 121,173 −1.3 ‐
Sources: U.S. Census Bureau 2000 Census; U.S. Census Bureau 2010 Census 
a 2040 projected population obtained from Wisconsin Department of Administration Demographic Services Center’s “Wisconsin’s 
Future Population: Projections for the State, Its Counties and Municipalities, 2010 – 2040.” December 2013. 

TABLE 3‐11 
Study Area Minority Population 2000−2010 

Area 
2000 Minority 
Population 

2000 Percent of Total 
Population 

2010 Minority 
Population 

2010 Percent of 
Total Population 

Percent Change 
2000–2010 

Milwaukee County 323,191 34.4 373,079 39.4 15.4
 

City of Milwaukee 298,517 50.0 328,474 55.2 10.0
 

West Allis 3,654 6.0 8,015 13.3 119.3
 

Wauwatosa 2,967 6.2 4,828 10.4 62.7
 

West Milwaukee 708 16.7 1,305 30.6 84.3
 

Study Area 54,490 44.4 57,451 47.4 5.4
 

Sources: U.S. Census Bureau 2000 Census; U.S. Census Bureau 2010 Census 

TABLE 3‐12 
Population by Race/Ethnicity, 2010 

Area White 

Black or 
African 
American 

American 
Indian and 

Alaska Native Asian 

Native Hawaiian 
and Other Pacific 

Islander 

Some 
Other 
Racea 

Two or 
More 
Races 

Hispanic or 
Latino 

(of any race) 
Total 

Populationb 

Milwaukee 574,656 253,764 6,808 32,422 363 51,429 28,293 126,039 
947,735

County (60.6%) (26.8%) (0.7%) (3.4%) (<0.1%) (5.4%) (3.0%) (13.3%) 

City of 266,270 237,761 4,692 20,847 241 44,647 20,286 102,985 
594,744

Milwaukee (44.8%) (40.0%) (0.8%) (3.5%) (<0.1%) (7.5%) (3.4%) (17.3%) 

data. Thus, Hispanic or Latino persons are also White, Black, etc., in addition to being Hispanic or Latino. Total minority population was calculated as 
the sum of all non‐white race groups, plus Hispanics or Latinos indicating their race as “White.” 
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TABLE 3‐12 
Population by Race/Ethnicity, 2010 

Area White 

Black or 
African 
American 

American 
Indian and 

Alaska Native Asian 

Native Hawaiian 
and Other Pacific 

Islander 

Some 
Other 
Racea 

Two or 
More 
Races 

Hispanic or 
Latino 

(of any race) 
Total 

Populationb 

City of West Allis 
52,396 

(86.7%) 

2,199 

(3.6%) 

648 

(1.1%) 

1,231 

(2.0%) 

19 

(<0.1%) 

2,155 

(3.6%) 

1,763 

(2.9%) 

5,770 

(9.6%) 
60,411 

City of 
Wauwatosa 

41,593 

(89.6%) 

2,076 

(4.5%) 

139 

(0.3%) 

1,289 

(2.8%) 

28 

(0.1%) 

296 

(0.6%) 

1,000 

(2.2%) 

1,450 

(3.1%) 
46,421 

Village of West 
Milwaukee 

2,954 

(69.4%) 

428 

(10.1%) 

37 

(0.9) 

138 

(3.24%) 

2 

(0.1%) 

519 

(12.2%) 

181 

(4.3%) 

1,098 

(25.8%) 
4,259 

Study Area 
63,722 

(52.6%) 

29,852 

(24.6%) 

1,335 

(1.1%) 

5,850 

(4.8%) 

53 

(<0.1%) 

15,447 

(12.8%) 

4,914 

(4.1%) 

32,593 

(26.9%) 
121,173 

a Includes all other responses not included in the “White,” “Black or African American,” “American Indian and Alaska Native,” “Asian,” and
 
“Native Hawaiian and Other Pacific Islander” race categories. Respondents providing write‐in entries such as multiracial, mixed, interracial,
 
or a Hispanic/Latino group (for example, Mexican, Puerto Rican, or Cuban) in the “Some Other Race” category are included here.
 
b Totals may not reflect the exact sum of the numbers in each column due to identification of self as more than one race.
 
Source: U.S. Census Bureau 2010 Census
 

3.8.1.2 Households 
The number of households in Milwaukee County has increased at a higher rate than population growth, and 
the average household size increased between 2000 and 2010. The number of households influences the 
number of trips made in the region. Within the study area, the number of households has decreased 
4.5 percent (Table 3‐13). According to the Wisconsin Department of Administration’s 2040 household 
projections, between 2010 and 2040, the number of households in Milwaukee County is expected to grow 
to 437,853, an increase of 14.1 percent which, aside from West Milwaukee, is higher than the municipalities 
in the study area. 

TABLE 3‐13 
Study Area Households and Average Household Size 2000–2010 

Area 

Total 
Households 

(2000) 

Average 
Household 
Size (2000) 

Total 
Households 

(2010) 

Average 
Household 
Size (2010) 

Percent 
Change in 
Households 
(2000–2010) 

Projected 
Households 

2040 

Change in 
Households 
(2010–2040) 

Milwaukee 
County 

377,729 2.2 383,591 2.4 1.6 437,853 14.1 

City of Milwaukee 232,048 2.1 231,121 2.5 −0.4 258,462 11.8 
West Allis 27,619 2.0 27,454 2.2  −0.6 29.937 9.0 
Wauwatosa 20,618 2.2 20,440 2.2 −0.9 23,109 13.1 
West Milwaukee 2,073 1.5 2,007 1.9  −3.2 2,296 14.4 
Study Area 46,234 2.1 44,170 2.6 −4.5 N/Aa ‐
Sources: U.S. Census Bureau Census 2000; U.S. Census Bureau Census 2010; Wisconsin Department of Administration 2014 
a Data from the Wisconsin Department of Administration are only available at the county and municipality level, and cannot be 
provided for the study area. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

3.8.1.3 Income 
Based on U.S. Census Bureau data from the 2007−2011 
America Community Survey (ACS) 5‐Year Estimates, the TABLE 3‐14 
mean household income in the study area was lower than Mean Household Income (2007‐2011) 
the mean household income for Milwaukee County and 
adjacent municipalities, but very similar to the mean 

Area Mean Household Income 

Wisconsin $66,693 
household incomes for those living within the City of 
Milwaukee (Table 3‐14). 

Milwaukee County $58,861 

City of Milwaukee $47,445 

The U.S. Department of Health and Human Services (HHS) West Allis $52,975 
annually publishes poverty guidelines to determine Wauwatosa $84,604
financial eligibility for certain programs. The poverty 

West Milwaukee $44,073
guidelines are updated periodically in the Federal Register 

Study Area $42,848by HHS under the authority of 42 USC 9902(2) (U.S. Census 
Bureau 2012). The HHS guidelines are a simplification of Source: U.S. Census Bureau 2007–2011 ACS 5‐Year 
the U.S. Census Bureau’s poverty thresholds for Estimates (Table S1902) 

administrative purposes. For instance, determining 
financial eligibility for certain federal programs (U.S. Census Bureau 2013). According to the HHS guideline, in 
2015 a family/household containing four persons is considered to be living in poverty if the total income of the 
family/household is less than $24,250 (this number was $23,850 in 2014). 

The U.S. Census Bureau’s poverty statistics represent the number of people below the U.S. Census Bureau 
poverty thresholds. The poverty thresholds are the original version of the federal poverty measure and are 
updated each year by the U.S. Census Bureau. The thresholds are used mainly for statistical purposes—for 
instance, preparing estimates of the number of Americans in poverty each year. In other words, all official 
poverty population figures are calculated using the poverty thresholds, not the guidelines. Neither the U.S. 
Census Bureau nor the HHS prepares tabulations of the number of people below the HHS poverty guidelines, 
which are a simplified version of the poverty thresholds used for program eligibility purposes. The best 
approximation for the number of people below the HHS poverty guidelines in a particular area would be the 
number of persons below the U.S. Census Bureau poverty thresholds in that area. 

Following the Office of Management and Budget’s Statistical Policy Directive 14, the U.S. Census Bureau uses a 
set of income thresholds that vary by family size and composition to determine who is in poverty. If a family’s 
total income is less than the family’s threshold, then individuals in that family are considered to be in poverty. 
The official poverty thresholds do not vary geographically, but they are updated for inflation using the 
Consumer Price Index. For example, in 2013, a family of four with two children under the age of 18 would be 
considered in poverty if the family’s total income were less than $23,624 (U.S. Census Bureau 2014). 

Exhibit 3‐25 shows the areas where poverty rates are greatest along the corridor. Based on census data 
from the 2007−2011 ACS 5‐Year Estimates, the percentage of persons living in poverty is greater in the study 
area (31.0 percent) than it is in Milwaukee County (19.3 percent), City of Milwaukee (26.2 percent), West 
Allis (11.8 percent), Wauwatosa (4.9 percent), and West Milwaukee (16.7 percent). 

3.8.1.4 School Demographics 
A key community resource is the schools that provide a center for neighborhood families. Changes to 
schools, such as altering access routes, may greatly affect the social fabric of a community. As noted in 
Section 3.7.1.2, there are six schools within the I‐94 East‐West Study Corridor—three public and three 
private or charter schools (Exhibit 3‐19). The information for the public schools in the following list was 
obtained from Wisconsin’s Information Network for Successful Schools. No schools are immediately adjacent 
to freeway rights‐of‐way. The public school demographics and economic statuses within the study area are 
as follows: 
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	 In the 2014–2015 school year, MacDowell Montessori School had an enrollment of 665 students. 
Student demographics were 67.1 percent African American, 20.5 percent white, 6.3 percent Hispanic or 
Latino, 2.3 percent two or more ethnic groups, 2.1 percent American Indian, and 1.8 percent Asian. 
In the same school year, 72.9 percent of the students came from an economically disadvantaged 
household (based on students with approved free or reduce‐priced lunch applications and students for 
whom evidence indicates household income is at or below the income eligibility guidelines for free or 
reduced‐price lunches). 

	 In the 2014–2015 school year, Burbank Elementary School had an enrollment of 595 students. Student 
demographics were 33.9 percent African American, 29.2 percent Asian, 19.3 percent white, 14.5 percent 
Hispanic or Latino, 2.0 percent American Indian, 0.7 percent two or more ethnic groups, and 0.3 percent 
Pacific Islander. In the same year, 87.2 percent of the students came from economically disadvantaged 
families. 

	 In the 2014–2015 school year, Hawley Environmental School had an enrollment of 342 students. Student 
demographics were 65.5 percent African American, 15.5 percent white, 10.2 percent Hispanic or Latino, 
7.3 percent Asian, and 1.5 percent two or more ethnic groups. In the same year, 78.4 percent of the 
students came from economically disadvantaged families. 

Demographic information for Marquette University High School and St. Rose and St. Leo Catholic School was 
found on the Private School Review website (2015). Only limited demographic information for the 
Woodlands School was found on the GreatSchools website (2015). 

	 Marquette University High School is an all‐boys school with an enrollment of 1,064 students composed 
of 82 percent white and 18 percent non‐white students. 

 St. Rose and St. Leo Catholic School is a co
composed of 99.8 percent non‐white students. For the 2014‐2015 school year, the demographics were 

‐ed school with an enrollment of 448 students and is 

78 percent African American, 11 percent Asian, 6 percent Hispanic or Latino, 2 percent two or more 
ethnic groups, 0.2 percent white, and 3 percent other. 

	 Woodlands School, a co‐ed charter school, has an enrollment of 340 students and is composed of 
53 percent non‐white students and 47 percent white students. In the same year, 16 percent of students 
participated in a free or reduced‐price lunch program. 

As noted in Section 3.7.2.2, the Modernization Alternatives, including the preferred alternative, would not 
impact any of the schools in the I‐94 East‐West Corridor. No changes in school district boundaries are 
anticipated and none of the transportation modifications would affect access to and from these schools as a 
result of the proposed action. 

3.8.1.5 Post-High School Education 
As noted in Section 3.7.1.2, students attending Marquette University and MATC West Campus may use I‐94 
and interchanges in the study area to access their schools. 

Milwaukee Area Technical College West Allis Campus 
The MATC West Allis Campus is located at 1200 S. 71st Street, about 0.5‐mile south of I‐94. Roughly 
9,500 students attend classes there. 

Marquette University 
Marquette University is a private university located at 1250 W. Wisconsin Avenue and extends several blocks 
along Wisconsin Avenue. Marquette University is separated from the study area freeway right‐of‐way by 
Clybourn Street. The university had an enrollment of 11,745 students during the 2014–2015 school year. 

3.8.1.6 Non-English Speaking 
The presence of non‐English speaking or English as a second language may present communication obstacles 
and limit a person’s ability to understand and offer input on changes to their environment. The study area 
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has a higher proportion of Hispanic population than other areas in the Milwaukee metropolitan area (see 
Table 3‐12). Based on stakeholder outreach, there is a substantial Spanish‐speaking population in the Layton 
Boulevard West neighborhoods, which are located about 1 mile south of I‐94 between Miller Park Way and 
Layton Boulevard (27th Street). Public outreach efforts during the environmental study have been made 
available in English and Spanish to allow for maximum participation. 

3.8.1.7 Employment 
Employment can greatly influence the transportation volumes and direction. As example, I‐94 in the study 
area experiences similar volumes of traffic in either direction during peak hours because employment 
centers are spread throughout the City and County communities. Table 3‐15 shows the historical and 
projected employment for Milwaukee County, based on SEWRPC data. The table compares employment 
growth between 1970 and 2010, and potential growth between 2010 and 2040. Milwaukee County is 
projected to add about 24,600 jobs between 2010 and 2040, a 4.3 percent increase. Milwaukee County is 
expected to continue to be an employment hub for southeast Wisconsin, and employment is expected to 
remain steady. In 2010, about 94,000 people were employed within the I‐94 East‐West Corridor study area. 

TABLE 3‐15 
Historical and Projected Employment for Milwaukee County 

Employment 
Estimates 1980 1990 2000 2010 2040 

Difference 
2010–2040 

Percent Change 
2010–2040 

Milwaukee County 581,700 604,700 618,300 575,400 600,000 24,600 4.3 

Source: SEWRPC. The Economy of Southeastern Wisconsin, Technical Report No. 10, 5th Edition, April 2013. 
2050 Projection represents SEWRPC's intermediate projection for employment. 

Milwaukee County’s job loss in manufacturing, wholesale trade, transportation, information, finance, 
insurance, real estate, and public administration during the depression, as reflected in 2010 data, has been 
replaced by an increase in agriculture, professional services, education, and other sector employment. 
In 2010, education, health, and social services was Milwaukee County’s high‐employment industry, and 
manufacturing was second. This means that I‐94 will continue to be an important corridor to support the 
economic movement of goods and services. 

3.8.1.8 Transportation 
In Milwaukee County, 25,159 workers (5.8 percent) use public transportation to commute to work. Within 
the study area, 3,978 workers (8.0 percent) use public transportation to commute to work, while about 
82 percent of workers drive or carpool to work. In Milwaukee County, 51,023 housing units (13.5 percent) 
have no vehicle available. Within the study area, 9,131 housing units (20.6 percent) have no vehicle 
available (ACS 5‐year estimates, 2011). The remaining housing units have a vehicle available. 

3.8.1.9 Health Condition  
Potential health‐related impacts from living near freeways and other high‐volume roads may occur from 
airborne pollutants emitted from motor vehicles. Data on community health typically are aggregated at the 
county level and difficult to find below the county level. 

Carbon monoxide may reduce the amount of oxygen distributed throughout the body by the bloodstream. 
Nitrogen oxides are one of the main precursors in the formation of ground‐level ozone and may affect the 
delicate structure of lung tissue. Fine particulate matter can penetrate the sensitive respiratory tract and 
affect health (EPA 2015). Sensitive individuals may be affected by low‐level pollutant exposure. All three 
pollutants are emitted from vehicle engines, among other sources (see Section 3.20, Air Quality). 

WisDOT and FHWA investigated asthma rates, which are related to air quality. Asthma is a chronic lung 
disease affecting approximately 13 percent of both adults and children in the U.S. (Centers for Disease 
Control [CDC] 2011). The exact cause of asthma is unknown, but it is thought to be caused by both 
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environmental and genetic factors. Asthma rates for Milwaukee County are higher than those of the State of 
Wisconsin. According to the Wisconsin Department of Health Services, Milwaukee County’s asthma 
prevalence estimates for adults and children between 2006 and 2010 is 10.3 percent for adults and 
10.7 percent for children, compared to the 9.1 percent for adults and 7.8 percent for children statewide. 
Between 2009 and 2011, Milwaukee County had the second highest rate of asthma‐related emergency room 
visits and hospitalizations in the state (Menomonee County in northeast Wisconsin had the highest rate of 
asthma hospitalization) (Wisconsin Department of Health Services 2013). 

3.8.1.10Age 
The median age for Milwaukee County is less than the Wisconsin statewide median age. According to 2010 
Census data, the median age is 33.6 in Milwaukee County and 38.5 in Wisconsin. Additionally, 75.1 percent 
of the population in Milwaukee County is age 18 and over, while the population of age 65 and over is 
11.5 percent. Wisconsin has higher percentages of groups age 18 and over and age 65 and over than 
Milwaukee County. 

While demographic data do not reflect concentrations of elderly population, there is a senior living 
community on 33rd Street, across Park Hill Avenue from I‐94. The City of Milwaukee’s Merrill Park low‐
income housing development for elderly, disabled, or near‐elderly persons consists of 60, one‐bedroom 
units for the elderly population (62 and older) and 60 one‐bedroom units for a mixed population (for elderly, 
disabled, or near elderly persons). 

3.8.1.11Disability 
Based on ACS data (3‐year estimate, 2009–2011), persons with a disability account for 12.5 percent of 
Milwaukee County’s population and 13.3 percent in the City of Milwaukee. The Census data do not indicate 
where persons with disabilities are located within the City of Milwaukee; however, the City of Milwaukee’s 
Merrill Park low
includes elderly persons, some who have mobility disabilities. The building includes 60, one‐bedroom 

‐income housing development, located on 33rd Street, across Park Hill Avenue from I‐94, 

residences for a mixed population (elderly, disabled, or near elderly persons). Of these 60 units, six are 
modified for American Disabilities Act (ADA)‐accessible accommodations. 

3.8.2 Socioeconomic Impacts
3.8.2.1 Neighborhood and Community Cohesion 
The impacts of roadway expansion can affect the physical and social settings, community services, and other 
factors that promote a sense of community among residents in the study area. Community cohesion is the 
ability of people to communicate and interact with each other in ways that lead to a sense of community. 
Cohesion is reflected in the neighborhood’s ability to function and be recognized as a singular unit. 
Community cohesion includes buildings and services important to the community, such as churches, 
commercial development, social services, municipal buildings and services, parks, and schools. 
Displacements of residential and commercial properties can impact community cohesion. 

No‐build Alternative 
The No‐build alternative would not require the acquisition of any residential or commercial properties.
 
The existing roadway network would remain in place. However, there would be no project improvements or
 
the associated benefits for the neighborhoods in the study area, including the Washington Street extension,
 
which would minimize cut ‐through traffic through neighborhoods. The existing noise barriers would remain
 
but no new noise barriers would be constructed.
 

Modernization Alternatives 
The Modernization Alternatives retained for detailed study9 would not create new divisions of any 
neighborhoods. Residential displacements (eight displacements as part of the preferred alternative) would 

9 When discussing “Modernization Alternatives” in this document, it is referring to those Modernization Alternatives that were retained for detailed 
study in the Draft EIS. In the west segment those alternatives were the At‐grade alternative (half interchange at Hawley Road or no interchange at 
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occur along the edges of established neighborhoods, which lie adjacent to the existing freeway system or in 
close proximity along crossroads, and none of the business displacements (10 business displacements as 
part of the preferred alternative) would have any impacts on community cohesion because there are 
opportunities for relocation within the neighborhoods. All existing crossroads over/under I‐94 and US 
41/Miller Park Way would remain (see Section 3.5.2, Residential Development Impacts, and Section 3.6.2, 
Commercial and Industrial Development Impacts). 

The preferred alternative (At‐grade alternative with half interchange at Hawley Road intersection in the 
west segment and the On‐alignment alternative in the east segment) would displace eight residences 
(6 single‐family residences and one duplex) with no more than three displacements in any one area10. 
The residents nearest the freeway are not predominately minority, nor do these areas have a high 
proportion of low‐income persons. Additionally, implementation of the Uniform Relocation Assistance and 
Real Property Acquisition Policies Act would provide just compensation with the potential for residents to 
remain within the same neighborhood. Because the displacements are not concentrated in one area, no 
impacts on community cohesion are anticipated. In addition, the commercial displacements do not include 
services or businesses that are unique to the neighborhoods, and there are opportunities in the area for 
these businesses to relocate, so no adverse community cohesion impacts are anticipated. 

Most access points from I‐94 would be maintained under the preferred alternative, yet improved for safety. 
Some access from US 41 cannot be maintained for lack of safe weaving distances (see Section 3.3.2.4 for 
more information). For instance, all Modernization Alternatives would not provide access to/from 
35th Street and US 41/Miller Park Way. However, traffic on US 41/Miller Park Way could access 35th Street 
from Wisconsin Avenue or National Avenue. Also, there would not be access between northbound 
US 41/Miller Park Way and Wisconsin Avenue. Access would continue to be provided to southbound 
US 41/Miller Park Way from Wisconsin Avenue and to/from Wisconsin Avenue and I‐94 via US 41. This 
change would not affect community cohesion because these there are existing access points within a half‐
mile. This change in access results in a safer and less congested freeway that benefits both regional and local 
travelers. 

At the Hawley Road interchange, the preferred alternative would maintain I‐94 access to and from the west 
and maintain the Hawley Road crossing of I‐94, while there would be no access to/from I‐94 at Hawley Road 
under the At‐grade alternative with no interchange at Hawley Road option. The Double Deck alternative 
would maintain full interchange access at Hawley Road. The access change at the Hawley Road interchange 
under the preferred alternative and the At‐grade Alternative with no Hawley Road interchange could make 
access to the neighborhoods and communities that currently use the Hawley Road interchange less 
convenient; however, there are several interchange access points nearby (as close as 0.5‐mile away to the 
west at the 68th/70th Street interchange) that serve these neighborhoods and the cities of Milwaukee and 
West Allis (Exhibit 3‐26). The potential to lose or have reduced access at the Hawley Road interchange 
would not result in diminished community cohesion. The reduced access may enhance nearby 
neighborhoods with less traffic; however, it may result in increased miles traveled for some trips. 

To access eastbound I‐94 from the Hawley Road area under the preferred alternative, travelers on the north 
side of I‐94 can use Bluemound Road/Wisconsin Avenue to connect with US 41 and then I‐94, which is not 
out of direction for those traveling eastbound. There are approximately 500 residences between I‐94 and 
the HAST to the south that are closer in proximity to the Hawley Road interchange than the 68th/70th Street 
interchange. National average states that households take five trips per day and only one to two of those 
are work‐related, others being local trips to schools or errands, such as grocery shopping (FHWA 2009). If 

Hawley Road) and the Double Deck alternative (all up or partially down). In the east segment those alternatives were the On‐alignment alternative 
and the Off‐alignment alternative. 

10 The At‐grade alternative with no interchange at the Hawley Road interchange in the west segment with either the On‐ or Off‐alignment 
alternative in the east segment results in 7 residential displacements. The Double Deck alternative in the west segment with either the On‐ or Off‐
alignment alternative in the east segment results in 13 residential displacements. See Table 3‐8 for additional information. 
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approximately half of the households needed to travel eastbound on I‐94, then about 500 to 700 trips per 
day would require an average distance of 0.5‐mile over the existing commute pattern (in order to access the 
68th/70th Street interchange as opposed to the Hawley Road interchange) and add about 1 minute to the 
average commuter pattern. This amounts to approximately 500 extra miles per day or 75,000 miles per year. 
The extra miles may also result in additional cars through residential streets, adding traffic and safety 
concerns. To address this concern, the preferred alternative includes the extension of Washington Street so 
that travelers on the south side of I‐94 may use a more direct route and avoid traveling through the 
neighborhood streets to access the 68th/70th Street interchange. The At‐grade alternative with no Hawley 
Road interchange would affect both northern and southern residents who need to travel eastbound and 
westbound, resulting in more than double the effect on travel. 

Currently, no transit routes enter I‐94 from Hawley Road or exit I‐94 at Hawley Road. Currently, MCTS Route 
64 runs north‐south along Hawley Road. None of the Modernization Alternatives retained for detailed study, 
including the preferred alternative, would impact the operations of this transit route. 

The changes in access associated with Mitchell Boulevard, 35th Street, and US 41/Wisconsin Avenue would 
affect how vehicles access the adjacent areas. The proposed changes associated with the preferred 
alternative result in safety improvements, and none of the changes result in any impacts to neighborhoods 
or community cohesion because access is maintained to adjacent neighborhoods. 

The project’s purpose is to make it more convenient for people to access the study area and easier for local 
residents to use I‐94 to access opportunities both within and outside the I‐94 East‐West Corridor. While 
some changes in access may increase the length of some trips, improvements to I‐94 would benefit those 
living in and doing business in the study area. Improving safety and reducing congestion along I‐94. 

3.8.2.2 Isolation of Distinct Groups, Real or Perceived 
No‐build Alternative 
The No‐build alternative would not result in any changes to the existing corridors, but as congestion 
continues to worsen, there is the potential for isolation through congestion as people avoid the area and 
find alternative routes. 

Modernization Alternatives 
Since the preferred alternative (or any of the Modernization Alternatives retained for detailed study) would 
not create a new corridor,11 no isolation of distinct groups is anticipated beyond the existing condition (see 
Section 3.5.2, Residential Development Impacts). While the partial removal of the Hawley Road interchange 
as part of the preferred alternative would change access for some groups near Hawley Road, there will 
continue to be an I‐94 interchange 8 blocks to the west (0.5 mile) and 0.75 mile to the east (Exhibit 3‐26). 

While the Mitchell Boulevard interchange will be removed, it will be replaced by a new interchange within 
the Stadium Interchange. This new interchange would provide similar access as the Mitchell Boulevard 
interchange. This change in access would not result in the isolation of any distinct groups. The changes in 
access between the 35th Street interchange and US 41/Miller Park Way and the removal of access from 
northbound Miller Park Way/US 41 to the Wisconsin Avenue interchange on US 41 as part of the 
Modernization Alternatives do not result in the isolation of any distinct groups because access is still 
maintained from I‐94, and there are other easily accessible access points, such as 35th Street, National 
Avenue, Wisconsin Avenue, and Bluemound Road. 

3.8.2.3 Changes in Property Values 
No‐build Alternative 
Under the No‐build alternative, there would be no property acquisitions or changes in the existing highway 
system. Property values are not anticipated to change due to the No‐build alternative. An indirect impact of 

11 As part of the preferred alternative, Washington Street will be extended to improve access from Hawley Road to the 68th/70th Street interchange. 
Washington Street currently exists from 70th Street east to about 65th Street and will be extended to Hawley Road. 
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the No‐build alternative is that as congestion continues to worsen, businesses in the area may choose to 
relocate, which could have a negative impact on property values. 

Modernization Alternatives 
Residents who live near I‐94 have expressed concern over the potential for their property values to decrease 
if I‐94 is closer to their homes after it is reconstructed. This concern is frequently cited in regard to highway 
reconstruction projects. Home resale values are affected by numerous variables, including location, home 
condition, mortgage rates, and the economy. Under the preferred alternative, the location of I‐94 would be 
similar to where it is today, but to determine a net change to property values due to the wider right‐of‐way 
would be difficult because the project includes noise walls and changes in access that may also contribute to 
both increases or decreases in property values. While there has been some research on the topic, it is 
difficult to rely on the results of a study to draw meaningful conclusions given the variables. As part of any 
large transportation project, WisDOT evaluates the impacts that may lead to diminishing property values 
and mitigates for specific impacts, such as noise and visual impacts, to minimize the impacts on property 
values. The mitigation measures are developed with community input through final design stages. 

WisDOT will fairly compensate property owners whose property is acquired as part of the project under the 
Uniform Relocation Assistance and Real Property Acquisition Polices Act of 1970, as amended. Sections 3.5.3 
and 3.6.4 of this document provide additional information about the Uniform Relocation Assistance and Real 
Property Acquisition Polices Act of 1970, as amended. 

3.8.2.4 Tax-Base Impacts 
No‐build Alternative 
There would be no property acquisitions under the No‐build alternative and no changes in the tax‐base 
impacts. 

Modernization Alternatives 
For the Modernization Alternatives, some private buildings and properties would be acquired by WisDOT, 
thereby removing them from the City of Milwaukee’s property tax roll. WisDOT assessed the potential tax‐
base loss for the city and calculated the annual property‐tax‐revenue loss for the city, using the city’s tax 
rate. The information was obtained from the city’s assessor’s office. (Note: The city tax rate consists of 
money going to the city and does not include tax for such entities as school districts, MATC, and MMSD.) 
In 2014, the city tax rate per $1,000 taxed was $10.71 for the City of Milwaukee. 

The Washington Street extension and local road improvements would require some buildings and properties 
to be acquired by WisDOT within the City of West Allis and the Village of West Milwaukee. In 2014, the tax 
rate per $1,000 taxed was $10.81 for the City of West Allis and $12.27 for the Village of West Milwaukee. 

The tax‐base impact for each alternative was determined using current assessment figures. Where new 
transportation right‐of‐way required full property acquisitions, the full assessed property value is included in 
the tax‐base impact assessment. For the properties where a portion of land would be acquired, the percentage 
of land taken from the property was multiplied by the assessed land value of the property to determine the 
impact on the property tax base. There are several publicly owned or tax‐exempt properties in the study area, 
such as Miller Park and various utilities, and they are not included on local property tax rolls. 

The City of Milwaukee had a full‐value tax base of $26.1 billion in 2014, while the City of West Allis had a 
full‐value tax base of $3.7 billion, and the Village of West Milwaukee had a full‐value tax base of $369 million 
(Wisconsin Department of Revenue 2015). 

Table 3‐16 lists the tax base loss and property tax revenue loss for each of the Modernization Alternatives. 
Any tax base loss associated with improvements immediately adjacent to I‐94 would be in the City of 
Milwaukee. The Washington Street extension will acquire land in the City of West Allis and result in tax base 
loss and property tax revenue loss. The only off‐interstate improvement that would require the acquisition 
of land, and tax base loss and property tax revenue loss, is the Miller Park Way/National Avenue 
intersection, located in the Village of West Milwaukee. 
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TABLE 3‐16
 

Tax‐Base Impacts and Property Tax Revenue Loss in Milwaukee County 
Segment Alternative Tax Base Loss Property Tax Revenue Loss at 2014 Rate 

At‐grade (half interchange 
at Hawley Road) $710,100 $7,600 

West 
At‐grade (no interchange at 

Hawley Road) 
$272,000 $2,900 

Washington Street $126,500 $1,400 

Local road intersections $7,700 $100 

Double Deck $1,146,100 $12,300 

East 
On‐alignment $4,754,500 $50,900 

Off‐alignment $4,667,300 $50,000 

TOTAL $5,511,600 to $5,813,400 $59,100 to $63,200 

Source: Milwaukee County Automated Mapping and Land Information System (Milwaukee County 2014) 
Note: Preferred alternative is listed in bold. 

The tax‐base loss shown in Table 3‐16 would result in 0.02 percent of the total full‐value tax base for the 
City of Milwaukee. Using current property tax rates, the property tax revenue loss would be about 0.01 
percent of property‐tax revenue for the City of Milwaukee. The preferred alternative would result in a 
property tax revenue loss of $58,500 for the City of Milwaukee. 

The Modernization Alternatives would result in an approximate tax‐base loss of $126,500, or 0.003 percent 
of the total full‐value tax base for the City of West Allis and $7,700, or 0.002 percent, for the Village of West 
Milwaukee. Using 2014 property tax rates, this would result in a property tax revenue loss of $1,400 for the 

District) property. Property tax is not paid on these properties. Thus, of the new right‐of‐way converted to 
highway right‐of‐way for this project, 30 percent of the properties pay property taxes to the City of 
Milwaukee. 

City of West Allis and $100 for the Village of West Milwaukee. Both are less than 0.001 percent of the 
property tax revenue for each respective municipality. Of the property converted to new highway right‐of‐
way for the project, roughly 70 percent would be obtained from ATC, We Energies, or Miller Park (Stadium 

The preferred alternative would advance roadway improvements in adjacent redevelopment areas. 
Enhanced access to these areas may indirectly attract new investments in the area. Planned redevelopment 
would increase local tax bases and help pay for the cost of public services that are already in place. 
Modernization Alternatives would also ease the movement of goods and access to services and employment 
opportunities near a large population base in the primary study area, which can lead to enhanced business 
operations and potentially new development opportunities. 

3.8.2.5 Effect on Community Facilities and Services 
No‐build Alternative 
The No‐build alternative would not directly affect community facilities and services. However, an increase in 
congestion would indirectly reduce the ability of a community service to effectively distribute services or a 
person’s ease in reaching community facilities. 

Modernization Alternatives 
None of the Modernization Alternatives would displace any community facility or services that provide a 
unique community function. The Modernization Alternatives would move the Mitchell Boulevard 
interchange 0.5‐mile east, which would impact access to the VA Campus and Miller Park. The Modernization 
Alternatives would also convert some Miller Park parking into freeway right‐of‐way. Section 3.7.2 provides 
detailed information about institutional and public service impacts. Under the At‐grade alternative, the 
Hawley Road interchange would either be completely removed or the ramps to and from the east would be 
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removed (preferred alternative). The Double Deck alternative would maintain full access at Hawley Road 
interchange with I‐94. 

The Hunger Task Force leaders are opposed to losing any freeway access at Hawley Road, because their 
proximity to the freeway is a key benefit of their location. Hunger Task Force leaders were also opposed to 
the Double Deck alternative with full access at Hawley Road because they felt the alternative would block 
the view of their variable message sign. The group is not a food bank, and the public does not obtain food 
from the Hunger Task Force building located along Hawley Road. The Hunger Task Force provides food free 
of charge to a network of food pantries, homeless shelters, and soup kitchens throughout Milwaukee 
County. In 2014, the Hunger Task Force delivered approximately 9.4 million pounds of food using seven 
delivery trucks that drove approximately 70,500 miles (Hunger Task Force 2014). The half interchange at 
Hawley Road would result in less direct I‐94 access to and from the east, which would increase operating 
costs (its trucks would have to drive farther to and from its building). Direct access would still be available to 
and from the westbound and eastbound access points, which are 0.5 mile from the facility. See Section 
3.7.2.6 for additional information on impacts to the Hunger Task Force. 

The VA Medical Center provides primary, secondary, and tertiary medical care in 168 acute care operating 
beds and has over 500,000 visits annually through an extensive outpatient program. Sections 3.7.1.7 and 
3.7.2.7 provide information about the VA Campus. Current access is from National Avenue on the south (just 
west of Miller Park Way), Washington Street on the west, and Zablocki Drive via Bluemound Road and the 
Mitchell Boulevard interchange with I‐94 on the north. The VA Medical Center stated that Hawley Road 
access is very important for employees and patients (Appendix D, D‐28). The VA Medical Center said that 
most ambulances that access the medical center use the Hawley Road interchange with I‐94. The 
ambulances are carrying ambulatory patients to and from the medical center; the VA Medical Center does 
not have an emergency room. 

The VA Medical Center said the half interchange option at Hawley Road would meet the VA Medical Center’s 

Interchange or the new local road interchange within the Stadium Interchange. Additionally, at the request 
of the VA, a right‐turn lane from National Avenue to Mitchell Boulevard would be constructed at the 
National Avenue and General Mitchell Boulevard/47th Street intersection as part of the Miller Park 
Way/National Avenue intersection improvements, which would improve access to the VA campus. See 
Section 3.7.2.7 for additional information on impacts to the VA Campus. 

needs, as most of the traffic to and from the medical center that uses the Hawley Road interchange is going 
to or from the west. Traffic accessing the VA Campus from the east would continue to use the Stadium 

As noted in Section 3.7, the preferred alternative has no impacts on any community centers or places of 
worship. 

3.8.2.6 Effect on Social Groups 
WisDOT developed and implemented a public involvement program to assess the project’s effect on several 
social groups including elderly, minority, low income, persons with disabilities, pedestrian and bicyclists. 
Section 3.9.3 provides a detailed review of targeted outreach to minority and/or low‐income population. 
Additionally, the I‐94 East‐West Corridor Study Environmental Justice Plan and Preliminary Analysis, 

Involvement and Agency Coordination Following Draft EIS Availability and Public Hearing, provide a broader 
overview of the community outreach program to involve agencies, stakeholders, people within a 2‐mile 
radius, and anyone interested in the project development and potential environmental consequences. 

prepared in August 2013 and contained on the CD at the back of this document, provided a plan for 
engaging the environmental justice population in the study area. Section 5, Public Involvement and Agency 
Coordination during Draft EIS Preparation and Prior to Draft EIS Availability, and Section 6, Public 

No‐build Alternative 
The No‐build alternative would not directly affect elderly or handicapped residents or any facility that serves 
or houses the elderly or handicapped. Compared with the Modernization Alternatives, the No‐build alternative 
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would have higher crash rates and congestion, but would not have an adverse impact on non‐drivers to the 
extent it would on drivers who use I‐94 and the local roadway system regularly. 

Modernization Alternatives 
Under all the Modernization Alternatives, some residential displacements may include elderly and/or 
handicapped occupants. Changing access at the Hawley Road and Mitchell Boulevard interchanges under 
the preferred alternative may change how some elderly and handicap patients access the VA Medical 
Center; however, because there are multiple access points, it would not prevent their use of the facility. 

Efficient movement of goods and services on I‐94 and the local roadway system would benefit non‐drivers 
and transit users to the same extent as other social groups. The proposed improvements would affect 
bicyclists, pedestrians, and transit users less than drivers who use I‐94 and the local roadway system 
regularly, and these users would not experience the benefits of the Modernization Alternatives retained for 
detailed study to the extent that drivers would experience benefits. 

Wisconsin State Statute 84.01(35) notes that WisDOT shall give due consideration to establishing bikeways 
and pedestrian ways in all new highway construction and reconstruction projects funded in whole or in part 
from state funds or federal funds. Section 3.3.2.6 and Table 3‐7 note where bicycle and pedestrian facilities 
exist today along the corridor and if they are part of the preferred alternative. Under the preferred 
alternative no existing bicycle or pedestrian facilities would be eliminated. Bicycle facilities would be added 
in some locations where they do not currently exist. Bicycle and pedestrian facilities will continue to be 
present on roads that cross I‐94, allowing for connections to both sides of the interstate for those without 
access to motorized transportation. 

from reduced congestion. Adding capacity to I‐94 will reduce traffic volumes on some local streets near the 
corridor, which could benefit transit routes that use those streets. Currently, when there is congestion on I‐

Transit routes and riders who use I‐94 and the local roadway system would benefit from the improved 
safety under the Modernization Alternatives. Transit routes that use I‐94 and their riders would also benefit 

94, some I‐94 traffic diverts to local roads to avoid congestion, increasing the amount of traffic on the local 
roads. The Modernization Alternatives would provide additional capacity on I‐94 resulting in less traffic 
diverting to local roads, and less congestion on local roads. The elimination of access to and from the east at 
the Hawley Road interchange from I‐94, the change in access between the 35th Street interchange and US 
41/Miller Park Way, and the removal of access from northbound Miller Park Way/US 41 to the Wisconsin 
Avenue interchange on US 41 as part of the Modernization Alternatives retained for detailed study would 
not impact any existing or planned transit routes. The bus routes on these roadways do not use the freeway 
interchanges. 

3.8.2.7 Construction Effects on Community and Neighborhood 
Construction for any of the Modernization Alternatives retained for detailed study would include removal of 
structures and roadways; construction and widening of bridges; construction of retaining walls; installing 
barriers and traffic control measures; and associated drainage improvements, earthwork, lighting, and 
paving. Impacts associated with construction activities would include temporary increases in noise, 
vibrations, fugitive dust levels, and particulate emissions; temporary changes to visual surroundings due to 
construction equipment or activities; and temporary detours or avoidance of areas. Section 3.27 provides 
additional information regarding construction impacts. 

Construction of the preferred alternative is planned to occur in phases over 4 years, and would be staged in 
segments that would reduce the likelihood of more than one neighborhood being affected for over 2 years. 
Access would be maintained to businesses, homes, and community facilities, as well as I‐94 and US 41/Miller 
Park Way through detour routes during construction phasing. Construction would not result in dividing 
community or neighborhood areas; however, there may be fluctuations in patronage to affected businesses 
due to perceived or real changes in access and construction nuisances. 
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3.8.3 Measures to Minimize and Mitigate Adverse Socioeconomic Impacts 
WisDOT and FHWA developed alternatives to minimize socioeconomic impacts and modified the 
alternatives to further reduce socioeconomic impacts based on public input. The preferred alternative 
includes the following features that minimize impacts on residences, businesses, community facilities, and 
access points: 

 The preferred alternative maintains current access points to and from I‐94 and connectivity east of the 
Stadium Interchange. 

 The On‐alignment alternative in the east segment requires less right‐of‐way acquisition than the Off‐
alignment alternative. 

 The preferred alternative replaces the Mitchell Boulevard interchange with a new local road interchange 
in the Stadium Interchange. 

 The preferred alternative provides a half interchange at Hawley Road, even though removing the 
interchange would reduce conflict points along mainline I‐94. The half interchange alternative requires 
relocating two businesses, but will maintain access to I‐94 for a number of other area businesses. 

 The Washington Street extension would mitigate the traffic impacts of partially closing the Hawley Road 
interchange by making it easier for drivers in the Hawley Road corridor to access the 68th Street/70th 

Street interchange. Connecting 70th Street to Hawley Road/60th Street via Washington Street would 
provide convenient access to and from Hawley Road from the 68th/70th Street interchange for traffic that 
would no longer be able to enter I‐94 eastbound or exit from I‐94 westbound at Hawley Road. 

WisDOT will continue to coordinate with communities during future design phases of the preferred 
alternative. Improved travel reliability and safety in the study corridor can also support local economic 
development efforts, which can help offset unavoidable impacts to the local tax base. Others section of this 
EIS, including Section 3.3, Transportation Service; Section 3.5, Residential Development; Section 3.6, 
Commercial and Industrial Development; Section 3.7, Institutional and Public Services; Section 3.10, Visual 
Character/Aesthetics; Section 3.19, Noise; and Section 3.20, Air Quality, provide information on measures 
that would minimize socioeconomic impacts. 

3.9 Environmental Justice 
This section describes the opportunities provided to the minority and/or low‐income population to actively 
participate in the planning process and evaluates whether the project would result in any disproportionately 
high and adverse effects on individuals in these populations. 

3.9.1 Environmental Justice Background 
The key legislation and policy directive behind environmental justice assessment requirements is Executive 
Order 12898, Federal Actions to Address Environmental Justice in Minority Populations and Low‐Income 
Populations, issued by President Clinton in 1994. 

Presidential Executive Order on Environmental Justice 12898 directs federal agencies to take appropriate 
and necessary steps to identify and address disproportionately high and adverse effects of federal projects 
on the health or environment of minority populations and/or low‐income populations to the greatest extent 
practicable by law. The Executive Order states that, to the extent practicable and permitted by law, neither 
minority populations nor low‐income populations may receive disproportionately high and adverse impacts as a 
result of a proposed project. The order requires that representatives of any low‐income population or minority 
population that could be affected by the project be given the opportunity to be included in the impact 
assessment and public involvement process. 

In response to Executive Order 12898, the U.S. Department of Transportation (DOT) issued the Order to 
Address Environmental Justice in Minority Populations and Low‐Income Populations (DOT Order 5610.2(a); 
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updated May 2012), which sets forth the DOT policy to 
consider environmental justice principles in all (DOT) 
programs, policies, and activities. It describes how the 
objectives of environmental justice will be integrated into 
planning and programming, rulemaking, and policy 
formulation. The DOT Order 5610.2(a) notes that 
environmental justice discussion in environmental 
documents should include the following: 

 Identification of existing minority populations and low
income populations (Section 3.9.2).	 

‐

 Description of how outreach opportunities were 
provided and the results from coordination with the 
environmental justice populations, as well as their
 
access to information and participation in the outreach
 
events (Section 3.9.3).
 

	 Identification of disproportionately high and adverse 
effects (if applicable) on environmental justice 
populations (Section 3.9.4). 

FHWA Order 6640.23A, Actions to Address Environmental 
Justice in Minority Populations and Low‐Income 
Populations, issued in 2012,13 requires WisDOT and FHWA 
to conduct an environmental justice analysis (FHWA 
2012a). WisDOT and FHWA completed an environmental 
justice analysis for this project to determine whether the 
proposed project has the potential to incur 
disproportionately high and adverse effects14 upon minority 
populations or low‐income populations (see inset). For any 
high and adverse effects found to be borne 
disproportionately by low‐income and minority populations, 
the analysis examines mitigation measures, offsetting 
benefits, and impacts of other system elements in accordance with FHWA Order 6640.23A (as well as DOT 
Order 5610.2(a). 

Environmental Justice Population 

Minority Persons: 

 Black—a person having origins in any of the 
black racial groups of Africa 

 Hispanic—a person of Mexican, Puerto 
Rican, Cuban, Central or South American, or 
other Spanish culture or origin, regardless 
of race 

 Asian American—a person having origins in 
any of the original peoples of the Far East, 
Southeast Asia, or the Indian subcontinent 

 American Indian and Alaskan Native—a 
person having origins in any of the original 
people of North America, South America 
(including Central America), and who 
maintains cultural identification through 
tribal affiliation or community recognition 

 Native Hawaiian and Other Pacific 
Islander—a person having origins in any of 
the original peoples of Hawaii, Guam, 
Samoa, or other Pacific Islands 

Low‐Income Persons: 

Persons whose median household income is at 
or below the Department of Health and Human 
Services poverty guidelines 

(per DOT Order 5610.2(a), and FHWA Order 
6640.23A) 

WisDOT and FHWA determined the impacts of this project on the general population and natural resources, 
and then assessed whether the impacts could be disproportionately borne by low‐income populations or 
minority populations. The following impact categories were identified as potentially having an impact on the 
general population, as well as low‐income populations and/or minority populations in the I‐94 East‐West 
Corridor (see Section 3.9.4 for additional information): 

 Freeway access change 
 Residential development 
 Commercial and industrial development 

13 FHWA Order 6640.23A cancels FHWA Order 6640.23, which was issued in 1998. 

14 Adverse effects are defined in FHWA Order 6640.23A as the totality of significant individual or cumulative human health or environmental effects, 
including interrelated social and economic effects, which may include, but are not limited to: bodily impairment, infirmity, illness or death; air, noise, and 
water pollution and soil contamination; destruction or disruption of human‐made or natural resources; destruction or diminution of aesthetic values; 
destruction or disruption of community cohesion or a community's economic vitality; destruction or disruption of the availability of public and private 
facilities and services; vibration; adverse employment effects; displacement of persons, businesses, farms, or nonprofit organizations; increased traffic 
congestion, isolation, exclusion or separation of minority or low‐income individuals within a given community or from the broader community; and the 
denial of, reduction in, or significant delay in the receipt of, benefits of FHWA programs, policies, or activities. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

 Institutional and public services 
 Noise 
 Construction 
 Indirect and cumulative effects 

The benefits of a proposed transportation project may be taken into account when determining whether 
any disproportionately high and adverse effects on minority and/or low‐income populations would occur. 
The I‐94 East‐West Corridor project would provide a number of benefits, including reduced congestion, 
improved safety, improved local circulation, and economic benefits. Improvements to I‐94 would benefit 
those living in and doing business in the study area. It is the project purpose to improve safety and reduce 
congestion along I‐94, part of the project’s purpose and need, will make it more convenient which benefits 
people coming to the study area and local residents that use I‐94 to access opportunities both within and 
outside the I‐94 East‐West Corridor. Section 3.9.5 provides additional information regarding the project 
benefits. 

The I‐94 East‐West Corridor Study Environmental Justice Plan and Preliminary Analysis was prepared in 
August 2013 and is contained on CD at the end of this document. The plan was created at the beginning of 
the study and was incorporated into the project at the earliest stages. The I‐94 East‐West Corridor Study 
Environmental Justice Plan and Preliminary Analysis reflects WisDOT’s interest in environmental justice for 
all stakeholders affected by, or interested in, the planning and implementation of the I‐94 East‐West 
Corridor study. The document provides existing demographic information present in the I‐94 East‐West 
Corridor study area, along with a plan for assessing environmental justice data and impacts, and a plan for 
engaging environmental justice populations in the study area. The I‐94 East‐West Corridor Study 
Environmental Justice Plan and Preliminary Analysis identified a set of goals, recommended target 
audiences, and proposed deliverables. The plan also defined criteria to identify and communicate with 
minority and/or low‐income persons located within the study area, as well as strategies to assess and 
mitigate potential impacts to those populations. 

3.9.2	 Identification of Existing Minority 
Populations and Low-income 
Populations 

To determine the presence of minority populations 
and low‐income populations in the I‐94 East‐West 
Corridor study area, WisDOT used census tract, block 
group, and block data, supplemented by the study 

The study area is defined as an area where it is 
reasonable to assume that motorists would 
choose to take I‐94 as their preferred route if 
traveling in to or out of the area (route 
tendency corridor). The area is generally 
located within 2 miles on either side of I‐94 
(Exhibit 3‐21). 

team’s extensive public involvement program and other relevant data sources. Section 3.8, Socioeconomic 
Characteristics, provides demographic information on the population in the corridor, including identification 
of ethnicity, age, mobility status, and income levels of the population. Additionally, the I‐94 East‐West 
Corridor Environmental Justice Plan and Preliminary Analysis provides additional demographic data related 
to environmental justice populations. 

The I‐94 East‐West Corridor is located within the City of Milwaukee and adjacent to the cities of Wauwatosa 
and West Allis and the Village of West Milwaukee. WisDOT identified the minority and/or low‐income 
populations at the following scales to understand the impacts that potentially could be felt by the 
communities located adjacent to the freeway system: 

1. A study area (route tendency corridor) that reflects the area within which a motorists would choose to 
take I‐94 as their preferred route if traveling in to or out of the area (at a certain distance from I‐94 on 
each crossroad, a driver will choose another freeway or major arterial for their trip rather than I‐94). The 
area is generally located within 2 miles on either side of I‐94 (Exhibit 3‐21). 

2. Within a 1‐mile corridor of the freeway centerline. This area reflects the neighborhoods most influenced 
by traffic along I‐94. 
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3. Within a 0.5‐mile corridor of the freeway centerline. 

4. Within a 1,000‐foot corridor of the freeway centerline. 

5. City of Milwaukee and City of West Allis. 

The analysis finds that populations within 0.5 mile and 1,000 feet of the corridor are most likely to 
experience direct and/or indirect effects given the proximity to the construction and operation of the 
freeway. Within the 1,000 foot corridor, residences and business would experience the highest degree of 
direct impacts from the project, including potential property acquisition relocation, noise and nuisances 
associated with construction activities. Those beyond these distances receive the benefits of the project, 
with less of the direct or indirect impacts of the I‐94 East‐West Corridor project. 

The City of Milwaukee serves as a good comparison to the I‐94 East‐West Corridor study area because the 
entire project corridor is located within the City of Milwaukee and has a similar level of urban land use. The 
City of West Allis is also used as a comparative measure because the City of West Allis has stated concerns 
about impacts to environmental justice populations in their community as a result of this project. 

The demographic information in the following subsections describes the minority and/or low‐income 
populations found in the study area. The census data show that higher percentages of both minority and/or 
low‐income populations are concentrated east of the Stadium Interchange and north of I‐94 (Exhibits 3‐24 
and 3‐25). 

3.9.2.1 Minority Populations 
Within the study area, 1‐mile corridor, 0.5‐mile corridor, and 1,000‐foot corridor of I‐94, minorities 
composed 47.4 percent, 42.5 percent, 38.5 percent, and 36.5 percent of the population in 2010, respectively 
(Table 3‐17). The percentage of minority residents in these corridors is less than the City of Milwaukee as a 
whole (55.2 percent). The corridors with the smaller radii (those centered closer to I‐94) contain a lesser 
percentage of minority population than areas farther away from I‐94. 

Table 3‐11 in Section 3.8, Socioeconomic Characteristics, shows the minority population numbers in the I‐94 
East‐West Corridor in both 2000 and 
2010. The study‐area minority population 
grew 5.4 percent between TABLE 3‐17 

I‐94 East‐West Corridor Minority Population 2010 
2000 and 2010. Within study area 
communities, minority populations 
experienced different levels of growth 

Location 
2010 Total 
Population 

2010 Minority 
Population 

2010 Percent of 
Total Population 

from 10.0 percent in the City of City of Milwaukee 594,744 328,474 55.2% 

Milwaukee (55.2 percent total minority 
population) to 119.3 percent in the City of 

West Allis 60,411 8,015 13.3% 

West Allis (13.3 percent total minority Study Area 121,173 57,451 47.4% 

population). Exhibit 3‐24 shows the areas 
where minorities make up the greatest 
percent of the total population along the 

1‐mile corridor 

0.5‐mile corridor 

20,670 

8,910 

8,778 

3,432 

42.5% 

38.5% 

corridor. These areas are generally 1,000‐foot corridor 3,565 1,303 36.5% 
located east of the Stadium Interchange 
and north of I‐94. The east segment of the 

See Table 3‐11 for study area minority population in 2000. 
Source: U.S. Census Bureau Census 2010 

I‐94 East‐West Corridor contains a greater 
percentage of minority residents than the west segment. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

In the study area in 2010, 26.9 percent of the population is Hispanic or Latino15 of any race, while 24.6 
percent of the population is African American. The Hispanic or Latino population is generally located south 
of I‐94, east of the Stadium Interchange, and the African American population is generally located north of I‐
94 and east of the Stadium interchange. The African American population percentage in the study area is 
less than in the City of Milwaukee (40.0 percent); while the percentage of Hispanic or Latino population in 
the study area is greater than that of the percentage in the City of Milwaukee (173.3 percent). In the City of 
Milwaukee, the largest minority population is African American at 40.0 percent (Table 3‐18). This 
information shows that the I‐94 East‐West Corridor study area is inhabited by a greater percentage of 
Hispanics or Latinos than the City of Milwaukee as a whole and by a lower percentage of African Americans 
than the City of Milwaukee. While African Americans are the largest minority group in the City of 
Milwaukee, Hispanics or Latinos are the largest minority group in the I‐94 East‐West Corridor study area. 

TABLE 3‐18 
Population by Race/Ethnicity, 2010 

Area White 

Black or 
African 
American 

American 
Indian and 
Alaska 
Native Asian 

Native 
Hawaiian and 
Other Pacific 
Islander 

Some 
Other 
Racea 

Two or 
More 
Races 

Hispanic 
or Latino 
(of any 
Race) 

Total 
Populationb 

City of Milwaukee 
266,270 
(44.8%) 

237,761 
(40.0%) 

4,692 
(0.8%) 

20,847 
(3.5%) 

241 
(<0.1%) 

44,647 
(7.5%) 

20,286 
(3.4%) 

102,985 
(17.3%) 

594,833 

City of West Allis 
52,396 
(86.7%) 

2,199 
(3.6%) 

648 
(1.1%) 

1,231 
(2.0%) 

19 
(<0.1%) 

2,155 
(3.6%) 

1,763 
(2.9%) 

5,770 
(9.6%) 

60,411 

Study Area 
63,722 
(52.6%) 

29,852 
(24.6%) 

1,335 
(1.1%) 

5,850 
(4.8%) 

53 
(<0.1%) 

15,447 
(12.8%) 

4,914 
(4.1%) 

32,593 
(26.9%) 

121,173 

1‐mile corridor 
11,892 
(57.5%) 

5,844 
(28.3%) 

223 
(1.1%) 

702 
(3.4%) 

13 
(0.1%) 

1,156 
(5.6%) 

840 
(4.1%) 

2,655 
(12.8%) 

20,670 

0.5‐mile corridor 
5,478 
(61.5%) 

1,952 
(21.9%) 

90 
(1.0%) 

383 
(4.3%) 

4 
(<0.1%) 

571 
(6.4%) 

432 
(4.9%) 

1,327 
(14.9%) 

8,910 

1,000‐foot corridor 
2,262 
(63.4%) 

736 
(20.6%) 

44 
(1.2%) 

167 
(4.7%) 

2 
(0.1%) 

210 
(5.9%) 

144 
(4.0%) 

498 
(14.0%) 

3,565 

TABLE 3‐193.9.2.2 Low-income Populations 
Mean Household Income (2007–2011) 

Household income affects how persons can absorb 
changes to their environment; lower the income, the 

City of Milwaukee $47,445 

Community Mean Household Income 

higher likelihood that a change in services or accessibility 
West Allis $52,975

may result in a hardship; conversely, lower income persons 
Study Area $42,848may receive more benefit from increased accessibility than 

others with more resources available. Based on U.S. 1‐mile Corridor $43,592 

0.5‐mile Corridor $34,791Census Bureau data from the 2007–2011 ACS 5‐year 
1,000‐foot Corridor $41,933Estimates, the mean household income in the study area 

Milwaukee and City of West Allis. However, the incomes in 

Source: U.S. Census Bureau, 2007–2011 ACS 5‐Year was lower than the mean household income for the City of 
Estimates 
Note: Changes in the income levels for the Draft EIS 

the 0.5‐mile and 1,000 foot corridors were lower than the 
study area. (Table 3‐19). In addition, Table 3‐20 records 

were due to using median income in the Draft EIS as 
opposed to mean income. 

the median incomes for each Block Group nearest the I‐94 

15 Population by race was taken from data indicating race alone or in combination with other races. These data came from the 2010 U.S. Census 
Data Table P9 from SF1 entitled Hispanic or Latino, and Not Hispanic or Latino: Total Population by Race. As a result of these categories not being 
mutually exclusive, the population obtained by summing all of the racial categories may exceed the total population for any given area. It should also 
be noted that “Hispanic or Latino” is an ethnic group and not a race category, and is expressed separately from race in the data. Thus, Hispanic or 
Latino persons are also White, Black, etc., in addition to being Hispanic or Latino. Total minority population was calculated as the sum of all non‐
white race groups, plus Hispanics or Latinos indicating their race as “White.” 
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project to help provide a spatial relationship on where low‐income populations reside in the areas 
immediately adjacent to I‐94. The low‐income populations generally reside on the far eastern portion of the 
project limits, north of I‐94. 

TABLE 3‐20 
Median Household Income In Census Block Group Nearest to I‐94 

Location of Block Group Median Household Income 

West Segment 

North of I‐94 between 68th Street and Hawley Road $42,200 ‐ $48,000* 

South of I‐94 between 68th Street and Hawley Road $37,000‐ $48,200* 

North of I‐94 between Hawley Road and Stadium Interchange 
(Story Hill) 

$82,700 

East Segment 

North of I‐94 between Stadium Interchange and 35th Street $29,600 

North of I‐94 between 35th Street and 27th Street $24,600 

North of I‐94 between 27th Street and 16th Street $10,000 to $16,100a 

Source: U.S. Census Bureau Census 2010 
a The range indicates that more than one census block represents this portion of the study area, so both low and top 
range of median household income are presented. 

Section 3.8.1.3 provides a detailed explanation of how the poverty level is determined. According to the U.S. 
Census Bureau, the percentage of population living in poverty is greater in the study area (31 percent , and 
0.5‐half‐mile corridor (30 percent) than it is in the City of Milwaukee (26 percent) and West Allis (12 
percent). The percentage of population living in poverty in the 1,000‐foot corridor (25 percent) is greater 
than West Allis, but is less than the City of Milwaukee. Exhibit 3‐25 shows the areas where poverty rates are 
greatest along the corridor. These areas are generally located east of the Stadium Interchange and north of 
I‐94. The east segment of the I‐94 East‐West Corridor tends to contain a greater percentage of low‐income 
residents than the west segment. 

3.9.2.3 Identification of Minority-owned Businesses and Disadvantaged Business 
Enterprises 

Of the roughly 30 businesses identified within areas potentially affected by I‐94 improvements, there are at 
least five known minority‐owned businesses adjacent to I‐94. These five businesses are: Monreal’s Encore 
Gentlemen’s Club, TJ’s on 35th, St. Paul Veterinary Clinic, BP Pantry 41 gas station, and INTEC. None of these 
businesses provide services that cannot be obtained elsewhere near the corridor, nor do they provide goods 
and services that are unique to an ethnic group, such as an ethnic grocery store or store that serves as a 
community gathering spot. Non‐minority‐owned businesses in the corridor also do not provide services that 
cannot be obtained elsewhere near the corridor, but they may provide employment opportunities to minority 
and/or low‐income workers. Section 3.9.4.2 provides detailed information on the potential business locations. 

3.9.3 Coordination with and Participation of Minority Populations and Low-
income Populations 

As part of public outreach for the I‐94 project, WisDOT provided engagement opportunities for minority 
and/or low‐income populations early and often in the planning and development process. Executive Order 
12898, DOT Order 5610.2(a), and Executive Order 1316616 require agencies to provide full and fair 
opportunities for minority and/or low‐income populations to engage in the public participation process. 
Sections 5 and 6 of this EIS describe the public involvement process developed by WisDOT to disseminate 

16 Executive Order 13166 was signed by President Clinton on August 11, 2000, and requires federal agencies (such as FHWA) to examine the 
services they provide, identify any need for services to those with limited English proficiency, and develop and implement a system to provide those 
services so those with limited English proficiency can have meaningful access to them. 
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information on the project and to obtain public input, and the I‐94 East‐West Corridor Study Environmental 
Justice Plan and Preliminary Analysis, contained on the CD at the end of the document, provided a plan for 
engaging environmental justice populations in the study area. WisDOT’s public involvement plan for the I‐94 
East‐West Corridor study (contained on the CD at the end of the document) is designed to seek input from a 
broad range of stakeholders. It is intended to help ensure that the alternative identified at the conclusion of 
the EIS process reflects, to the extent practicable, the views of those who use I‐94 and its interchanges, 
adjacent neighborhoods and businesses, local officials, and other interest groups. The public involvement 
process was open to all residents and population groups in the study area with targeted outreach efforts to 
specifically attract input from persons of low‐income and/or minority status. 

3.9.3.1 Targeted Stakeholder Outreach 
Targeted stakeholder outreach events increased awareness about the I‐94 project and provide opportunities 
for all populations, including minority and/or low‐income populations, to be involved in the decision‐making 
process. Targeted outreach included stakeholder interviews, holding quarterly Community Advisory 
Committee (CAC) meetings, conducting door‐to‐door outreach to those nearest to the project limits, holding 
focus meetings with tribes, special interest groups meetings, and public meetings and public hearings. While 
these efforts included a broad range of representatives (which is described in Chapters 5 and 6 of this EIS), 
the following paragraphs describe how these efforts included targeted outreach to representatives of 
minority and/or low‐income populations. 

At the beginning of the project development process, WisDOT conducted stakeholder interviews with local 
community organizations, local jurisdictions, and social service providers that serve the minority and/or low‐
income populations in the study area. These groups included the African American Chamber of Commerce, 
Hispanic Chamber of Commerce, Hunger Task Force, Milwaukee Urban League, The Business Council, 
16th Street Community Health Center, Cesar Chavez BID, UWM Children’s Environmental Health Sciences 
Core Center, Potawatomi Hotel and Casino, Milwaukee Latino Health Coalition, Centro Hispano of 
Milwaukee, and the City of Milwaukee. Meetings with the groups led to the project team setting up 
meetings with additional community groups, as suggested by groups in the initial meetings. 

Communication efforts included grassroots outreach through community‐based organizations, one‐on‐one 
communication, and small group meetings. Through these efforts, the outreach team found that Marquette 
University High School was a centrally located venue for large portions of the minority and/or low‐income 
populations, the location was accessible by MCTS routes, the building was Americans with Disabilities Act 
(ADA)‐compliant, and the location has ample parking. Based on this information, with the exception of the 
first series of public involvement meetings, Marquette University High School served as a venue for all 
subsequent public involvement meetings and the public hearing. For public convenience, all public 
involvement meetings and the public hearings were held at two locations in the project corridor, one on the 
west side of the Stadium Interchange and one on the east side, which has consistently been at Marquette 
University High School. 

WisDOT also conducted a public meeting, co‐sponsored with the Milwaukee Urban League, in November 
2014, about one month prior to the public hearings. The meeting was held at the WDNR Southeast Region 
headquarters on North Avenue and Dr. Martin Luther King Jr. Drive. Prior to this meeting, WisDOT paid for 
radio advertisements providing details on the meeting. WisDOT gave a presentation on the project’s limits, 
purpose and need, schedule, alternatives considered, and the upcoming public hearings. The presentation 
was followed by questions/comments from attendees. 

In addition to the public involvement meetings, the study team participated in several neighborhood 
meetings and other meetings to inform interested people about the I‐94 East‐West Corridor study and listen 
to and respond to any concerns or issues about the project. As a result of some of these meetings, WisDOT 
learned of other community groups they should meet with regarding the project, and subsequently met 
with these groups. Special meetings were arranged to discuss specific project impacts with affected business 
owners and groups such as the Hunger Task Force, WISPIRG, 1,000 Friends of Wisconsin, and the Sierra Club. 
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The main themes WisDOT heard during the meetings were concerns about reducing freeway reconstruction 
costs, maintaining access to I‐94, and improving transit. Sections 5.1.6 and 6.5.3 include a summary of 
outreach activities to groups that represent minority and/or low‐income populations. 

Other key input received included validating that Spanish was the most common second language among 
minority groups in the study area, determining which newspapers and community newsletters would reach 
the large number of minority and/or low‐income populations, and which community leaders should be kept 
informed to disseminate project updates and encourage participation. The project website provides a link to 
Spanish‐translated project information, including directions on how to contact Spanish‐speaking staff. 

The CAC assisted the study team in identifying and understanding project purpose and need issues, 
developing and evaluating alternatives, evaluating impacts, and sharing project information with other 
community interests. Members of community groups and representatives from each of the adjoining 
neighborhoods representing minority or low‐income populations were specifically invited to participate in 
the CAC meetings (see Section 5.1.1 for more information regarding the CAC). These CAC members were 
charged with representing their community, as well as distributing information to their community 
members. The members discussed conceptual ideas, as well as impacts, such as safety and snow removal, 
property acquisition, noise, visual impacts, and methods of public outreach. 

Additionally, members of minority community groups were invited and participated in the Indirect and 
Cumulative Effects focus group meeting conducted in June 2013. The meeting included leaders that 
represent both minority and/or low‐income populations, specifically, leaders from the African American 
Chamber of Commerce, Wisconsin Housing and Economic Development Authority (WHEDA), Layton 
Boulevard West Neighbors, Village of West Milwaukee, City of Milwaukee, and Potawatomi Bingo Casino. 

In July 2012, August 2012, May 2013, June 2013, and May 2015, WisDOT contacted Native American tribal 
chairs or tribal historic preservation officers to inform and update them about the project and provide them 
an opportunity to comment on the project. WisDOT contacted tribal leaders from the following tribes: 

 Bad River Band of Lake Superior Chippewa Indians of Wisconsin 
 Forest County Potawatomi Community of Wisconsin 
 Ho‐Chunk Nation 
 Lac Vieux Desert Band of Lake Superior Chippewa Indians 
 Menominee Indian Tribe of Wisconsin 
 Prairie Band Potawatomi Nation 
 Red Cliff Band of Lake Superior Chippewa Indians of Wisconsin 
 Sac and Fox Nation of Missouri in Kansas and Nebraska 
 Sac and Fox Nation of Oklahoma 
 Sac and Fox of the Mississippi in Iowa 
 Sokaogon Chippewa Community 

The Red Cliff Band of Lake Superior Chippewa Indians of Wisconsin expressed that they have no interest in 
the I‐94 project and the Forest County Potawatomi Community of Wisconsin historic preservation office 
commented on potential impacts to cemetery lands. They expressed that cemeteries in the corridor were 
once occupied by the Potawatomi ancestors and, therefore, land disturbance would concern the 
Potawatomi tribe. While only two tribes provided comments, WisDOT continued to organize opportunities 
to receive input. In October 2012 and April 2013, WisDOT attended meetings with tribal historic 
preservation officers to provide updates on the I‐94 project. 

Once the alternatives retained for detailed study were identified and potential property impacts were 
preliminarily determined, WisDOT conducted door‐to‐door visits targeted on those living closest to where 
property owners (both residential and businesses) may be affected. A total of 54 properties were visited, 
called, and, when direct access was unsuccessful, the team mailed certified letters to reach the property 
owners and resident. These efforts did reveal that five of the potentially affected businesses are minority‐
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owned. It also provided property owners direct, one‐on‐one opportunity to discuss how WisDOT and FHWA 
conduct property acquisition through the Uniform Relocation Assistance and Real Property Acquisition 
Policies Act of 1970, as amended [Uniform Act]. Additional meetings took place with the five minority‐owned 
businesses in July and August 2015 to provide an update on project status and obtain information on 
employees and customers. 

3.9.3.2 Public Meetings and Public Hearings 
In addition to the efforts and initiatives described in Sections 5 and 6 of this EIS, WisDOT specifically and 
proactively engaged the minority community to ensure meaningful opportunities for their participation in 
the decision‐making process. All of the public involvement meetings were announced through newsletters 
sent to local officials, elected officials, neighborhood associations, business interests, adjacent property 
owners, state and federal agencies, Native American Tribes, and other interests and stakeholders. 
Notifications were mailed to all residents and property owners within approximately 1 mile of I‐94 and to 
anyone who expressed an interest in the project. Notifications were also translated into Spanish and mailed 
to neighborhoods with a high presence of Spanish‐speaking residents, such as the Layton Boulevard West 
neighborhoods. Newsletters were also dropped off at libraries, city halls, and courthouses in the study area. 
The meetings were advertised in local newspapers (Milwaukee Journal Sentinel, Waukesha Freeman, 
Community NOW, Community Journal [an African‐American newspaper], Milwaukee Courier [an African‐
American newspaper], Milwaukee Times [an African‐American newspaper], Spanish Journal [a Spanish‐
English bilingual newspaper], and El Conquistador [a Spanish language newspaper]) and through local radio 
and television announcements. Meeting notices and other information were posted in both English and 
Spanish on the project website and translators were made available at the public involvement meetings. 

WisDOT made public involvement meetings accessible to residents living on both the east and west ends of 
the project area. For public convenience, all public involvement meetings and the public hearings were held 
at two locations in the project corridor, one on the west side of the Stadium Interchange and one on the 
east side. After the first public meeting, the project team identified a more convenient meeting location for 
higher concentrations of minority and/or low‐income populations and accessible by transit. Based on local 
recommendations, Marquette University High School, located at the intersection of 35th Street and 
Wisconsin Avenue, served as the east segment venue for all the subsequent public involvement meetings 
and the public hearing. This location was selected based on a recommendation from Merrill Park 
Neighborhood Association and because the surrounding Merrill Park neighborhood contains a high 
percentage of minority and/or low‐income residents. According to 2010 Census data, the four census tracts 
closest to Marquette University High School have between 29 and 61 percent of residents living in poverty, 
and the minority population percentage of those four tracts combined is 83 percent. WisDOT selected the 
location with the intent of making it convenient for minority and/or low‐income residents. Based on study 
team observation, the meetings at Marquette University High School attracted a higher number of minority 
residents. 

Section 5.1.2 of this Final EIS summarizes the series of public involvement meetings conducted prior to the 
release of the Draft EIS. The public involvement meetings were conducted to receive input throughout the 
development of the project and environmental analysis. Section 6.1 provides a summary of the public 
hearing for the project. The meetings were well‐attended by minority populations. 

3.9.3.3	 Input on Modernization Alternatives Based on Environmental Justice Population 
Comments 

Through the outreach to and interaction with environmental justice populations, several project alternatives 
or enhancements to existing alternatives were suggested. The project team evaluated these alternatives and 
incorporated in to the Modernization Alternatives where reasonable from a cost and impact standpoint. 

Early in the study the project team heard from several neighborhood organizations about the importance of 
maintaining existing access along I‐94, particularly the 35th Street and 25th/26th/28th Street interchanges. 
Groups such as Layton Boulevard West Neighbors, Merrill Park Neighborhood Association, Clarke Square 
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Council, and Bluemound Heights Neighborhood Group desired to maintain existing freeway access. Similar 
comments were heard at project information meetings. Based on the support for maintaining these 
interchanges, the 35th Street and 25th/26th/28th Street interchanges remained as part of the Modernization 
Alternatives retained for detailed study and eventually, the preferred alternative. 

Representatives from the Clarke Square Council, Hispanic Chamber of Commerce, and Cesar E. Chavez Drive 
Business Improvement District requested that an interchange at 16th Street and I‐94 be constructed. The 
study team reviewed this request but determined that the close proximity to the 13th Street interchange and 
the 25th/26th/28th Street interchange, along with the system ramps associated with the Marquette 
Interchange immediately to the east of 16th Street, would make this ramp difficult and cost‐prohibitive to 
construct. This interchange was not included as part of the Modernization Alternatives retained for detailed 
study. 

The inclusion of transit as part of the Modernization Alternatives or a specific transit alternative was also 
requested by environmental justice groups. Section 2.5.3 and the text box in that section explains how 
transit as a stand‐alone alternative would not meet the project’s purpose and need, and was eliminated 
from consideration as a stand‐alone alternative. However, none of the Modernization Alternatives would 
preclude bus transit service, as shown in SEWRPC’s A Regional Transportation System Plan for Southeastern 
Wisconsin: 2035. No MCTS routes or inter‐county bus service will be directly impacted by the Modernization 
Alternatives. All of the routes could continue to provide service along their existing routes. The improved 
level of service and safety on I‐94 will benefit buses using I‐94. Local arterial street traffic volumes may be 
lower under the Modernization Alternatives because some trips along arterials may shift to I‐94, which may 
improve bus transit service. 

Additionally, WisDOT is currently assisting other entities to ensure implementation of transit in the 
Milwaukee area. WisDOT provides a subsidy for the Amtrak Hiawatha train route between Milwaukee and 
Chicago and is upgrading the train shed at the Milwaukee Intermodal Station. Additionally, WisDOT has 
committed to financially participate in the planning process of Milwaukee County’s BRT study connecting 
downtown Milwaukee with the Milwaukee Regional Medical Center. In addition, WisDOT has committed to 
using traffic mitigation funding before and during construction of the I‐94 East‐West Corridor to invest in 
local intersection infrastructure. The intent of this investment is to incrementally implement BRT so that a 
sustainable BRT system is developed and available as a transportation option during I‐94 construction. 

3.9.4	 Identification of Disproportionately High and Adverse Effects on 
Environmental Justice Populations 

The project purpose and need explains why the project is needed and how the current condition (congestion 
and unsafe conditions) will worsen under the No‐build alternative. These conditions affect every user. For 
the Modernization Alternatives, the beneficial and adverse impacts on the overall population, including the 
minority and/or low‐income populations, have been analyzed in Sections 3.1 through 3.29 of this EIS. The 
potential impacts that may affect environmental justice populations are summarized in this section. 

Before reviewing the analyses of the proposed Modernization Alternatives, the project team worked in a 
multi‐disciplinary fashion to avoid and minimize impacts to the extent possible. The preferred alternative 
poses the best efforts to balance project purpose and need with the least impact on the social, economic, 
and environmental resources, while taking in to account public comments, including those mentioned in 
Section 3.9.3. Alternatives were designed to stay within the existing right‐of‐way as much as possible to 
minimize the impact on all resources adjacent to I‐94. 

Project development included many avoidance and minimization efforts. Most notably, as discussed in 
Section 2, AASHTO and FHWA guidance generally calls for level of service C for new construction and 
reconstruction projects on the NHS in order to meet FHWA requirements to adequately serve the existing 
and planned future traffic (23 CFR 625.2(a)(1)). To minimize the extent to which I‐94 would be widened, 
level of service D was considered to minimize impacts. In urban areas like Milwaukee County, the potential 
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impacts necessary to achieve level of service C would be extensive and costly. FHWA agreed that level of 
service D is appropriate for this project. In consideration of the tight urban corridor in which the project is 
located and frequent occurrences of major event traffic (for example, baseball games), WisDOT and FHWA 
agreed to analyze level of service calculations on the 200th highest hour of traffic in a year, rather than the 
usual 30th highest hour of traffic in a year.17 The minimization efforts allowed the design team to narrow 
shoulders and reduce some elements of the interchange designs to minimize construction footprint and 
property acquisition. In addition, WisDOT has modified some standard safety design parameters, such as 
reduced weave length between interchanges to maintain maximum access within the project while 
improving safety to the greatest extent possible. This allows for a balance of improving safety along I‐94 but 
continuing to provide access that benefits residents and businesses in the study area, including minority and 
low income populations. 

Appendix G summarizes the impacts for each resource analyzed for the alternatives retained for detailed 
study for the I‐94 East‐West Corridor project, as well as any mitigation that would reduce or eliminate the 
impacts. Table 3‐21 is abbreviated to show only the preferred alternative to focus attention on the most 
likely impacts. 

As noted in Table 3‐21, where there is a potential for adverse impacts, even short‐term, a more detailed 
review follows to demonstrate specifically where and whom would likely be affected and to help assess if there 
is a disproportionately high and adverse effect on a minority or low‐income population. The analysis that 
follows provides a review of whether the adverse impact is predominantly borne by such population or is 
appreciably more severe or greater in magnitude on the minority and/or low‐income population than the 
adverse impact suffered by the non‐minority or non‐low income population. 

17 The level of service and design hour volume guidance for this project was documented in the DHV and LOS for the I‐94 East‐West Stadium 
Interchange Study technical memorandum in September 2012. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

TABLE 3‐21 
Summary of Potential Impacts and Mitigation for I‐94 Preferred Alternative 

Analysis 
Element 

Preferred Alternative Impact (At grade 
Alternative with Half interchange at Hawley 

Road/On alignment Alternative) Mitigation Measures Adverse Impacts to be Reviewed Further 

Land Use and 
Land Use 
Planning 

Conforms to local and regional plans. 

Converts 73 acres of land to new right‐of‐way 
(13 acres are for Washington Street extension 
and local intersection improvements and 4 acres 
for replacement substation location). 

Property acquisition would be fairly compensated for 
residences; Compensation per Uniform Relocation Assistance 
and Real Property Acquisition Policies Act of 1970, as 
amended [Uniform Act]. 

Highway Traffic 
and Operational 
Characteristics 

Improves I‐94 traffic operations to acceptable 
level of service D or better in project’s design 
year (2040). 

Half interchange at Hawley Road diverts some 
traffic to parallel local routes. 

As part of the preferred alternative in the west segment, 
WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially 
closing the Hawley Road interchange. These improvements 
are extending Washington Street to make it easier for 
drivers in the Hawley Road corridor to access the 68th 

Street/70th Street interchange and improvements at three 
local road intersections to improve local road operations 
under the partial closure of the Hawley Road interchange. 

Improvements to local road intersections include traffic 
signals, restriping lane configuration, and addition of turn 
lanes at Miller Park Way/National Avenue intersection. 

Section 3.3.3 provides more information. 

Freeway Access 
Change 

Hawley Road interchange: Under Preferred 
Alternative there would be no I‐94 access at 
Hawley Road to and from the east. This 
eliminates one access point to residences and 
businesses in the area. 

Mitchell Boulevard interchange: Replaced by 
new local road interchange under the Stadium 
interchange. 

Wisconsin Avenue from US 41: No access 
between northbound US 41/Miller Park Way 
and Wisconsin Avenue. 

The extension of Washington Street makes it easier for 
drivers in the Hawley Road corridor to access the 68th 

Street/70th Street interchange to access I‐94. Section 3.3.3 
provides more information. 

There are adequate alternative routes and interchanges 
that provide access to these residences and business along 
Hawley Road. 

The preferred alternative provides a half interchange at 
Hawley Road where the At‐grade alternative with no 
Hawley Road interchange provided no access at Hawley 
Road. 

No Access to/from 35th Street and US 41/Miller 
Park Way. 

Mitchell Boulevard access is replaced by a new local road 
interchange 0.4 mile to the east. 

No adverse impacts of converting land to 
transportation use; no additional analysis is 
warranted. 

Beneficial impacts; no adverse impacts; no 
additional analysis is warranted. 

Short‐term adverse impacts at Hawley Road for 
some businesses and services. High and adverse 
effects not disproportionately borne by minority 
and/or low‐income population. For additional 
analysis of potential impacts to environmental 
justice populations, see Section 3.9.4.1. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐21 
Summary of Potential Impacts and Mitigation for I‐94 Preferred Alternative 

Analysis 
Element 

Preferred Alternative Impact (At grade 
Alternative with Half interchange at Hawley 

Road/On alignment Alternative) Mitigation Measures Adverse Impacts to be Reviewed Further 

No impact on transit routes. 

Safety The preferred alternative would have 23 
percent fewer crashes in the west segment than 
a Replace‐in‐Kind alternative. 

In the east segment the preferred alternative 
would have 28 percent fewer crashes than a 
Replace‐in‐Kind alternative. 

Bicycle/ 

Pedestrian 

Existing pedestrian and bicycle access along the 
study corridor would remain under the 
preferred alternative, and access would be 
added or improved in certain locations as part of 
the U.S. DOT’s Bicycle and Pedestrian 
Accommodation Plan. 

Residential 
Development 

The preferred alternative would displace 8 
residences (5 in the west segment and 3 in the 
east segment). 

Commercial and 
Industrial 
Development 

The preferred alternative would displace 10 
active businesses (two in the west segment and 
eight in the east segment) and two vacant 
business properties. 

Reduces crashes and congestion on I‐94. Increased 
savings for area businesses in both the travel time 
and capacity of the freeway for the movement of 
goods and services. 

Reduced access to/from I‐94 at Hawley Road, 
could impact businesses. 

No mitigation is required. 

No mitigation is required. 

Compensation for residences per Uniform Relocation 
Assistance and Real Property Acquisition Policies Act of 1970, 
as amended [Uniform Act]. Relocation opportunities are 
available. 

Compensation for commercial and industrial acquisition per 
Uniform Relocation Assistance and Real Property Acquisition 
Policies Act of 1970, as amended [Uniform Act]. Relocation 
opportunities are available. 

WisDOT would construct some off‐interstate 
improvements to mitigate the traffic impacts of partially 
closing the Hawley Road interchange. These improvements 
are extending Washington Street to make it easier for 
drivers in the Hawley Road corridor to access the 68th 
Street/70th Street interchange and improvements at three 
local road intersections to improve local road operations 
under the partial closure of the Hawley Road interchange. 

Beneficial effects; no additional analysis is 
warranted. 

Beneficial effects; no additional analysis is 
warranted. 

Short term adverse impacts. High and adverse 
effects not disproportionately borne by minority 
and/or low‐income population. For additional 
analysis of potential impacts to environmental 
justice populations, see Section 3.9.4.2. 

Short‐term adverse impacts; high and adverse 
effects not disproportionately borne by minority 
and/or low‐income population. For additional 
analysis of potential impacts to environmental 
justice populations, see Section 3.9.4.2. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

TABLE 3‐21 
Summary of Potential Impacts and Mitigation for I‐94 Preferred Alternative 

Analysis 
Element 

Preferred Alternative Impact (At grade 
Alternative with Half interchange at Hawley 

Road/On alignment Alternative) Mitigation Measures Adverse Impacts to be Reviewed Further 

Institutional 
and Public 
Services 

Neighborhood 
and Community 
Cohesion/ 
Socioeconomic 

Visual 

Half interchange at Hawley Road would change 
how some people access the VA Campus and 
Hunger Task Force and how vehicles from these 
location access I‐94. 

The moving of the Mitchell Boulevard 
interchange would change how some people 
access Miller Park. 

Acquires land from Miller Park parking lots. 

Displacement of WisDOT Southeast Region 
Service Facility. 

Narrow shoulders and lanes may impact access 
for emergency vehicles traveling through 
cemetery area. 

No division of neighborhoods. Property 
acquisition does not require community 
facilities. 

Would not lower visual quality as it would 
resemble current freeway. 

WisDOT and FHWA would compensate property owners for 
any land acquired. 

Elimination of some parking from the Miller Park parking 
lots could be mitigated through the construction of parking 
structures on site or building more of the proposed 
roadways over the parking lots on structure (bridges) to 
provide for parking under the bridges. 

The Washington Street extension would mitigate the traffic 
impacts on institutions (VA, Hunger Task Force, emergency 
services) of partially closing the Hawley Road interchange 
by making it easier for drivers in the Hawley Road corridor 
to access the 68th Street/70th Street interchange. 
Connecting 70th Street to Hawley Road/60th Street via 
Washington Street would provide convenient access to and 
from Hawley Road from the 68th/70th Street interchange for 
traffic that would no longer be able to enter I‐94 eastbound 
or exit from I‐94 westbound at Hawley Road. 

Improvements at three local road intersections, including 
the Miller Park Way/National Avenue intersection, would 
improve local road operations under the partial closure of 
the Hawley Road interchange. A new dedicated right‐turn 
lane would be provided from National Avenue to the VA 
Campus. 

No additional mitigation is required. 

The At‐grade alternative minimizes the visual impact of the 
project in the west segment. 

Short‐term adverse impacts at Hawley Road for 
some businesses and services; high and adverse 
effects not disproportionately borne by minority 
and/or low‐income population. For additional 
analysis of potential impacts to environmental 
justice populations due to change in access for 
the Hunger Task Force and VA Campus, see 
Section 3.9.4.3. 

No adverse impacts anticipated; no additional 
analysis is warranted. 

No adverse impacts anticipated; no additional 
analysis is warranted. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐21 
Summary of Potential Impacts and Mitigation for I‐94 Preferred Alternative 

Analysis 
Element 

Preferred Alternative Impact (At grade 
Alternative with Half interchange at Hawley 

Road/On alignment Alternative) Mitigation Measures Adverse Impacts to be Reviewed Further 

Surface Water 
and Fishery 

Increasing impervious surface results in higher 
stormwater peak flows 

Stadium Interchange would result in new 
bridges over the Menomonee River. 

Noise Based on noise modeling, noise would exceed 
thresholds for sensitive receptors for 177 noise 
receptors (Washington Street extension impacts 
an additional 97 receptors). 

Air Quality Mobile Source Air Toxics emissions would be 
reduced along the entire corridor. 

Carbon monoxide levels are expected to be 
below national standards 

Hazardous 
Materials 

39 sites may require further investigation prior 
to construction. 

Bridges to be removed may contain asbestos. 

Historic 
Properties 

The At‐grade alternative would have No Adverse 
Effect on historic properties. 

Best management practices (BMPs) such as stormwater 
detention, filters, swales, and in‐line storage will be use to 
collect and store the runoff, reducing the peak flow of 
discharge to the Menomonee River. No additional 
mitigation measures required. 

Where feasible and reasonable per existing WisDOT policy, 
noise barriers would be constructed in areas where 
residences are next to I‐94. 

No mitigation is required. 

WisDOT will develop remediation measures for 
contaminated sites that cannot be avoided. 

Special provision 203‐005, bid item 203.0210s will be 
included in the construction plans to address asbestos 
abatement. 

Appropriate measures to minimize harm to historic 
properties have been discussed as part of the Section 106 
consultation process and through the development of the 
Programmatic Agreement. 

As part of the project, a low wall would be constructed 
adjacent to Wood National Cemetery on the south side of I‐
94 within WisDOT right‐of‐way. As stipulated in the 
Programmatic Agreement, additional consultation will also 
consider the need for a similar low wall on the north side of 
I‐94 within WisDOT right‐of‐way. 

No adverse impacts anticipated; no additional 
analysis is warranted. 

Potential adverse noise impacts; high and 
adverse effects not disproportionately borne by 
minority and/or low‐income population. For 
additional analysis of potential impacts to 
environmental justice populations, see Section 
3.9.4.4. 

Beneficial effects; no additional analysis is 
warranted. 

Beneficial effects; no additional analysis is 
warranted. 

No adverse impacts anticipated; no additional 
analysis is warranted. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

TABLE 3‐21 
Summary of Potential Impacts and Mitigation for I‐94 Preferred Alternative 

Analysis 
Element 

Preferred Alternative Impact (At grade 
Alternative with Half interchange at Hawley 

Road/On alignment Alternative) Mitigation Measures Adverse Impacts to be Reviewed Further 

Recreational 
Resources/ 

Public Use Land 

Potential short‐term closure of HAST along 44th 

Street and at 70th Street during construction. 

At the south end of Mitchell Boulevard Park, 
Mitchell Boulevard would be reconstructed 

Develop a detour route for the HAST extension that follows 
44th Street. WisDOT will work with the City of Milwaukee to 
develop a detour route for the HAST if it is closed as a 
result of the 70th Street bridge reconstruction. 

within its existing footprint and no right‐of‐way 
acquisition from Milwaukee County would be 
required. 

All sidewalks and landscaping would be restored. 

Construction Beneficial economic effects from expending 
$1.106 billion (year of construction dollars) in 
the form of jobs, increase in local expenditures 
on materials and services. 

Noise, emissions, and dust from equipment; 
demolition and construction; vibration; traffic 
and transit diversions; pedestrian and bicycle 
detours from construction zones; erosion and 

Dust control during construction would be accomplished in 
accordance with WisDOT’s Standard Specifications for Road 
and Bridge Construction (WisDOT 2012). 

Transportation demand management in addition to 
modifying staging to reduce diversions and road closures. 
WisDOT has committed to using traffic mitigation funding 
before and during construction of the I‐94 East‐West 
corridor to invest in local intersection infrastructure. The 

siltation; and material sources and disposal of 
demolition waste. 

intent of this investment is to incrementally implement BRT 
so that a sustainable BRT system is developed and available 
as a transportation option during I‐94 construction. 

Develop a transportation management plan (TMP) to 
coordinate and manage impacts associated with 
construction. 

Modifying detour routes – such as removing parking short‐
term to increase capacity. 

BMPs for water quality and soil erosion consistent with 
WDNR guidelines. 

No adverse impacts; no additional analysis 
required. 

Beneficial effects and short‐term adverse impacts 
even after implementing best management 
practices and mitigation measures; high and 
adverse effects not disproportionately borne by 
minority and/or low‐income population. For 
additional analysis of potential impacts to 
environmental justice populations, see Section 
3.9.4.5. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

3.9.4.1 Freeway Access Change  
As noted in Section 3.3.2.3 and Table 3‐4, the Modernization Alternatives contain a number of options that 
would change access to/egress from I‐94. Based on input from the public at the initial public involvement 
meetings and meetings with local interest groups early in the project, WisDOT committed to making an 
effort to maintain existing access to and from I‐94, to the extent practicable. 

As noted in Section 1.3.2 and Section 3.8.1, I‐94 serves travelers within the project area, those traveling to 
and from the project area, and those traveling through the project area. A 2012 peak hour traffic study 
(Skycomp 2012) shows that 76 percent of travelers during peak hours began or ended (or both) their 
freeway trips in the study corridor; therefore, improvements to I‐94 would substantially benefit access 
within and to and from the study area. Improvements to I‐94 would also benefit those living in and doing 
business in the study area. Improvements to safety and reductions in congestion along I‐94, part of the 
project’s purpose and need, will make it more convenient for people to access the study area and easier for 
local residents to use I‐94 to access opportunities both within and outside the I‐94 East‐West Corridor. The 
Hawley Road interchange is the only interchange that may be partially (preferred alternative) or fully 
removed under the alternatives that remain under consideration. (The Mitchell Boulevard interchange 
would be closed, but a new service interchange would be built about 0.5‐mile east to replace it). The Hawley 
Road interchange provides access to residents, businesses, and key institutions in Milwaukee and West Allis. 
Through a series of public involvement meetings, it was determined that a half‐interchange at Hawley Road 
would be the best option for the At‐grade alternative. Section 2.2.2.1 provides more information regarding 
the half‐interchange and Section 2.3.1.1 discusses why the half‐interchange option at Hawley Road was 
identified as part of the preferred alternative. The preferred alternative would maintain a half interchange 
(access to and from the west) at the Hawley Road interchange. Additionally, as part of the I‐94 East‐West 
Corridor project, Washington Street, located approximately 0.5 mile south of I‐94, would be extended to provide 
a connection between 60th Street/Hawley Road and 70th Street to make it easier for drivers in the Hawley Road 
corridor to access the 68th Street/70th Street interchange with I‐94 without adding traffic onto local 
residential streets. 

As discussed in Section 3.3.2.4 and Table 3‐4, the Modernization Alternatives retained for detailed study would 
also change some access in the east segment. Some access from US 41 cannot be maintained for lack of safe 
weaving distances. For instance, all Modernization Alternatives would not provide access to/from 35th Street 
and US 41/Miller Park Way. Vehicles on I‐94 would continue to be able to exit at 35th Street. Traffic on 
US 41/Miller Park Way could access 35th Street from Wisconsin Avenue or National Avenue. Also, there 
would be no access from northbound Miller Park Way/US 41 to the Wisconsin Avenue interchange on US 41. 
Access would continue to be provided to southbound US 41/Miller Park Way from Wisconsin Avenue and 
to/from Wisconsin Avenue and I‐94 via US 41. 

Change in Access Mitigation 
While a change of access may provide short‐term inconvenience, there remains numerous other access 
points to/from I‐94, I‐894, US 41, and Miller Park Way within or near the I‐94 East‐West Corridor. As part of 
the I‐94 East‐West Corridor project, Washington Street, located approximately 0.5 mile south of I‐94, would 
be extended to provide a connection between 60th Street/Hawley Road and 70th Street to make it easier for 
drivers in the Hawley Road corridor to access the 68th Street/70th Street interchange with I‐94. The 
Washington Street extension would reduce the amount of through‐neighborhood traffic due to the lack of 
access eastbound at Hawley Road interchange. 

In addition to the Washington Street connection, WisDOT has identified three local road intersections for 
improvements to mitigate traffic congestion because of the partial closure of the Hawley Road interchange. 
Each of the intersections would see a modest increase in traffic volumes as a result of the access change at 
Hawley Road. The following are the local road intersections: 

 70th Street/Greenfield Avenue 
 National Avenue/Greenfield Avenue 
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 Miller Park Way/National Avenue 

The change of access would not result in disproportionately high and adverse effects on minority and/or 
low‐income population. 

3.9.4.2 Residential and Business Displacements 
The Modernization Alternatives retained for detailed study would displace 7 to 13 residences and 7 to 
10 businesses adjacent to I‐94. The preferred alternative would require 8 residential displacements and 
10 commercial and industrial displacements. The At‐grade alternative with no interchange at the Hawley 
Road interchange in the west segment with either the On‐ or Off‐alignment alternative in the east segment 
results in 7 residential displacements. The Double Deck alternative in the west segment with either the On‐
or Off‐alignment alternative in the east segment results in 13 residential displacements. See Table 3‐8 for 
additional information 

Of the eight residential displacements associated with the preferred alternative, three are in the west 
segment south of I‐94 between 68th and 65th Streets and located in block groups with a median income of 
$37,000.18 The two residential displacements located in the northeast quadrant of the Hawley Road 
interchange are in a block group with a median income of $82,700. The three residential displacements (one 
duplex and an apartment above a vacant business) located along 35th Street in the east segment are in a 
block group with a median income of $29,600. According to the HHS guideline, in 2015, a family/household 
containing four persons is considered to be living in poverty if the total income of the family/household is 
less than $24,250. Census data suggest that income levels are above poverty guidelines and thresholds 
within the study area (U.S. Census Bureau 2010).It is possible that some of these residents qualify as low‐
income population, but the displacements are not disproportionately impacting low‐income residents. 

Three of the residential displacements under the preferred alternative are located south of I‐94 between 
68th and 65th Streets. The percentage of minority residents in the census block groups where these 
residential displacements occur is 12 to 16 percent. The two residential units (single‐family residence and an 
apartment above a commercial business) in the northeast quadrant of the Hawley Road interchange are 
located in area with no minority populations. Three residential units (a duplex and an apartment above a 
vacant retail building) on 35th Street would be displaced from an area that is about 50 percent minority. 
The average household size is between 2.23 and 2.4, meaning that the 8 residential displacements 
associated with the preferred alternative could involve about 18 to 19 people. 

Approximately 100 homes would be closer to the freeway as a result of the Modernization Alternatives. The 
change is borne mostly by homes in the west segment, but about 30 residences in the east segment are 
closer to major components (on/off ramps) of I‐94. Census data, supplemented by door‐to‐door outreach 
and neighborhood meetings, indicate that few adjacent residences are minority‐owned/occupied. 

Because the residential displacements would affect primarily non‐minority and non‐low‐income populations 
alike, the residential displacements are not disproportionately borne by minority and/or low‐income 
population. 

WisDOT is aware that 5 of the 7 to 10 potential business displacements are minority‐owned businesses, as 
shown in Table 3‐22. The preferred alternative would require 10 business displacements, with 4 of those 
businesses being minority‐owned. While some of these businesses are located in areas that have a large 
percentage of minority population, they do not provide ethnically unique goods and services that are unique 
to an ethnic group in the area, such as an ethnic grocery store or store that serves as a community gathering 
spot. Additionally, no non‐minority‐owned businesses relocated as a result of this project are solely focused 
on serving low‐income or minority customers or employ mainly low‐income or minority employees. 

18 All mean household income is reported for 2010 Census data. 
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TABLE 3‐22 
Minority and Non‐minority‐owned Business Displacements 

Business Name Address Type of Business 
Approximate Number 

of Workers 

Relocated under 
Preferred 

Alternative? 

Minority‐owned Businesses 

Monreal’s Encore 
Gentlemen’s Club 

101 S. Dana Court Bar and 
entertainment 

16 (15 part‐time, 
1 full‐time) 

Yes 

TJ’s on 35th 237 N. 35th Street Bar 5 Yes 

St. Paul Veterinary 
Clinic 

431 N. 27th Street Veterinary 25 (16 full‐time, 
9 part‐time) 

Yes 

BP Pantry 41 Gas 
Station 

405 N. 27th Street Gas station and 
convenience store 

5 Yes 

INTEC 321 N. 25th Street Insulation contractor 40 Noa 

Non‐minority‐owned Businesses 

Central Bark Doggy 
Day Care 

333 N. 25th St. Dog day care and 
kennel 

13 to 16 (12‐15 part‐
time, 1 full‐time) 

Yes 

Concentra Urgent 215 N. 35th St. Walk‐in medical clinic 15 Yes 
Care 

Badger Truck Center 2326 W. St. Paul Ave. Truck sales and repair 20 Yes 

2620 W. St. Paul Ave. Used for storage 0 Yes 
building 

Cemetery 123 S. Dana Ct. Cemetery 5 Yes 
Maintenance Business maintenance business 

All‐Star Towing 2640 W. Greves St. Towing 10 to 15 Yes 

a Business would only be displaced by the Off‐alignment. 

Storage/Warehouse 

In the east segment, the On‐alignment alternative would affect two more businesses than the Off‐alignment 
alternative because the On‐alignment alternative would require expanding the 27th Street/St. Paul Avenue 
intersection. This is due to most of the exit and entrance ramps tie in to St. Paul Avenue rather than 27th 

Street. This would impact businesses along 27th Street north of I‐94. 

All 10 potentially relocated businesses under the preferred alternative are located outside of residential 
neighborhoods. The businesses are located in industrial or commercial districts on large arterial roadways near 
the I‐94 interchanges (see Exhibits 3‐15 through 3‐18). The businesses do not serve a community need that the 
neighborhood or ethnic population cannot obtain elsewhere in the area. The businesses are not providing 
critical community services to minority and/or low‐income populations. For instance, there are eight gas 
stations within 1 mile of the 27th Street gas station, and there are two veterinary clinics within 1 mile of the I‐
94 study limits. 

In the west segment, the At‐grade alternative with a half interchange at Hawley Road (preferred alternative) 
would impact the Monreal’s Encore Gentlemen’s Club and a cemetery maintenance business. With no 
interchange at Hawley Road, Monreal’s Encore Gentlemen’s Club would not be impacted. The Encore has 
16 employees, 15 of whom are part‐time employees. The business owner estimated that about half of the 
employees are minority and all drive to work. The Encore also has numerous independent contractors working 
at the establishment at any given time. There are some patrons from the surrounding residential area, but the 
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customers generally come from throughout the region. The location near Miller Park offers the most 
convenient access to attract patrons for the business. 

The cemetery maintenance business is a non‐minority, family‐run business with five seasonal employees. The 
business provides maintenance for the adjacent Beth Hamedrosh Hagodel Cemetery and nearby Spring Hill 
Cemetery, along with an additional cemetery in West Allis. One employee uses transit to get to work. 

In the east segment, the Off‐alignment alternative would impact INTEC, TJ’s on 35th, Concentra Urgent Care, 
Central Bark Doggy Day Care, All‐Star Towing, and Badger Truck Center. The On‐alignment alternative 
(preferred alternative) would also impact the BP Pantry 41 gas station, St. Paul Veterinary Clinic, and a storage 
building, but would not impact INTEC. 

INTEC would be displaced only by the Off‐alignment alternative and has approximately 40 employees. Most of 
the employees are Hispanic and travel from other neighborhoods to the business and work mostly offsite. 
Based on Bureau of Labor Statistics data, workers in this business’ field make approximately $36,000 a year. 

The BP Pantry 41 gas station is minority‐owned and has about five full‐time employees who are minority. All of 
the employees drive to work. The gas station does serve local residents, but also serves those visiting Miller 
Park, Potawatomi Hotel and Casino, businesses in the Menomonee Valley, and the Marquette University 
Campus. 

The St. Paul Veterinary Clinic is a minority‐owned veterinary clinic with 25 employees, 16 of whom are full‐time 
employees. The business owner estimates that about five employees are minority. The owner estimated that 
about 40 percent of the patients are from outside the City of Milwaukee. The clinic does serve local residents, 
but also has a regional patient base. All of the employees drive to work and patients generally drive to the 
clinic as well. 

TJ’s on 35th is a bar that generally serves local customers. The bar does not serve food. The bar is minority‐
owned and is a family business. 

Central Bark Doggy Day Care has about 15 employees, of whom 1 to 3 are minority. Almost all employees and 
customers drive to the business. Customers are generally not from the local area and are commuters dropping 
off their dogs on the way to work. Most of the customers are not part of a minority or low‐income population. 

Another business displacement under the preferred alternative is an urgent care walk‐in medical clinic 
(Concentra Urgent Care) on 35th Street just north of I‐94. It is a national chain with 330 locations and not 
minority‐owned. It would be displaced under both east segment alternatives. The Concentra Urgent Care clinic 
treats common illnesses, such as colds, flu, stomach aches, ear infections, and minor injuries. The clinic also 
offers diagnostic testing, physical exams, preventative screenings, and vaccinations. Based on discussion with 
neighborhood organization representatives and the businesses’ customer service telephone line, it is believed 
that the site is dedicated primarily to drug testing and worker injury issues for various businesses and 
government agencies. The clinic employs about 15 people who mostly drive to work and live outside of the 
study area. The clinic accepts Medicare and BadgerCare.19 

There is another urgent care walk‐in clinic on 38th Street and Wisconsin Avenue, about eight blocks away 
(approximately 0.5‐mile) that offers the same type of services as the Concentra Urgent Care clinic (Exhibit 3‐27). 
Both locations are located along MCTS routes and are located in areas that have a high minority and/or a low‐
income population. The director of the neighborhood association sees no reason why the clinic on Wisconsin 
Avenue could not replace the services provided at the walk‐in clinic that may be displaced. The clinic located 
eight blocks away (closer to the population center of the area) offers similar services as Concentra Urgent Care 
and also accepts Medicare and BadgerCare. 

19 BadgerCare Plus is a health care coverage program for low‐income Wisconsin residents. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Badger Truck Center sells and services a wide range of truck vehicles, from minivan/cargo van size up to 
18‐wheel and beyond. Their existing location adjacent to I‐94 is important to them due to visibility and ease 
of access. Customers are generally not from the local area and the services offered are not specific to the local 
area. Employees generally are not from the adjacent neighborhoods and drive to work. 

Residential and Business Displacement Mitigation 
All property acquisitions will receive compensation and relocation assistance in accordance with the Uniform 
Relocation Assistance and Real Property Acquisition Policies Act of 1970, as amended [Uniform Act]. 
In addition, WisDOT has researched relocation opportunities (see Sections 3.5.3 and 3.6.4, Measures to 
Minimize and Mitigate Adverse Residential and Commercial and Industrial Impacts, respectively). There are 
ample equivalent residential relocation opportunities within the relocated property’s existing neighborhood 
with similar proximity to community services. 

WisDOT would facilitate finding and making available comparable housing before any resident is required to 
move, regardless of whether that person owns or rents their home. In working with residents that would be 
displaced by the project, WisDOT will identify replacement housing options that consider such factors as 
proximity to commercial and community facilities, schools (if applicable), an individual’s place of 
employment, and accessibility to transit if the residents are transit‐dependent. Tenants of rented property 
may be eligible for rent supplement if comparable decent, safe, and sanitary replacement housing is more 
than their current rental cost. In these cases, WisDOT would pay the difference, or a portion of the 
difference, between the tenant’s current and new rental rates. 

A search of a commercial realty website in July 2015 listed approximately 15 commercial/industrial locations 
within approximately 2 miles of the project limits that would be adequate replacement sites for some 
businesses that would be displaced as a result of the project (NAI MLG Commercial, Inc.). There is one walk‐
in medical clinic (Concentra Urgent Care) and one veterinary office (St. Paul Veterinary Clinic) that would be 
displaced. A search of a commercial realty website in June 2013 listed 12 medical offices available for lease. 
One gas station (BP Pantry 41) in the project area would be displaced under the preferred alternative. 
A search in June 2013 listed three gas stations for sale in the City of Milwaukee, two of which are next to 
freeways, and two properties not currently gas stations that could be retrofitted to serve as gas stations 
(LoopNet, Inc.). 

Based on the listings, there are sufficient available properties for displaced businesses. However, the 
availability of vacant commercial and industrial locations is always in flux. As businesses relocate in the 
future, the number of business and commercial listings may change, but it appears likely that sufficient 
replacement business buildings will be available when required. 

Monreal’s Encore Gentlemen’s Club, an adult entertainment club, would be potentially difficult to relocate. 
The club requires an adult entertainment license to operate. The adult entertainment license is applied for 
by the owner/tenant at the time of application. The application process may add several months to a year to 
the relocation process for this particular business, and it historically has been difficult for such businesses to 
find new locations. 

Given the context of the impacts and the mitigation measures, property acquisition would not be 
disproportionately borne by minority and/or low‐income population. 

3.9.4.3 Institutional and Public Services 
Impacts on institutional and public services would stem from the change in access to or from I‐94 under the 
At‐grade alternative with the no Hawley road interchange option or the half‐interchange at Hawley Road 
option (preferred alternative). Section 3.9.4.1 outlines the changes in access. This section focuses on three 
potential impacts on institutional and public services of removing all or partial freeway access at Hawley 
Road under the At‐grade alternative: 

 Access to Hunger Task Force building on Hawley Road.
 
 Access to the VA Campus (Hawley Road is one of three key routes to access the VA Campus from I‐94).
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 Freeway access to/from neighborhoods adjacent to the Hawley Road interchange. 

The Hunger Task Force is located on the south side of I‐94 at Hawley Road and currently has full freeway 
access at the Hawley Road interchange. The Hunger Task Force provides food free of charge to a network of 
food pantries, homeless shelters, and soup kitchens in Milwaukee County. This location is not a spot that 
serves as a site for individuals to pick up food, but rather as a distribution center to sites that provide food 
to people in need. According to Hunger Task Force representatives, access is important to the Hunger Task 
Force’s delivery system, volunteers, and donors. The Hunger Task Force has an additional warehouse 
outside the I‐94 East‐West Corridor project area, near General Mitchell International Airport, and a farm in 
Franklin. 

In 2014, the Hunger Task Force served 51 food pantries and 22 meal sites in Milwaukee County. In 2014, the 
Hunger Task Force delivered approximately 9.4 million pounds of food using seven delivery trucks that drove 
approximately 70,500 miles (Hunger Task Force 2014). The Hawley Road location is the main office of the 
Hunger Task Force and volunteers work at that location sorting items, counting items, and accepting 
donations at the loading dock. Food donations from the public are accepted at the Hawley Road location 
and events and food drives at other locations throughout Milwaukee County. 

Under the At‐grade alternative if the Hawley Road interchange is partially closed or completely removed, 
I‐94 access to/from the Hunger Task Force would be at Hawley Road (for traffic to and from the west under 
the half interchange at Hawley Road option), 68th/70th Street interchange, new local road interchange under 
the Stadium Interchange, the Wisconsin Avenue interchange with US 41, or Miller Park Way (see 
Exhibit 3‐26). Hunger Task Force traffic arriving from or departing to the east along I‐94 would have to travel 
an additional length. The preferred alternative would result in 0.75 mile of additional travel from the Hunger 
Task Force via Main Street (a local road) and the 68th Street entrance to I‐94. This distance would be 
1.5 miles using the Washington Street extension and the 68th Street entrance to I‐94. This additional travel 
would result in 2 to 4 minutes of additional travel time. According to the Hunger Task Force, this would 
increase the Hunger Task Force’s operating costs because it would increase travel distance for its delivery 
trucks, and it would also reduce the ease with which volunteers and donors reach their building, which may 
reduce food donations. This could indirectly affect low‐income residents that rely on food provided by the 
Hunger Task Force. 

The Clement J. Zablocki VA Medical Center on the VA Campus on National Avenue south of I‐94 provides 
health care to veterans. The Hawley Road interchange with I‐94 is a key route for employees and patients to 
access the VA Campus. Some of the medical center patients are low‐income and/or minority. The VA does 
not track the percentage of its patients that are minority. It does ask for income information for its patients 
that have a service‐related disability. Of those patients that are asked to provide income information, 40 
percent have an annual income below $31,443 (VA only asks if the patient is above or below this threshold). 
If the Hawley Road interchange is removed, it could affect how some minority and/or low‐income patients 
access the VA Campus. The half interchange at Hawley Road would not impact any existing transit routes to 
or from the VA Campus because no routes access I‐94 at Hawley Road. The other key entrance access point 
from I‐94, Miller Park Way via the Stadium Interchange, would not be affected by the preferred alternative. 
The VA Medical Center said that most ambulances that access the medical center use the Hawley Road 
interchange with I‐94. The ambulances are carrying ambulatory patients to and from the medical center; the 
VA Medical Center does not have an emergency room. The VA Medical Center has said that partial access at 
Hawley Road (access to and from the west) would address their access needs to Hawley Road. There would 
be no westbound I‐94 exit to Hawley Road, but most traffic using I‐94 westbound to access the VA Campus 
would exit further to the east at Miller Park Way or the new local road interchange in the Stadium 
Interchange. Additionally, at the request of the VA, a right‐turn lane from National Avenue to Mitchell 
Boulevard would be constructed at the National Avenue and General Mitchell Boulevard/47th Street 
intersection as part of the Miller Park Way/National Avenue intersection improvements, which would 
improve access to the VA Campus. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

The City of West Allis is concerned that loss of any freeway access at Hawley Road, even partial access, 
would have an adverse impact on minority residents in West Allis that use the Hawley Road interchange to 
get to their jobs (Appendix D, D‐76). As shown in Exhibit 3‐26, there are several other access points to I‐94 
and other highways in the area. The West Allis border is about 0.5 mile south of I‐94. The two census tracts 
in West Allis closest to the Hawley Road interchange have a minority percentage of 42 percent (the 1‐mile 
corridor around the study area is also 42 percent minority). The City of Milwaukee neighborhoods 
immediately adjacent to the Hawley Road interchange with I‐94 have a minority population percentage of 
about 30 percent. Residents who currently use the Hawley Road interchange to access I‐94 would need to 
use the 68th/70th Street interchange, about 0.5 mile west of Hawley Road, or the Stadium Interchange, which 
is just under 1 mile east of Hawley Road. 

As noted in Section 3.8.2.1, approximately 500 residences located south of I‐94 may require out of direction 
travel to access I‐94. As a result of the preferred alternative, about 500 to 700 trips per day would require an 
average distance of 0.5 mile over the existing commute pattern and add about 1 minute to the average 
commuter pattern. That is about 500 extra miles per day or 75,000 miles per year total for those residents. 
To mitigate this impact, Washington Street, located approximately 0.5 mile south of I‐94, would be extended to 
provide a connection between 60th Street/Hawley Road and 70th Street to make it easier for drivers in the 
Hawley Road corridor to access the 68th Street/70th Street interchange with I‐94. The residents to the north 
have convenient arterial connections and expressways that do not need substantial out‐of‐direction travel to 
access eastbound I‐94. In review of the census data for the area, this inconvenience would not disproportionately 
affect minority and/or low‐income populations because the incomes south of I‐94 are higher than most of the 
study area and the residential population is not predominantly minority. 

Connectivity across I‐94 for those without vehicles would remain the same. No existing crossroads over or 
under I‐94 would be closed. No transit routes enter I‐94 from Hawley Road or exit I‐94 at Hawley Road. 
Currently, MCTS route 64 runs north‐south along Hawley Road. The half interchange at Hawley Road would 
not impact the operations or route of this transit route. 

3.9.4.4 Noise 
The project’s noise impacts are localized and confined to areas adjacent to I‐94. Based on peak hour, future 
(2040) projected traffic volumes, noise impact analysis showed that (described in Section 3.19, Noise), 
where feasible and reasonable per existing WisDOT policy, noise barriers would be constructed in areas 
where residences are next to I‐94 (See Section 3.19.3 for information on potential change in policy regarding 
noise barriers on bridges). These barriers would be located on both sides of I‐94 in the west segment, near 
the Story Hill neighborhood, and north of I‐94 in the east segment. If eligible neighborhoods want a noise 
barrier, the noise levels in the neighborhood would be lower than the existing noise level. Because the noise 
impacts can be mitigated, the noise impacts would not result in disproportionately high and adverse effects 
on minority and/or low‐income populations. 

3.9.4.5 Construction Impacts 
Construction impacts are described in Section 3.27, Construction. Construction impacts, which are 
temporary in nature, would be experienced primarily by residents and businesses adjacent to I‐94. 
Construction would last from about 6 months to 2 years in any one location and 3 to 4 years overall, with 
the greatest effects anticipated to occur in the earlier stages of construction. Prior to construction, 

transportation management plan would be developed during the final design phase and implemented to 
minimize impacts. Access during construction would be maintained to the extent possible, or alternative 
access would be provided. If alternative access is not available, the specific construction activity would be 
reviewed to determine if it could occur during non‐business hours. 

a construction plan would be developed to establish construction phases, estimated durations, appropriate 
sequencing, and community outreach and communication commitments. Travelers, transit riders, and 
commuters on I‐94 would experience inconveniences and additional delay during construction, but a 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

Those people living close to the freeway would experience impacts from construction (noise, dust, more 
traffic on local streets, temporary ramp closures). The impacts associated with construction would affect all 
populations to the same degree and mitigation measures have been identified to minimize impacts. As a 
result none of the Modernization Alternatives would result in any impacts that are disproportionately high 
and adverse on minority or low‐income populations. 

Construction jobs would be created as a result of the selection of a Modernization Alternative. It is difficult 
to say if the people who fill those jobs will be from environmental justice populations, but WisDOT has a 
good record of providing opportunities for minority workers and minority contractors on previous Southeast 
Freeway projects. 

3.9.4.6 Indirect and Cumulative Effects 
The following provides a summary of the indirect and cumulative effects of the project as it relates to 
consideration of environmental justice. See Sections 3.28 and 3.29 for additional detail regarding the 
indirect and cumulative effects of the project, respectively. 

Indirect Effects on Environmental Justice Populations 
The indirect effects analysis for the I‐94 East‐West Corridor considers potential indirect land use effects 
related to adding a new travel lane in each direction and modifying existing interchange access points. The 
analysis also considered potential encroachment‐alteration effects related to the expansions of 
infrastructure. The following paragraphs summarize the aspects of the indirect effects analysis that relate to 
environmental justice populations in the study area. (See Section 3.28 for study area definition and more 
details about the analysis.) 

In terms of indirect land use effects, the Modernization Alternatives are expected to reduce congestion 
along a portion of I‐94 that links major economic centers in Milwaukee and Waukesha counties. Reduced 
congestion is expected to facilitate planned redevelopment within the primary study area and at the same 
time could induce some development in Waukesha County by reducing the commute time between outlying 
areas and downtown. However, the magnitude of these land use effects are not expected to be substantial 
because the primary and secondary study area’s land use patterns have developed around a mature 
transportation system that already has a great deal of transportation accessibility. In most areas, the 
Modernization Alternatives maintain the existing access points along the I‐94 East‐West project corridor and 
would continue to support neighborhood revitalization and planned redevelopment within the primary 
study area. 

The cities of Milwaukee and West Allis have stated that adding capacity on I‐94 will have an adverse impacts to 
neighborhoods adjacent to I‐94 and/or impacts to their property tax base (See Appendix D, D‐56 and D‐76). 
See Section 3.8.2 for a discussion on neighborhood and community cohesion impacts and tax‐base impacts. 

Many stakeholders feel that planned development that may be facilitated by the Modernization Alternatives 
would be positive and would help implement land use plans and economic development goals within the 
primary study area. Planned redevelopment would increase local tax bases and help pay for the cost of 
public services that are already in place. Redevelopment that could be facilitated by the Modernization 
Alternatives would also increase the movement of goods and access to services and employment 
opportunities near a large population base in the primary study area. This could benefit environmental 
justice populations because most business corridors within the primary study area are in close proximity to 
concentrations of environmental justice populations and are accessible by local transit services and in some 
cases by walking and biking. 

The greatest likelihood for neighborhood encroachment‐alteration effects would occur on the west segment 
due to the combination of neighborhoods located on both the north and south sides of the freeway and the 
proposed features of the Modernization Alternatives for this segment. The original development of the 
freeway did split some of the west segment neighborhoods, but the modernization alternatives would not 
create any new divisions because the cross roads would be maintained and the displacements are limited to 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

a few properties on the periphery of the neighborhoods. The study team determined that the magnitude of 
neighborhood encroachment effects on the west segment would be minimized because the attributes that 
make these neighborhoods desirable places to live—central locations, close proximities to downtown, 
historic architecture and compact walkable neighborhoods—would not be changed by the Modernization 
Alternatives. In addition, WisDOT reduced the footprint of the Stadium Interchange design as part of the 
preferred alternative, further shifting the interchange from residential neighborhoods, and the preferred 
alternative would not construct the double deck freeway segment through the cemetery section. 

The potential for indirect neighborhood encroachment‐alteration effects is less likely for the east segment 
due to the predominately business land use make up along the segment and the proposed infrastructure 
improvements. Interchange access to the neighborhoods served by the 35th Street interchange would 
remain in all directions for both Modernization Alternatives and access to 27th Street would increase under 
the Off‐alignment alternative and stay essentially same for the On‐alignment alternative. Three residential 
relocations would be required for the east segment for both Modernization Alternatives, leaving the larger 
Merrill Park neighborhood intact. To the east of 32nd Street, the freeway alignment would actually shift 
south, away from the Merrill Park neighborhood under both Modernization Alternatives (150 feet to the 
south for On‐alignment alternative and 400 feet for Off‐alignment alternative). To the west of 32nd Street 
braided ramps that would serve local interchanges at 35th Street and 27th Street would be constructed. The 
ramps would run along Park Hill Avenue and would replace the existing freeway ramps. Some portions of 
the ramps would be elevated while other portions would be at‐grade. According to Section 3.10, Visual 
Character/Aesthetics, the elevated bridges would be consistent with the existing landscape because the 
area already has views of transportation infrastructure. 

The indirect effects analysis considered the potential for business‐related encroachment‐alternation effects. 
Under the At‐grade alternative in the west segment, the Hawley Road interchange would be closed or partial 
access would be provided to and from the west. T could have negative effects to existing and planned 
development along the 60th Street corridor in West Allis such as the Renaissance Faire office building. The loss 
of access in this area could result in businesses moving out of the area, which would potentially cause blighting 
conditions from underutilized or vacant buildings. This effect would be minimized by the Washington Street 
extension that WisDOT intends to construct between 60th and 70th streets as part of the At‐grade alternative 
with a half interchange at Hawley Road. 

On the east‐segment, the Off‐alignment alternative is likely to result in business encroachment effects to the 
south of the I‐94 freeway in the Menomonee Valley. The I‐94 alignment on a bridge would create a perceived 
barrier to the entrance of the Valley and could create a blighting influence on the adjacent lands over time. In 
addition, the Off‐alignment alternative would acquire six existing businesses and would go through or over 
some potential future redevelopment sites, potentially reducing future employment opportunities within the 
Menomonee Valley. According to Menomonee Valley stakeholders, the businesses in the area provide job 
opportunities for residents in neighborhoods that are north and south of the Menomonee Valley. As a result, 
preserving and creating job opportunities in the Menomonee Valley is important because it provides jobs in 
close proximity to environmental justice populations that often rely on walking, biking, and transit as ways to 
get to work. 

The On‐alignment alternative on the east segment also has the potential for business encroachment effects 
that could affect minority and/or low‐income populations. The On‐alignment alternative would displace about 
eight businesses north of I‐94 around the 27th Street corridor because the 27th Street/St. Paul Avenue 
intersection would need to be expanded to accommodate the exit and entrance ramps that tie in to St. Paul 
Avenue. Removing established businesses from this area may make it more challenging to revitalize the 
27th Street corridor as envisioned by the City of Milwaukee Near West Area Plan and the Avenues West 
Redevelopment Plan. 
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Cumulative Effects on Environmental Justice Populations 
The cumulative effects analysis for the I‐94 East‐West corridor considers impacts on the environment, which 
result from the incremental impact of the action when added to other past, present, and reasonably 
foreseeable future actions, regardless of what agency or person undertakes such actions. The following 
paragraphs summarize the aspects of the cumulative effects analysis that are most relevant to 
environmental justice populations. (See Section 3.29 for study area definition and more details about the 
cumulative effects analysis.) 

As discussed in Section 3.8, Socioeconomics, the west segment neighborhood was split by the original 
construction of I‐94, with four of the original nine roadways that connected entirely through the 
neighborhood still connecting today. This may or may not have resulted in disproportionately high and 
adverse effects on environmental justice populations. While the original construction of I‐94 resulted in the 
relocation of some homes and businesses, it also provided many benefits to those living along what would 
become the I‐94 East‐West Corridor. The construction of I‐94 improved safety and congestion on local 
roadways by removing through traffic from local roads and placing it on a higher‐capacity freeway better 
equipped to handle the larger volume of traffic. The construction of I‐94 also afforded local residents access 
to I‐94 to allow for more efficient and convenient travel to destinations outside of the local community and 
more efficient and convenient access to the local community and businesses from locations further away. 
Many of these benefits are similar to the Purpose and Need of the current I‐94 East‐West Corridor study, 
such as improving safety, decreasing crashes, and accommodating existing and future traffic volumes at an 
acceptable level of service. 

Just as with the I‐94 East‐West Corridor project, other current and foreseeable southeastern Wisconsin 
freeway reconstruction projects in Milwaukee County may result in property acquisition, changes in access, 
visual changes, and noise impacts. But, also like I‐94 East‐West Corridor, these projects have mitigated 
impacts and did not result in disproportionately high and adverse impacts on environmental justice 
populations. Furthermore, these projects have minimal overlaps on the same neighborhoods and population 
as the I‐94 East‐West Corridor project. Therefore, there is not a cumulative disproportionately high and 
adverse effect on environmental justice populations. 

The cumulative effects analysis considered the effects to regional land use patterns based on the 
recommendations for the regional freeway system in Southeastern Wisconsin and the status of its 
implementation in combination with the proposed Modernization Alternatives for the I‐94 East‐West 
corridor and other past, present and future actions in Table 3‐42. 

As the original construction of the Interstate system greatly improved accessibility to outlying areas and as a 
growing population and market forces attracted people to suburban locations, the value of central 
downtown locations diminished and disinvestment pursued (Boarnet and Haughwout 2000). Low‐income 
and minority residents in central city locations became isolated as people with economic means moved to 
suburban locations. As jobs decentralized, it became increasingly difficult for transit‐dependent, low‐skilled 
workers to obtain employment. As discussed in Section 3.28, Indirect Effects, the spatial mismatch between 
low‐income workers and available low‐skilled jobs is present in the Milwaukee area as documented by 
researchers at the University of Wisconsin–Milwaukee (University of Wisconsin–Milwaukee, Center for 
Economic Development 2004). The primary concern raised by local stakeholders is that adding new travel 
lanes to the freeway system in Milwaukee and Waukesha counties could continue to facilitate low‐density 
development patterns in Waukesha County and increase the number of jobs that are not accessible by 
transit. 

While the original construction of I‐94 in Milwaukee and Waukesha counties in combination with post 1950s 
historic development patterns played a large cumulative role in the decentralization of development and 
jobs in the past, the study team determined the subsequent improvements and widening to I‐94 in 
Milwaukee and Waukesha counties would have a much smaller cumulative effect on regional land use 
patterns and redistribution of population and employment between Milwaukee and Waukesha counties. As 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

discussed in Section 3.28, Indirect Effects, the land use patterns in Milwaukee and Waukesha counties have 
developed around a mature transportation system that already has a great deal of transportation 
accessibility. 

Research shows that the extent of land use effects is influenced by the maturity of the regional 
transportation system; and greater effects are associated with new roads compared with existing roads that 
are expanded (National Cooperative Highway Research Program 2002) (Boarnet and Haughwout 2000). 
Because so much development has occurred, it is difficult to distinguish the role of the freeway from other 
factors that influence development. 

Improving transit access to jobs in suburban locations outside Milwaukee County is a complex issue that 
would require coordination of many different levels of government including federal, state, and local 
agencies. Potential mitigation measures that would help improve transit access to jobs in suburban locations 
are described in Section 3.29 and include freeway project‐related measures, regional transit 
implementation‐related measures, transit funding‐related measures, housing‐related measures and land 
use‐related measures. 

The cumulative effects analysis considered cumulative air quality effects, which is a topic of concern for 
environmental justice populations in the I‐94 freeway corridor. 

The Modernization Alternatives, along with other activities and developments in the study area, may have a 
cumulative impact on air quality in the region. Other activities in the region such as the expanded Oak Creek 
coal‐fired power plant and continued regional traffic growth are sources of air pollutants. Average weekday 
traffic along the I‐94 project corridor is expected to increase by 15 percent by 2040, and current and future 
development in the region has the potential to continue to impact air quality. 

To obtain federal funding, the reconstruction of the I‐94 East‐West Corridor must be included in 
transportation plans that conform to the State Implementation Plan (SIP). At the regional level, SEWRPC 
prepares a Transportation Improvement Program (TIP) to achieve conformance with the SIP. Conformity 

because funding has not yet been allocated to the project for this biennium. Funding for final design 
activities is being pursued and will be obtained, with inclusion in the TIP, prior to the signing of the project’s 
ROD. The ROD is currently scheduled for mid‐2016. Thus, while the project may contribute to a cumulative 
air quality impact, it is not expected to be a substantial contributor, as measured by current pollutant 
standards. In September 2015, FHWA and the FTA determined the SEWRPC 2035 Regional Transportation 
Plan to be in conformance with the transportation planning requirements of Titles 23 and 49 USC, the Clean 
Air Act Amendments, and related regulation. 

with the SIP means projects contained in the TIP will not worsen air quality or delay attainment of air quality 
standards. The next phase of the project is not included in the recently approved 2015‐2018 SEWRPC TIP 

The Transportation Conformity Workgroup has determined the project is not a project of air quality concern 
for PM2.5. In addition to meeting air quality standards, there is growing concern over the direct and 
cumulative effect of MSATs. WisDOT and FHWA evaluated the potential change in MSATs from the 
Modernization Alternatives and the No‐build alternative. Section 3.20, Air Quality, contains detailed 
discussions of MSAT analysis. 

When a highway is widened and, as a result, moves closer to receptors, the localized level of MSAT emissions 
may increase. However, this could be offset by increases in speeds and reductions in congestion, which are 
associated with lower MSAT emissions. 

As discussed in Section 3.9.4, the Wisconsin Department of Health Services reports a high prevalence of 
asthma occurring among minorities, particularly African Americans. Asthma attacks or episodes are 
triggered by a number of factors, including allergens, infections and irritants such as chemicals, tobacco 
smoke, and air pollution. The most recent data on statewide asthma statistics shows Milwaukee County has 
the second highest rate of asthma hospitalization and hospital emergency department visits in the state 
(Wisconsin Department of Health Services, 2013). Menominee County, a rural county in northern Wisconsin, 
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has the highest rates.20 Air emissions from I‐94 East‐West corridor could have a cumulative effect on air 
quality, which could, along with other contributing environmental factors, trigger asthma episodes in 
adjacent neighborhoods. Since the I‐94 East‐West Corridor would meet air quality standards, this effect is 
expected to be minimal with the build alternative due to reduced traffic congestion. As the Department of 
Health Services reports, proper asthma management, which includes receiving the influenza vaccine, visiting 
the doctor for routine asthma visits, and having a written asthma management plan, can limit or prevent 
asthma attacks. Limiting exposure to asthma triggers is also an important part of managing asthma, and 
exposure to environmental tobacco smoke is noted as both a cause of asthma in children and an asthma 
trigger. 

3.9.5 Project Benefits 
Under the DOT Order, the benefits of a proposed transportation project may be taken into account when 
determining whether any disproportionately high and adverse effects on minority and/or low‐income 
populations would occur. The I‐94 East‐West Corridor project would provide a number of benefits, including 
reduced congestion, improved safety, improved local circulation, and economic benefits. 

The following subsections provide information on the project benefits and, while all populations within the 
project area would realize these benefits to some extent, there are elements that could accrue to a higher 
degree to minority and/or low‐income populations. 

3.9.5.1 Reduced Congestion 
While traffic volumes would remain high, I‐94 levels of service travel times would improve with the 
Modernization Alternatives, which results in travel, time, and fuel savings. Section 3.3.2.3 discusses I‐94 
traffic and operational characteristics in detail. Under the preferred alternative, I‐94 will operate at an 
acceptable level of service D or better in 2040. Under the No‐build or Replace‐in‐Kind alternatives, by 2040, 
increased traffic volumes will generally cause I‐94 to operate at level of service D to F in both the morning 
and afternoon peak hours. As discussed in Section 3.9.6, most commuting by minority populations and 
workers below the poverty level is by car, and improvements in travel time and reduced congestion could 
lead to a reduction of fuel and reduced costs for low‐income populations. 

Transit is also dependent on traffic flow. Transit users, which include environmental justice populations, 
benefit from reduction in traffic congestion. The Modernization Alternatives would reduce traffic on local 
roads compared to the No‐build Alternative. The improvements would benefit all transit users, including 
those who are dependent on transit, which often includes low‐income populations. 

3.9.5.2 Improved Safety 
Safety improvements benefit everyone: drivers, passengers, commuters, and commercial deliveries; all 
which can benefit environmental justice populations. All of the Modernization Alternatives would improve 
safety and decrease congestion on I‐94 compared to the No‐build Alternative. 

3.9.5.3 Improved Local Circulation 
Modernization Alternatives will reduce the number of vehicles that use parallel local roadways to 
circumvent congestion on I‐94. Under the preferred alternative, Washington Street would be extended to 
provide a new local road connection to assist in providing a convenient connection between Hawley Road 
and 70th Street. In the east segment, the Avenues West Association, a neighborhood association, has been 
working to revitalize the 27th Street commercial corridor, and convenient access to the freeway is 
considered essential to its efforts. Additionally, bicycle and pedestrian routes would be improved as part of 
the Modernization Alternatives. Wisconsin State Statute 84.01(35) notes that WisDOT shall give due 
consideration to establishing bikeways and pedestrian ways in all new highway construction and 
reconstruction projects funded in whole or in part from state funds or federal funds. 
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3.9.5.4 Economic Benefits 
Construction of the I‐94 East‐West Corridor project would provide economic benefits that would be most 
experienced by service and labor workers, which can include low‐income and minority populations. 

The Modernization Alternatives would all result in similar conversion of land use to transportation uses, thus 
reducing property taxes, but the offset of the investment would be much greater in terms of local 
expenditures. It is probable that displaced business would be able to relocate within the same commercial 
district and be able to maintain the same employees and customers. The potential for planned 
redevelopment in association with the improved transportation system at the 25th, 26th, and 28th Street 
interchanges and Washington Street extension may provide new employment opportunities. Additionally, 
improved traffic flow and reduction in accidents also converts to economic productivity in terms of a 
person’s ability to access employment and provide deliveries efficiently. 

3.9.6 Interstate Investment Effects on Transit  
The American Civil Liberties Union, Sierra Club, Black Health Coalition, NAACP, Milwaukee Inner‐city 
Congregations Allied for Hope, and the City of Milwaukee have raised the issue (on this or previous freeway 
studies) of highway funding levels versus transit funding levels. This section addresses the concern that 
expanding capacity of I‐94—in the context of SEWRPC’s recommendation to expand freeway capacity 
throughout southeastern Wisconsin—will have a disproportionately high and adverse impact on low‐income 
and minority groups for the following reasons: 

	 The state and federal funds expended for capacity expansion will reduce the opportunity to fund 
mass transit services that would benefit low‐income and minority residents.21 

	 The minority or low‐income groups are less likely to have access to vehicles and, therefore, less likely to 
benefit from the freeway capacity expansion compared to suburban commuters, who are more likely to 
be white and have higher income. 

The issue is related to the groups’ position, raised during SEWRPC’s freeway system plan development, that 
the recommended expansion of the southeastern Wisconsin freeway system violates Title VI of the 1964 
Civil Rights Act by allocating money to freeways at the expense of transit. Title VI of the Civil Rights Act of 
1964 prohibits discrimination based on race, color, or national origin in programs and activities receiving 
federal financial assistance. Specifically, Title VI provides that “no person in the United States shall, on the 
ground of race, color, or national origin, be excluded from participation in, be denied the benefits of, or be 
subjected to discrimination under any program or activity receiving Federal financial assistance” (U.S. House 
of Representatives, 2012, 42 USC Section 2000d). 

However, SEWRPC’s recommendation to widen the southeast freeway system needs to be evaluated in the 
context of its overall transportation plan. The plan states that regional transportation planning is a sequential 

21 Wisconsin Statute 84.01(2) states, “The department [of transportation] shall have charge of all matters pertaining to the expenditure of state and 
federal aid for the improvement of highways, and shall do all things necessary and expedient in the exercise of such supervision.” Conversely, 
WisDOT does not operate or maintain any transit systems in the state. However, at the direction of the state legislature, WisDOT began providing 
funding to local transit systems for operating expenses in 1973, using both state and federal funds. Eligible project costs are limited to the operating 
expenses of an urban mass transit system (Wisconsin Statute 85.20 and TRANS 4.04(1)). In 2013, WisDOT provided $106 million in state transit 
operating assistance to mass transit systems. The current state budget directs WisDOT to provide $106.5 million in 2014 and $111 million in 2015 to 
support mass transit operating costs around the state. 

On average, state operating assistance covers about 37 percent of transit operating expenses statewide. In 2012, nearly $70.1 million of WisDOT’s 
transit funding went to MCTS, representing 43 percent of MCTS’s operating budget. WisDOT also provided about $2.4 million, or about 47 percent, of 
the Waukesha transit system’s operating budget in 2012 ($5.1 million in 2008), which includes funding for commuter bus service between Waukesha 
and Milwaukee. Federal funds also contribute to the transit systems. 

Since 1989, Wisconsin has partnered with Illinois to provide operating support for Amtrak’s Hiawatha service between Milwaukee and Chicago. 
Wisconsin provides 75 percent of the non‐federal, non‐Amtrak operating cost. In 2012, WisDOT spent approximately $12 million on passenger rail, 
which includes Amtrak’s Hiawatha service. 

At the federal level, 15.5 percent of the federal gasoline tax (2.86 cents of the 18.4 cent per gallon tax) goes to the Mass Transit Account of the 
Highway Trust Fund. 
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process beginning with consideration of public transit facilities and services, bicycle and pedestrian facilities, 
and travel demand and transportation systems management measures. Highway system capacity 
improvement and expansion is considered to address highway traffic volume and congestion, which cannot be 
expected to be alleviated by public transit, bicycle, and pedestrian, and travel demand and transportation 
systems management measures (SEWRPC 2006b). The plan recommends a 100 percent increase in transit, 
including rapid transit systems as well as local bus service (see Section 1). SEWRPC’s 2014 review of the 
regional transportation plan reaffirmed the regional transportation planning process as outlined above, as well 
as the vision for a 100 percent increase in transit, while acknowledging this increase in transit is not likely to 
happen without a change in funding levels. Also, public transit carries about 2 percent of total weekday travel 
in southeastern Wisconsin, while over 33 percent of the estimated capital and operating costs of the plan are 
devoted to public transit (SEWRPC 2006b; Tables 34 and 125)22. 

Furthermore, SEWRPC does not implement any of its recommendations. Local, county, state, or special 
districts implement recommendations for the transportation facilities and systems they have jurisdiction 
over as they see fit and funding allows. 

As part of its 2003 A Regional Freeway System Reconstruction Plan For Southeastern Wisconsin, SEWRPC 
looked at the impacts of the recommended freeway system reconstruction plan on environmental justice 
populations in the SEWPRC planning area (Kenosha, Milwaukee, Ozaukee, Racine, Walworth, Washington, 
and Waukesha counties). The I‐94 East‐West Corridor with eight lanes was included as part of the 
recommended freeway reconstruction plan. The analysis concluded that the southeastern Wisconsin 
freeway plan would have no disproportionately high and adverse impacts on minority or low‐income 
populations. The analysis noted there could be beneficial effects to minority and/or low‐income populations 
because of improved accessibility and peak hour travel times. This analysis was confirmed as part of the 
2014 Interim Review and Update of the Year 2035 Regional Transportation Plan (see SEWRPC’s 2014 Interim 
Review and Update of the Year 2035 Regional Transportation Plan, Appendix B, Evaluation of the Impacts of 
the Fiscally‐Constrained Plan on Minority and Low‐Income Populations in Southeastern Wisconsin). 

Some minority and transit advocacy groups have stated that while a balanced transportation system is 
recommended, highways receive more funding than transit and, as a result, the level of transit services has 
stayed the same or decreased in recent years (after an expansion of transit service in Milwaukee in the late 
1990s). According to the 2011 Survey of State Funding for Public Transportation, published by AASHTO, 
Wisconsin ranks 16th nationally in per‐capita state operating support for transit (AASHTO 2011c). The top of 

highway funding was reduced at a greater percentage than transit funding (State of Wisconsin, Act 55, 
2015). 

the list is generally dominated by densely populated east‐coast states that rely heavily on urban rail systems 
and states that feature large metropolitan areas. Additionally, as part of Wisconsin’s 2015‐2017 budget, 

The Milwaukee County Transit System (MCTS) is the largest local transit operator in Wisconsin. MCTS 
provides transit services for all of Milwaukee County and paratransit services (Transit Plus) for the elderly, 
persons with disabilities, and people with conditions that prevent them from using MCTS buses. Freeway 
Flyer express service is available along the I‐94 corridor. Freeway Flyer routes operate during weekday 
morning and evening rush hours, providing service between park‐and‐ride lots and downtown Milwaukee. 
Service is also provided to special events such as Summerfest, other lakefront festivals, and the Wisconsin 
State Fair. 

There are no park‐and‐ride lots in the I‐94 East‐West Corridor; however, a park‐and‐ride lot is located just 
west of the study area at 76th Street and I‐94. Several MCTS Freeway Flyer routes use I‐94, and several other 
MCTS routes operate on local streets in the I‐94 corridor project area (Exhibit 3‐4). MCTS routes cross I‐94 

22 As part of SEWRPC’s 2014 Review and Update of the 2035 Regional Transportation Plan the estimate of capital and operating costs of the plan 
that are devoted to public transit was updated to 23 percent for the Year 2035 Vision Regional Transportation System Plan (Table 30) and 16percent 
for the Year 2035 Fiscally constrained Regional Transportation System Plan (Table 36). 
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on 70th Street, 68th Street, Hawley Road, 35th Street, and 27th Street. Several routes also parallel I‐94 along 
Wisconsin Avenue, Bluemound Road, Canal Street, National Avenue, and Greenfield Avenue. In January 
2015, MCTS introduced the GoldLine “MetroEXpress” Route, which travels along Wisconsin Avenue, parallel 
to I‐94. The MetroEXpress routes are limited‐stop services that operate at a high frequency. 

People who do not have access to an automobile will not often use I‐94, except potentially through local or 
inter
I‐94 regularly, however, the improved level of service and safety on I‐94 will benefit buses using I‐94. Local 

‐city bus travel. This population will not benefit from the proposed action as much as those who use 

arterial street traffic volumes may be lower under the Modernization Alternatives because some trips along 
arterials may shift to I‐94, which may improve bus transit service. 

In Milwaukee County, people without access to an automobile are largely low‐income, City of Milwaukee 
residents. According to AASHTO’s Census Transportation Planning Package, which uses 2006–2010 American 
Community Survey data, for Milwaukee County and the City of Milwaukee, about 87 and 83 percent of 
workers, respectively, drive alone or carpooled to work. In the I‐94 East‐West Corridor, study area, about 82 
percent of workers drive alone or carpool to work. For workers below the poverty level in Milwaukee County 
and the City of Milwaukee, 68 and 62 percent, respectively, of workers drove alone or carpooled to work. 
Most workers not driving to work used public transportation or walked. 

The data also noted that while minority populations generally use transit more for traveling to work in the 
City of Milwaukee, most commuting by minority populations is by car (Table 3‐23). Additionally, data 
collected for this study concluded that 76 percent of the traffic on I‐94 during the peak hours in the I‐94 
East‐West Corridor enter or exit I‐94 within the corridor (between 70th Street and 16th Street) (Skycomp 
2012); therefore, improvements to I‐94 would substantially benefit access within and to and from the study 
area. Improvements to I‐94 would also benefit those living in and doing business in the study area. 
Improvements to safety and reductions in congestion along I‐94, part of the project’s purpose and need, will 
make it more convenient for people to access the study area and easier for local residents to use I‐94 to 
access opportunities both within and outside the I‐94 East‐West Corridor. 

TABLE 3‐23 
Mode of Travel to Work by Race/Ethnicity in the City of Milwaukee 

Travel Mode White 

Black or 
African 
American 

American 
Indian 
and 

Alaska 
Native Asian 

Some 
Other 
Racea 

Two or 
More Races 

Hispanic or 
Latino 
(of any 
Race) 

Drove alone or carpooled 84.5% 79.3% 78.0% 85.5% 88.1% 81.5% 88.5% 

Public transportation 5.6% 14.4% 14.3% 5.0% 6.0% 9.9% 6.1% 

Other (taxi, motorcycle, 
bike, walk) 

7.8% 3.6% 7.8% 7.7% 5.0% 6.0% 4.2% 

Work at home 2.2% 2.7% 0.1% 1.8% 0.8% 2.5% 1.2% 

Source: AASHTO Census Transportation Planning Package; 2006‐2010 American Community Survey 
a Includes all other responses not included in the “White,” “Black or African American,” “American Indian and Alaska Native,” 
“Asian,” and “Native Hawaiian and Other Pacific Islander” race categories described above. Respondents providing write‐in entries 
such as multiracial, mixed, interracial, or a Hispanic/Latino group (for example, Mexican, Puerto Rican, or Cuban) in the “Some Other 
Race” category are included here. 

Based on existing WisDOT traffic counts and future traffic conditions from SEWRPC’s design year (2040) 
peak hour forecast, during both the morning and afternoon peak hours, the traffic split between eastbound 
and westbound traffic is close to 50/50. 

Based on U.S. Census data, low‐income and minority populations are more likely to depend on transit than 
either moderate‐ and high‐income populations or the white population, and this is particularly true in 
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Milwaukee County and the City of Milwaukee. As a result, decreases in transit funding have an adverse 
impact on these populations more than the overall population. There are, however, limitations to the data, 
such as the following: 

	 WisDOT cannot determine whether minority or low‐income persons who commute by car are more 
likely to use the freeway or local roads. Thus, it cannot be determined whether the 80 percent plus of 
minorities who do commute by car use the freeway at the same rate as non‐minorities in order to 
determine whether minorities do not benefit as much from freeway reconstruction. 

	 People who commute to work by transit may still use the freeway to access shopping and recreational 
activities. Major regional destinations such as Miller Park, State Fair Park, and downtown Milwaukee are 
easily accessed from I‐94. 

WisDOT’s Connections 2030 Long‐Range Multimodal Transportation Plan (WisDOT 2009) recommends an 
increase in the level of transit services to increase access to jobs, healthcare, and shopping, particularly for 
environmental justice populations that may not have easy access to a car. While WisDOT’s long‐range plan 
does recognize the importance of transit, there are numerous other factors that influence which 
recommendations are implemented. 

Despite WisDOT’s recommendation, various policy issues complicate state funding of transit, including the 
following: 

	 The federal government does not fund operating costs for transit. 

	 State statute prohibits state funding of capital costs for transit projects. 

	 Historically, there has been little agreement on if or how to spend federal transit funds in southeastern 
Wisconsin. 

	 Unique among similarly sized metro areas around the country, transit in southeastern Wisconsin is 
funded by state funds and local property taxes rather than a dedicated funding source, such as sales tax. 

The focus of the I‐94 East‐West Corridor study is to determine the appropriate course of action for the future 
of I‐94 from 70th Street to 16th Street. Other documents, specifically SEWRPC’s 2035 regional transportation 
plan, reviewed the applicability of only implementing transit improvements in the region and foregoing 
highway improvements. The regional transportation plan determined that even with a 100 percent increase in 
transit usage, I‐94 still needs to be reconstructed with added capacity. The purpose of this study is to select the 
best alternative for meeting the purpose and need goals along this segment of I‐94. 

The outcome of this study will not affect highway or transit funding levels. For example, if the Replace‐in‐
Kind Alternative were identified as the preferred alternative, the cost savings between the Replace‐in‐Kind 
alternative and any Modernization Alternative could not be spent by WisDOT on transit services without 
authorization from the state legislature through the state’s biennial budget process. Whether the No‐build 
or a Modernization Alternative is implemented, it will not directly increase or decrease transit funding 
levels. Transit funding levels are set by the state legislature and Congress, not WisDOT and FHWA23. 

Currently, WisDOT is assisting other entities to ensure implementation of transit in the Milwaukee area. 

financially participate in the planning process of Milwaukee County’s BRT study connecting downtown 
Milwaukee with the Milwaukee Regional Medical Center. In addition, WisDOT has committed to using traffic 
mitigation funding before and during construction of the I‐94 East‐West corridor to invest in local 

WisDOT provides a subsidy for the Amtrak Hiawatha train route between Milwaukee and Chicago and is 
upgrading the train shed at the Milwaukee Intermodal Station. Additionally, WisDOT has committed to 

23 Under certain circumstances, federal highway funds can be expended on transit projects if the project meets certain conditions. See Title 23 USC 
119(d)(2)(G). 
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intersection infrastructure. The intent of this investment is to incrementally implement BRT so that a 
sustainable BRT system is developed and available as a transportation option during I‐94 construction. 

All of the Modernization Alternatives that remained under consideration maintained existing I‐94 access at 
the 68th/70th Street, Stadium Interchange, 35th Street, and 25th/26th/28th Street interchanges. Under both 
west segment alternatives, the freeway entrance and exit ramps at the Mitchell Boulevard interchange 
would be removed. The Mitchell Boulevard interchange would be replaced by a new local road interchange 
under the Stadium Interchange, roughly 0.5 mile to the east. As part of the At‐grade alternative, the Hawley 
Road interchange would either be removed completely or only have ramps to and from the west (preferred 
alternative). Additionally, there would be changes in access between the 35th Street interchange and 
US 41/Miller Park Way and the removal of access from northbound Miller Park Way/US 41 to the Wisconsin 
Avenue interchange on US 41 as part of the Modernization Alternatives. Local residents, including 
environmental justice populations, and the communities in the study area informed WisDOT that 
maintaining existing access points along I‐94 is vital to their communities from a residential and business 
access standpoint. Maintaining existing access benefits both the overall population and environmental 
justice populations through improved travel times and access to goods and services, amongst other benefits. 

Once construction is finished, none of the Modernization Alternatives would negatively affect any existing 
transit routes. No current or planned transit routes use the Hawley Road or Mitchell Boulevard interchanges 
with I‐94. During construction, some routes may be detoured. The Modernization Alternatives would not 
preclude implementation of any future transit services recommended in the regional transportation plan. 

The Modernization Alternatives could provide some benefit to transit routes used by both the overall and 
environmental justice populations. Transit routes that use I‐94, such as MCTS’s Freeway Flyer routes, will 
experience an improved level of service on the interstate, improving travel times and reliability. 
Additionally, greater capacity on the interstate may draw more drivers to I‐94, improving level of service 
on local arterial streets, which, in turn, may improve travel times and reliability for transit routes traveling 
along the arterial streets. 

Local residents who do not own a vehicle and do not routinely use the bus system would not necessarily 
benefit from an improved I‐94. However, there would be no direct adverse impact on the segment of 
population that does not own a vehicle. 

3.9.7 Conclusion 
When making an environmental justice determination, DOT Order 5610.2(a) and FHWA Order 6640.23A 
direct project proponents to consider the impacts of a project and who may be affected, then consider the 
mitigation proposed for these impacts, and finally consider any offsetting benefits to minority and/or low‐
income populations. 

The environmental justice study area for the project was defined to identify populations that would be 
directly and indirectly affected by the Modernization Alternatives. The study areas (1,000 feet, 0.5 mile, 
1 mile, and 2 miles from the project limits) capture populations, including minority and/or low‐income, that 
would experience both direct and indirect impacts, as well as benefits the project would provide. 
Exhibits 3‐24 and 3‐25 show the locations of minority and/or low‐income residents in the study area, 
respectively. As illustrated in the exhibits, populations within the study area vary, but the northeast portion 
of the study area contains concentrations of 30 to 80 percent minority and 40 to 80 percent low‐income 
populations. The west portion of the study area is consistently 1 to 40 percent minority and 1 to 20 percent 
low‐income populations. The southeast portion of the study area is predominantly industrial commercial 
with no population present. Property acquisition, displacement, changes in access, visual impacts, noise, and 
construction impacts would be experienced by minority and/or low‐income population, but the impacts do 
not result in any adverse impacts considered disproportionately high and adverse. 

Both negative and positive effects would occur for minority and/or low‐income populations, but do not 
differ substantially between the build alternatives. Non‐minority and non‐low‐income populations would be 
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impacted to the same degree, the impacts are substantially mitigated, and the benefits offset the short‐term 
residual impacts that may occur. 

The I‐94 Modernization Alternatives would provide substantial benefits that would positively affect minority 
and/or low‐income populations. These benefits include reduced congestion, which results in time and fuel 
savings for all commuters. While it was shown that the majority of minority and/or low‐income commuters 
are still dependent on the automobile, reduced congestion also improves transit performance and reliability. 
The design would improve safety conditions and reduce accidents by up to 29 percent, a benefit received by 
all users, including local road users. The Modernization Alternatives would improve accessibility to 
employment, with the exception of Hawley Road interchange, where surrounding environmental constraints 
and safety design would restrict the development of a full interchange under the At‐grade alternative. While 
this impacts access to businesses and residents along and near Hawley Road, the 68th/70th Street 
interchange is less than 0.5 mile west, and the Stadium Interchange can also be used by commuters to 
access this area via National Avenue and Bluemound Road. Additionally, as part of the preferred alternative 
in the west segment, WisDOT would construct some off‐interstate improvements to mitigate the traffic 
impacts of partially closing the Hawley Road interchange, including extending Washington Street to make it 
easier for drivers in the Hawley Road corridor to access the 68th Street/70th Street interchange. Therefore, 
the increase in safety offsets the short‐term adjustment to new points of access. 

The I‐94 East‐West Corridor project would not result in any effects that would be considered 
disproportionately high and adverse under Executive Order 12898, DOT Order 5610.2(a), and the FHWA 
Order 6640.23A as a result of the implementation of the preferred alternative. For the most part, project 
impacts would be limited in scope and others would be mitigated through the implementation of effective 
mitigation measures. Furthermore, the I‐94 East‐West Corridor project includes offsetting benefits that 
would benefit minority and/or low‐income populations as much as the general population. Therefore, the 
project would not result in disproportionately high and adverse effects on minority and/or low‐income 
populations. 

3.10 Visual Character/Aesthetics
3.10.1 Visual Resource Background 
A visual impact assessment, located on the CD at the back of this document, was conducted to assess the 
visual impacts of the Modernization Alternatives in the I‐94 East‐West Corridor. The assessment of the 
changes to the visual environment was prepared using the FHWA visual assessment methodology (Visual 
Impact Assessment for Highway Projects [FHWA 1981]), which has been successfully applied by FHWA and 
state highway departments to evaluate transportation projects. The methodology provides a way to 
quantitatively rate and compare changes in visual quality and provides decision makers with a way to 
compare alternatives. 

The FHWA methodology considers the viewing sensitivity of people who would view changes associated 
with a highway project. The visual assessment process provides a comprehensive assessment of the 
landscape character through which the existing and proposed highway traverses. It also is used to determine 
the type and degree of visual impact for various viewers. People who would view the potential changes 
associated with the I‐94 East‐West Corridor study are residents, motorists driving on I‐94 or on roads near it 
(both locals and non‐locals passing through the area), people visiting cemeteries, workers, business 
customers, and business owners. Residents are considered to have high visual sensitivity to changes in the 
viewed landscape because of their familiarity with it and their frequent and long viewing duration. Some 
residents in the study area have full or partial views of I‐94, and changes to those views may be of concern 
to them. 

Changes to the visual environment are measured by determining how a proposed project would change the 
visual quality for selected representative views. Visual quality is an assessment of the composition of the 
character‐defining features for the selected views. The goal of the visual quality assessment is to answer the 
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following questions: Is this particular view common or dramatic? Is it a pleasing composition (with a mix of 
elements that seem to belong together) or not (with a mix of elements that do not belong together or are 
eyesores and contrast with the other elements in the surroundings)? Visual quality is evaluated in terms of 
vividness, intactness, and unity. These three characteristics are described as follows: 

 Vividness is the degree of drama, memorability, or distinctiveness of the landscape components. 

 Intactness is a measure of the visual integrity of the natural and human‐built landscape and its freedom 
from encroaching elements. High intactness means that the landscape is free of eyesores and is not 
broken up by features that appear to be out of place. 

 Unity is the degree of visual coherence and compositional harmony of the landscape considered as a 
whole. High unity frequently attests to the careful design of individual components and their 
relationship in the landscape. 

These three characteristics together determine the visual quality of the viewed environment. To determine 
existing visual quality and to assess impacts to viewers, the FHWA methodology uses numeric ratings. The 
ratings help to establish the existing visual quality of a view from selected viewpoints and to determine how 
the existing visual quality of the view would change (can be negative or positive) with the project in place. 
Visual quality is rated between 1 (low) and 7 (high). The visual quality ratings and their descriptors are as 
follows: 

 1—Very Low 
 2—Low 
 3—Moderately Low 
 4—Average 
 5—Moderately High 
 6—High 
 7—Very High 

For this visual impact assessment, the level (negligible, moderate, or substantial) of impact intensity was 
determined based on FHWA methodology. The impact assessment evaluated the degree to which the 
proposed project would change the existing visual quality category of a viewed landscape and considered 
the viewer sensitivity (high, moderate, and low) of people who would view the proposed project in the 
landscape. An impact with substantial intensity is defined as a change in the existing visual quality category 
by (a) two or more categories (for example, from high to moderate or moderate to low) in an area where 
people with high or moderate viewing sensitivity would see it; or (b) one category in an area where people 
with very high viewing sensitivity would see it. An impact with moderate intensity is defined as a change in 
the existing visual quality category by one category (for example, high to moderately high, or moderately 
low to low) in an area where people with moderate viewer sensitivity would see it. An impact with negligible 
intensity is defined as (a) a change in the existing visual quality category by one or more visual quality 
categories in an area where people with low viewer sensitivity would see it; or (b) areas where the proposed 
project would not change the existing visual quality categories and would be seen by viewers with high, 
medium, or low viewing sensitivity. 

Members of the study team with expertise in visual impact assessments and/or environmental planning, 
landscape architecture and architecture reviewed existing condition photographs from 12 representative 
locations (key observation points [KOPs]) (Exhibit 3‐28) and assigned each a visual quality rating. The study 
team then evaluated and rated photographic simulations24 of alternatives that were developed for the 

24 The simulations were prepared through a process that entailed photographic documentation of the views from each of the KOPs using a single‐
lens‐reflex digital camera set to take photographs equivalent to those taken with a 35‐millimeter camera using a 50‐millimeter focal length, which is 
the camera lens setting that is commonly used in visual assessment because it closely resembles the viewing angle (or cone) of the human eye. For 
each view, computer modeling and rendering techniques were used to produce the simulated images. Existing topographic and site data provided 
the basis for developing an initial digital model. Engineers provided site plans and digital data for the preliminary design of alternatives. They were 
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KOPs to determine impacts (Exhibits 3‐29 and 3‐30). The ratings allowed an assessment to be made of the 
degree of impact the alternatives would have on visual quality. 

The KOPs are used for representing existing views, establishing visual quality, and for developing simulations 
of the various alternatives so that differences can be analyzed and impacts determined. The KOPs were 
identified and approved with input from stakeholders where there was concern that the Modernization 
Alternatives would impact existing views. 

Although the results provide an accurate depiction of how the alternatives might appear (based on current 
levels of design), all engineering design work associated with alternatives is preliminary, and many details 
need to be finalized. The simulations are intended to provide an indication of the form and scale of the 
alternative being simulated to assist in determining how the alternative would change the visual character 
and visual quality of the view from the KOP. Final design details and design refinements, including aesthetic 
enhancements, will occur after the project’s environmental process is complete. 

3.10.2 Affected Environment 
The degree of visibility of I‐94 varies greatly by location. Variables that influence visibility include terrain, the 
presence of trees and buildings that can block views and the elevation of I‐94 (various parts are below, at, or 
above grade). With the exception of areas near Miller Park, the areas from which I‐94 can be seen generally 
range from those adjacent to the highway to areas several blocks away. 

The land uses and character of the viewed landscape along I‐94 vary considerably by location. The west 
segment is mainly residential, as is the area north of I‐94 and east of the Stadium Interchange. In between 
the residential areas are visually distinctive areas that include cemeteries, Miller Park and its parking lots 
and the Menomonee Valley industrial area. To assist in describing existing conditions and potential impacts 
from the project alternatives, the project area was divided into six landscape units that have distinctive 
visual characteristics that differ from the other landscape units (Exhibit 3‐28). From west to east, the 
landscape units are as follows: 

1. West End 
2. Cemeteries 
3. Story Hill 
4. Miller Park 
5. Merrill Park 
6. Menomonee Valley 

3.10.2.1 West Segment 
Landscape Unit 1 (West End) consists of the entire west segment of the I‐94 East‐West Corridor. Although 
Landscape Unit 1 is largely residential, two large‐scale features (I‐94 and the overhead electrical 
transmission line) introduce non‐residential visual features into this landscape unit. Both I‐94 and the 
electrical transmission line greatly influence the landscape character of areas near them as well as visual 
quality. 

The visual character and quality of areas south of I‐94 is much different from areas to the north. I‐94 is more 
visible to residential areas to the south than from the north. The visibility of I‐94 from areas to the south and 
I‐94’s influence on character and visual quality varies greatly by location. There are a number of residences 
adjacent to I‐94 (or to exit/entrance ramps serving it) along north‐south oriented streets that dead‐end 
against I‐94. Some residences have unobstructed views of I‐94, whereas vegetation and fences screen views 
of the highway from other residences. The visual character of I‐94 is typical of a major interstate highway, 
and adjacent areas with unobstructed views of it are influenced by its presence. The visual quality ratings for 

used to create three‐dimensional digital models of the alternatives. The models were then combined with the digital site model to produce a 
complete computer model of the alternatives. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

most of the areas adjacent to I‐94 range from moderately low to low depending on how much of the 
electrical transmission line and I‐94 are visible. 

One KOP was selected for this landscape unit. KOP 1 (West Dixon Street) was selected to represent a 
residential area south of I‐94. The view from KOP 125 can be seen in Exhibit 3‐29a. 

The western edge of Landscape Unit 2 (Cemeteries) is Hawley Road, and its eastern boundary is Mitchell 
Boulevard. Within the landscape unit are five cemeteries: Wood National Cemetery, Beth Hamedrosh 
Hagodel Cemetery, Calvary Cemetery, Anshai Lebowitz Cemetery, and Spring Hill Cemetery. The electrical 
transmission line described in Landscape Unit 1 passes through Landscape Unit 2, north of I‐94. South of the 
cemeteries adjacent to the south side of I‐94, is the VA Campus, including the Zablocki VA Medical Center. 

The following five KOPs were selected to represent views of I‐94 from cemeteries on each side of I‐94 
(Exhibit 3‐29b through 3‐29f): 

 KOP 2 (Dana Court adjacent to Beth Hamedrosh Hagodel Cemetery)
 
 KOP 3 (Beth Hamedrosh Hagodel Cemetery)
 
 KOP 4 (Wood National Cemetery (within Soldiers’ Home NHL) on the north side of I‐94)
 
 KOP 5 (Spring Hill Cemetery)
 
 KOP 6 (Wood National Cemetery (within Soldiers’ Home NHL) on the south side of I‐94)
 

The visual quality of the five KOPs and other areas within this landscape unit was about average.
 
The cemeteries (and their associated lawns, trees, headstones and monuments) added vivid and memorable
 
visual elements to this landscape unit. However, the presence of I‐94 detracts from overall visual quality.
 
Because I‐94 is at grade, it is possible to see over it; therefore, there are strong visual connections between
 
cemeteries on both sides of I‐94, and these connections create a unique and fairly visually intact setting for
 
this landscape unit.
 

Landscape Unit 3 (Story Hill) includes the Story Hill neighborhood, located in the northwest quadrant of the
 
Stadium Interchange, west of Yount Drive. The southern portion of Landscape Unit 3 is closest to I‐94 and
 
Miller Park parking areas. Residences are approximately 170 feet from the north edge of I‐94 but are higher
 
in elevation than the interstate, so residents do not see the roadway or traffic from most locations.
 
Residents do have views of I‐94 signs in some locations. No residences are located directly adjacent to I‐94.
 
Story Parkway is located between the residences and I‐94, and there is vegetation south of the parkway and
 
an adjacent slope that blocks most outward views. Views of Miller Park, parking areas, the overhead
 
electrical transmission line towers and conductors (“wires”), and hills to the south are possible from several
 
locations. Most areas farther to the east and north along Story Parkway have outward views that are
 
similarly screened. Near the intersection with Yount Drive, there are more open areas, so views of Miller
 
Park, parking areas, Stadium Interchange, and hills beyond are possible, particularly when deciduous trees
 
and shrubs have no foliage. Residents are sensitive viewers in this landscape unit.
 

Four KOPs were selected for this landscape unit to represent the views of residents to the south and east 
(Exhibits 3‐29g through 3‐29j). The four KOPs are: 

 KOP 7 (Story Parkway)
 
 KOP 8 (Story Parkway near Pinecrest Street)
 
 KOP 9 (Story Parkway near Clarendon Place)
 
 KOP 10 (Yount Drive and Story Parkway)
 

KOPs 7 and 8 face south and have views of Miller Park, a unique and memorable feature, and views of less
 
memorable features such as parking areas around the stadium and I‐94 signs. Roadside vegetation blocks
 
much of the view from KOPs 7 and 8, particularly when there is foliage on deciduous trees. The overall visual
 

25 A detailed description of each KOP and the impacts the Modernization Alternatives would have on each KOP is located in the Visual Impact 
Assessment, which is located on the CD at the back of this document. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

quality of views from this part of Story Hill is generally average. KOPs 9 and 10 are on the east side of the 
Story Hill neighborhood. They have views of US 41, the Stadium Interchange, hills beyond and Miller Park 
parking in the foreground. The visual quality of views in this area is generally moderately low. 

The area surrounding the Washington Street extension is industrial and commercial in nature (Exhibit 2‐10). 
There are several large industrial and commercial buildings surrounded by large parking lots. Views from the 
Washington Street extension are generally of the immediately surrounding land uses with little views of 
objects in the distance. 

3.10.2.2 East Segment 
Landscape Unit 4 (Miller Park) includes Miller Park and its parking lots, the Stadium Interchange, segments 
of I‐94 and US 41, railroad tracks and a portion of the Hank Aaron State Trail (roughly 0.5 mile south of I‐94). 
Most of the land in this landscape unit is devoted to parking, industry, and transportation, and has a 
utilitarian character. People who are considered viewers in Landscape Unit 4 are temporary viewers either 
passing through the area on transportation infrastructure, or people attending an event at Miller Park. Due 
to the temporary nature of their visits in this landscape unit and their likely attention to the activities they 
are watching or participating in, their viewer sensitivity is considered low. Because of the lack of sensitive 
viewers in this landscape unit and its utilitarian character, no KOP was selected for Landscape Unit 4. 

Landscape Unit 5 (Merrill Park) is a residential neighborhood north of I‐94. Park Hill Avenue is lined with 
residences and parallels the north side of I‐94. Several north‐south‐oriented residential streets come to a 
dead‐end at I‐94. Vegetation is present within some parts of the I‐94 right‐of‐way and may screen, or 
partially screen, views of I‐94 from some of the residences. 

Two KOPs were selected for Landscape Unit 5 to represent views from residences (Exhibits 3‐29k and 3‐29l). 
The two KOPs are KOP 11 (36th Street and Park Hill Avenue) and KOP 12 (32nd Street and Park Hill Avenue). 
I‐94 is the major visual feature from the residences located north of I‐94. The general visual quality of views 
toward I‐94 is moderately low.Landscape Unit 6 (Menomonee Valley) consists of the Menomonee Valley, 
located south of I‐94. The area is industrial and commercial and has few sensitive viewers. I‐94 passes to the 
north above this low‐lying landscape unit, and views of it are often interrupted by large‐scale features such 
as industrial/commercial buildings and elevated roads/overpasses. Because of the lack of sensitive viewers 
in this landscape unit and its utilitarian character, no KOP was selected for Landscape Unit 6. 

3.10.3 Aesthetic Impacts 
Highways are prominent features in the landscape that can affect the visual quality of the natural and built 
environment. Likewise, the visual quality of the adjacent natural and built environment affects highway 
travelers’ visual experience. FHWA Technical Advisory T6640.8A provides guidance on the preparation and 
processing of environmental documents (FHWA 1987). It states that when potential for visual impacts exists, 
an environmental study should identify the impacts to the existing resource, and the relationship of the 
impact to potential viewers of and from the project, as well as measures to avoid, minimize, or reduce the 
adverse impact. 

As part of the aesthetic impacts analysis, the potential for noise barriers and how they could change 
viewshed along the project corridor and influence visual quality was not analyzed in detail. The reason is 
that the location of noise barriers will not be decided until later in the study process, after local residents 
have the opportunity to decide if they want the noise barriers. Based on noise analysis in Section 3.19.3, 
noise walls would be feasible and reasonable in several locations along I‐94. In general, the addition of noise 
barriers would change the viewshed for viewers located immediately behind them, particularly for motorists 
driving on I‐94. With noise barriers, views from I‐94 of adjacent areas would generally be blocked or 
interrupted. However, for most viewers looking towards I‐94, the presence of noise barriers would not 
significantly alter the viewsheds associated with the alternatives discussed in this section. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

3.10.3.1 No-build Alternative 
The No‐build alternative would not change the visual character of the study area. 

3.10.3.2 Modernization Alternatives 
West Segment 
At the west end of the study corridor (west of Hawley Road), the At‐grade alternative (preferred alternative) 
would essentially retain I‐94 at its current elevation as it travels through the portion of the west segment 
west of Hawley Road. Because the At‐grade alternative would have essentially the same grade and close to 
the same width as the existing freeway, its character would not change, nor would the visual quality of 
views toward it from residences to the north and south. Views of motorists driving on this part of I‐94 would 
also not change greatly. The reconstruction of the 68th Street/70th Street interchange (alignment the same as 
existing alignment) would not change the character or visual quality of areas near the interchange. The 
removal of freeway entrance and exit ramps at the Hawley Road interchange, for either the no interchange 
or half interchange options, would not change the character of the freeway corridor or the visual quality of 
views toward I‐94 from areas near it or from the freeway by passing motorists. The At‐grade alternative 
west of Hawley Road would have an impact of negligible intensity on the visual quality of views toward I‐94 
from nearby areas. 

At the west end of the corridor (west of Hawley Road) the Double Deck alternative would require parallel 
westbound and eastbound freeway lanes as well as C‐D roads that would be at different elevations than the 
freeway. Traveling east, the eastbound lanes of I‐94 would begin to gain elevation at about 62nd Street. 
The Double Deck alternative would be similar to, and consistent with, the existing visual character of I‐94. 

Most of the Double Deck alternative would be constructed at or near grade, with the exception of the portion 
east of 62nd Street as it transitions to/from a double deck. The alternative’s visual impacts are distinguished 
between the impacts from the at‐grade portion of the alternative and the elevated portion. This alternative 
would expand the I‐94 corridor north into the overhead electrical transmission line right‐of‐way. No residences 
would be removed from the north side of I‐94 along the at‐grade portion. Near the westbound Hawley Road 
entrance and exit ramps, one residence would be displaced. South of I‐94 there would be residential 
displacements between 68th and 62nd streets. I‐94 would be closer to the remaining residences. 

The top of the crash barriers of the elevated portion of the Double Deck alternative would be as high as 
30 feet above adjacent grade for the all up option, and the elevated ramps would range from 0 to 30 feet (to 
the top of the crash barriers) above adjacent grade. Views by motorists on the elevated freeway lanes would 
be more expansive than current views from I‐94. The views of motorists along the at‐grade freeway lanes 
would be similar to existing views in most locations, although the views would include ramps and C‐D roads. 

The Double Deck alternative west of Hawley Road would change the visual setting of the surrounding area. 
The alternative would widen I‐94, displace residences and introduce elevated roadway structures into the 
eastern part of the area. Due largely to the presence of I‐94 and the overhead electrical transmission line, 
the visual quality of views toward I‐94 from within this landscape unit ranges from moderately low to low. 
Given the wider and taller bridges associated with the Double Deck alternative compared to existing I‐94, it 
would be seen over a greater area than existing I‐94. However, when viewed from nearby areas, it would be 
consistent with the large‐scale transportation element character of the existing I‐94 corridor. The alternative 
would lower the visual quality of views of I‐94 from nearby areas. However, the changes would not reduce 
the moderately low to low visual quality of views by residents by one rating or more. The Double Deck 
alternative west of Hawley Road would have an impact of negligible intensity on the visual quality of views 
toward I‐94 from nearby areas. 

While the At‐grade alternative and the Double Deck alternative would reflect the existing major 
transportation infrastructure character that I‐94 currently exhibits east of Hawley Road, past the cemeteries, 
they would have different visual impacts on the adjacent cemeteries. 
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The At‐grade alternative (preferred alternative) would remain at‐grade as it travels past the cemeteries. 
Existing views toward I‐94 and beyond from the cemeteries would essentially remain the same. A wall would 
be built on the south side of I‐94 to partially screen views of I‐94 from Wood National Cemetery. The 
existing wood fence on the north side of I‐94 would be replaced with a fence/wall of a similar height. As a 
result, views from the cemeteries would no longer include I‐94. Motorists on I‐94 would have less 
opportunity to see Wood National Cemetery. The At‐grade alternative would slightly change the appearance 
of I‐94 (and remove the interchanges—most of which are not seen by sensitive viewers within the 
cemeteries) from the cemeteries, and could lower visual quality for visitors. However, it would not reduce 
current visual quality by one rating or more; therefore, its impact would be of negligible intensity and would 
enhance the viewshed for those in the cemeteries (Exhibit 3‐30). 

The Double Deck alternative would introduce large‐scale transportation infrastructure into this portion of 
the I‐94 corridor. The structures would reflect the existing major transportation infrastructure character that 
I‐94 currently exhibits, but would block views between the cemeteries to varying degrees. Their presence 
would eliminate the expansive character of the views from the cemeteries. Airflow openings for the double‐
deck structure with both the all up and partially down options would provide some limited visual connection 
between the cemeteries (depending upon viewing location) and add architectural interest compared to solid 
walls. The double decks associated with the all up and partially down options would reduce the existing 
visual quality ratings of all five KOPs in this landscape unit by one or more visual quality ratings and would 
have impacts of substantial intensity. Under the Double Deck alternative all up option, the top of the crash 
barriers on the top level of the freeway (eastbound I‐94) would be about 30 feet above the existing 
elevation. Under the partially down option, the top of the crash barriers on the top level of the freeway 
(eastbound I‐94) would be 22 to 24 feet above the existing freeway elevation. For both Double Deck options, 
bridges on the north side of I‐94 would be higher than on the south side due to lower elevations north of 
I‐94. The degree of visual impact would depend upon several factors, including how high the top of the 
double deck structure would be compared to the adjacent grade, the type of structure used to support the 
components (solid walls would likely have greater visual impacts than more open structures), the degree of 
screening (if any) that would be provided to screen views of the double deck (particularly the support walls) 
and the type of wall treatments that could be used to make the walls more visually appealing or less 
dominant. 

The Double Deck alternative partially down option would have similar visual impacts as the Double Deck 
alternative all up option. While the partially down option would be about 6 to 8 feet lower than the all up 
option in some locations, the introduction of either option to the existing landscape would eliminate the 
expansive character of views from cemeteries on both sides of I‐94 to the other side of I‐94. Both Double 
Deck options would block views between the cemeteries. 

Views by people driving on the upper level freeway lanes would be more expansive than current views from 
I‐94, whereas views from much of the lower level portions of the interstate would essentially be blocked by 
adjacent structural walls (although some openings in the walls to allow airflow would potentially provide 
glimpses of adjacent areas). 

The At‐grade alternative (preferred alternative) would not have the degree of impact that the Double Deck 
alternative would. The At‐grade alternative would have an impact of negligible intensity, whereas the 
Double Deck alternative would have impacts of substantial intensity. 

The alternatives would also have different visual impacts in 
“Leaf‐off” conditions are when deciduous the area of the west segment between the cemeteries and 
vegetation (trees) are without foliage. 

the Stadium Interchange. The At‐grade alternative 
(preferred alternative) would not significantly change the “Leaf‐on” conditions are when deciduous 

vegetation (trees) have foliage. views of I‐94 from the Story Hill neighborhood. Under the 
Double Deck alternative (all up and partially down options) 
I‐94 would be higher than it is now as it transitions between an at‐grade freeway to the east of Story Hill and 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

a double deck to the west. At Story Parkway’s west end (closest to I‐94, near its intersection with Pinecrest 
Street), I‐94 would be more visible when looking south from the parkway. At the west end of the Story Hill 
neighborhood, the top of the upper freeway lanes of the double deck freeway and vehicles travelling on it 
would be seen through the shrubs that line the south side of Story Hill Parkway during leaf‐off conditions. 
This is the location where residences in the Story Hill neighborhood are closest to I‐94. During leaf‐off 
conditions, the Double Deck alternative decreases visual quality from the Story Hill neighborhood from 
between average and moderately low, to moderately low. During leaf‐on conditions, visual quality would 
decrease very little, if at all. At the parkway’s north and east ends (farthest from I‐94, near Bluemound 
Road), there would not be a view of the double deck freeway. 

The Washington Street extension, constructed as part of the preferred alternative, would have minimal 
visual impacts on the surrounding viewers. The extension would consist of adding a new at‐grade roadway 
to an already cluttered visual environment. The construction of the Washington Street extension would not 
reduce the low visual quality of views in the area by one rating or more. The Washington Street extension 
would have an impact of negligible intensity on the visual quality of the area. 

East Segment 
The reconstructed Stadium Interchange (single‐point interchange with free flow ramps from I‐94, part of the 
preferred alternative) would be centered in Landscape Unit 4 (Miller Park) but would continue into or be 
seen from nearby Landscape Units 3 (Story Hill), 5 (Merrill Park), and 6 (Menomonee Valley). The closest 
part of the Stadium Interchange segment to sensitive viewers is the northwest quadrant near the southern 
and eastern edges of the Story Hill neighborhood. Various combinations of ramps would depart or merge 
with I‐94. Additionally, a revised local road network would be evident within the Miller Park property. The 
eastern part of the Story Hill neighborhood is not as high above adjacent terrain as the southern‐
southeastern part is, but some areas have expansive existing views that include major highways (I‐94, US 41, 
etc.), parking areas for Miller Park, and parts of Milwaukee several miles away. 

The reconstructed Stadium Interchange would have tall bridges adjacent to the southern edge of the 
neighborhood. The bridges would include high elevated freeway lanes and ramps that would be seen to 
varying degrees. The highest portion of the reconstructed Stadium Interchange would be about 25 feet 
higher than the existing interchange. Components of the reconstructed Stadium Interchange would be seen 
from parts of the Story Hill neighborhood during leaf‐off conditions. 

The reconstructed Stadium Interchange would not greatly change the visual quality of outward views from 
the neighborhood or block views of vivid or memorable elements, such as Miller Park. Views from much of 
Story Parkway are blocked during leaf‐on times of the year by trees and shrubs planted along Story Parkway. 
Changes associated with the reconstructed Stadium Interchange would not reduce the visual quality ratings 
of views by one or more categories. The impact of the reconstructed Stadium Interchange on views from the 
Story Hill Neighborhood towards I‐94 and the Stadium Interchange area would be of negligible intensity. 

East of the Stadium Interchange, both the Off‐alignment and On‐alignment (preferred) alternatives would 
pass through and/or be visible from Landscape Units 5 (Merrill Park) and 6 (Menomonee Valley). Landscape 
Unit 6 is industrial and does not contain sensitive viewers. No KOPs were selected or simulations developed 
for Landscape Unit 6. Two KOPs were selected from Landscape Unit 5 because it contains a residential area. 
Both alternatives would have the same alignment west of 32nd street. East of 32nd Street the On‐alignment 
alternative would be located close to the existing alignment, located about 150 feet south of the existing 
alignment at 29th Street. The Off‐alignment alternative would be located about 400 feet south of the existing 
alignment at 25th Street. 

The aspect of both east segment alternatives that would be of most concern to viewers from the Merrill 
Park area would be the braided ramps that would be built north of, and higher than, the I‐94 mainline. 
Parts of the braided ramps would be at‐grade, others would be elevated. The braided ramps would parallel 
much of Park Hill Avenue. The new ramps would replace existing ramps that provide connections from 
Park Hill Avenue to 35th Street. They would be slightly lower in elevation than Park Hill Avenue (elevation 
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differences would vary by location). Constructing the ramps would remove most of or all the vegetation 
growing on the slope between Park Hill Avenue and I‐94. The views seen by people who would drive on I‐94 
or its ramps would be similar to existing views from I‐94. The most noticeable difference would be along the 
north side of I‐94, where vegetation on slopes would be removed. 

Elevated bridges associated with both east segment alternatives have the most potential to impact views 
from this area. However, because many of the views in the area already include views of transportation 
infrastructure and many are from elevated areas, introducing components of each alternative would be 
consistent with the character of much of the landscape unit. The alternative’s components that could be 
visible within the landscape unit would not lower the existing average to low visual quality of views in this 
landscape. The intensity of the impacts of both east segment would be negligible. 

East of 32nd Street, the Off‐alignment alternative would be reconstructed south of the existing alignment 
and the On‐alignment alternative. This would be most visible through Landscape Unit 6. Landscape Unit 6 is 
primarily industrial and commercial and has few, if any, sensitive viewers. Some of the Off‐alignment 
alternative components would be potentially seen from some residences in the Merrill Park neighborhood 
north of Park Hill Avenue (although east of 32nd Street the I‐94 components would be several hundred feet 
farther away). The presence of the components would not change the character of views to south that is 
heavily influenced by the existing I‐94 and the industrial lands in the Menomonee Valley below or lower the 
visual quality of the views. Impacts would be of negligible intensity. 

The On‐alignment alternative (preferred alternative) would be the same as the Off‐alignment alternative 
except that east of 32nd Street I‐94 would remain close to its current alignment and ramps associated with 
27th Street would remain as they are. As with the Off‐alignment alternative, this alternative would be 
consistent with the existing character of areas viewed from Merrill Park residences north of Park Hill Avenue 
that include existing I‐94 and areas in the Menomonee Valley and would not change the visual quality of the 
views. The On‐alignment alternative would have impacts that would be of negligible intensity. 

3.10.4 Measures to Minimize and Mitigate Adverse Aesthetic Impacts 
The At‐grade alternative minimizes the visual impact of the project in the west segment, while the partially 
down option was designed so that the Double Deck alternative would not be as visually intrusive. 

On previous WisDOT Southeast Freeways projects, such as the Marquette Interchange, I‐94 North‐South 
Corridor, and Zoo Interchange, community sensitive design (CSD) efforts during final design identified 
concepts for visual benefits and minimization of impacts resulting from a larger‐scale freeway. As part of the 
2015‐2017 State of Wisconsin budget, funding is no longer available for CSD efforts. 

Mitigation measures included in the previous projects that could serve as mitigation on this project include 
the following: 

	 At the ends of streets that dead end at I‐94, install screening or plant vegetation to screen or block views. 

	 Where there is room in the right‐of‐way near residences, consider installing screening or planting 
vegetation to screen or block views. 

	 To reduce the size and contrast of large‐scale features, such as the structure wall, plant trees next to the 
structures to “soften” views of it, or between the structures and viewers to screen or block views of it. 

	 Use trees/shrubs where possible to screen/diminish the size of north‐facing walls of the double deck. 

	 Plant evergreen shrubs and/or small trees in the area south of Story Parkway to block leaf‐off views. 

	 Consider reinforcing a feeling of community by working with community/neighbors to devise a roster of 
potential plants. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

3.11 Surface Water and Fishery
3.11.1 Affected Environment 
The I‐94 East‐West Corridor is in the Menomonee River Watershed, and I‐94 crosses the Menomonee River 
near 44th Street. 

3.11.1.1 Menomonee River Watershed 
The Menomonee River Watershed, part of the Milwaukee River Basin, has 96 miles of rivers and streams, 
and it drains 136 square miles in Milwaukee, Ozaukee, Washington, and Waukesha counties. Land cover 
within the watershed is primarily urban or suburban (52 percent) with significant agriculture (22 percent) 
and open water and open space (14 percent) cover. 

The Menomonee River is 33 miles long and is 
considered a tributary to the Milwaukee River. The 
river originates in the Village of Germantown and 
the City of Mequon and flows in a southeasterly 
direction before it meets the Milwaukee and 
Kinnickinnic rivers in the Milwaukee Harbor Estuary. 
Urban land use in the watershed increased roughly 
25 percent between 1990 and 2000. In the I‐94 East‐
West Corridor, land use adjacent to the Menomonee 
River is primarily industrial (WDNR 2010). 

MMSD recently removed 1,100 feet of concrete from 
the bed of the Menomonee River north of Wisconsin 
Avenue and north of the I‐94 project 
limits. This project will eliminate a 
barrier to fish passage between Lake 
Michigan and upstream stretches of the 
river. As part of the project, a 58‐foot‐
wide concrete lining was removed and 
the river was restored with a more 
natural, meandering streambed, with 
rock riffles and pools in which fish can 
rest. Removal of the lining also opened 
17 miles of the main river—through 
Wauwatosa to Lepper Dam at Mill Pond 
Park in Menomonee Falls—to fish 
migration (“MMSD to spend $3.98 
million to remove Menomonee River 
concrete,” Milwaukee Journal Sentinel, 
May 6, 2013). 

I‐94 crossing over the Menomonee River 

Menomonee River with removed concrete lining 

The remaining 3,700‐foot section of concrete lining downstream of Wisconsin Avenue and 300 feet south of 
I‐94 is under feasibility review for removal by the Corps of Engineers under a Section 206 Aquatic Ecosystem 
Restoration Plan. Removal of the concrete lining of the Menomonee River from the Bluemound Road bridge 
to I‐94 began in 2015. 

Fishery 
The fishery in the watershed is dominated by species that can tolerate low dissolved oxygen and other water 
quality impairments. Most notable is the exotic invasive common carp species, which has increased from 
2 percent to nearly 40 percent of the catch from 1975 to present. Carp are likely having a negative effect on 
the overall fishery in this watershed by destroying habitat and competing with native fish species for food 
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and spawning areas. Data also indicate an apparent, relatively recent, gain of five species in the watershed. 
Notable species were the brook trout, brown trout, black crappie, walleye, and greater redhorse. 
The species were all observed in the lower portions of the Menomonee River and seem to be associated 
with the removals of the Falk dam and the drop structure at 45th Street. Other species that have increased in 
abundance include smallmouth bass, an intolerant fish species, and walleye, which is probably indicative of 
the WDNR’s stocking conducted pursuant to walleye population restoration efforts in the Lower Milwaukee 
River and Harbor since 1995 (WDNR 2010). Some species of trout and salmon also use the river to spawn 
during spring and fall (WDNR Outdoor Reports, October 25, 2012, and April 4, 2013). 

Water Quality 
The Menomonee River is on WDNR’s “Impaired Waters,” list with a Section 303(d) designation.
 
A Section 303(d) designation means that the water body does not meet Federal Clean Water Act standards.
 
The pollution types present include fecal coliform, unspecified metals, polychlorinated biphenyls (PCBs),
 
total phosphorus and E. coli. Recreational restrictions are in place due to pathogens, chronic aquatic toxicity,
 
contaminated fish tissue and low dissolved oxygen.
 

According to WDNR’s Menomonee River Watershed (2010), “In the 1980s the US and Canada signed an
 
agreement to improve water quality in the Great Lakes. A major focus is targeting “Areas of Concern”
 
(AOCs), like the Milwaukee Estuary, which suffer from a long history of toxic contamination. Recently, the
 
Milwaukee AOC was expanded to include the Menomonee River from the estuary 12.5 miles upriver to
 
where the Little Menomonee River flows under Highway 100. Federal, state and local agencies have
 
developed a plan to begin cleaning up and restoring the Milwaukee AOC. The plan identifies 11 impairments
 
to the Menomonee River and its tributaries. Ultimately, each of these impairments must be addressed and
 
‘delisted,’ or removed from the list of impairments for the Milwaukee AOC. Project priorities include the
 
removal of concrete river linings near the Miller Park Baseball Stadium and increasing in‐stream habitat near
 
the mouth of the river.”
 

MMSD is developing total maximum daily load (TMDL) limits as a third party on behalf of the WDNR for the
 
watersheds within the Milwaukee area, including the Menomonee River. TMDL pollutants of interest are
 
fecal coliform bacteria, phosphorous and sediment. The preliminary TMDL report is expected in late 2015.
 
Using this knowledge, the design team evaluated the proposed stormwater best management practices
 
(BMPs) for the pollutants.
 

3.11.1.2 Stormwater Collection 
Stormwater that runs off I‐94 is collected in storm sewers (Exhibit 3‐31). About half the storm sewers 
eventually discharge to the Menomonee River. The east end of the study area, from roughly 38th Street 
through the eastern project limit, is in MMSD’s combined sewer service area. Stormwater collected there is 
directed to combined sewers that flow to the sewage treatment plant, and is treated before discharge to 
Lake Michigan. 

There is a stormwater retention basin in the Washington Street corridor. 

3.11.2 Surface Water and Fishery Impacts
3.11.2.1 Water Quality 
Water quality impacts can occur due to stormwater runoff from highways. Runoff pollution is rainwater or 
melting snow that washes off roads, bridges, parking lots, rooftops and other impermeable surfaces. As it 
flows over the surfaces, the water picks up dirt, rubber and metal deposits from tire wear, antifreeze and 
engine oil that has dripped onto the pavement, pesticides and fertilizers, and discarded cups, plastic bags, 
cigarette butts, pet waste and other litter. The contaminants are carried into lakes, rivers, and streams and 
have the potential to affect water quality, vegetation, and associated aquatic life (USEPA 1995). 

Water quality impacts are associated with constructing, operating, and maintaining roadways. The primary 
construction impact is the potential for erosion and siltation into streams. An increase in suspended 
sediment can reduce aquatic productivity by limiting photosynthesis, lowering oxygen levels, and covering 
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food sources and fish spawning areas. 

During normal roadway operation, pollutants can be washed from the roadway surface by stormwater runoff 
to nearby water bodies. The effects of the pollutants would be greatest at locations that discharge directly to 
waterways. Winter maintenance includes applying deicing agents, normally salt and sand. Deicing salts can 
also affect water quality by increasing the chloride levels during runoff and snowmelt. Salt flows into ditches 
and travels to receiving waterways. Salt spray from passing vehicles drifts as a mist and deposits on vegetation 
and soil. 

The most common deicing agent used in Wisconsin is sodium chloride, commonly referred to as road salt. 
According to Transportation Research Board Special Report 235, Highway Deicing: Comparing Salt and Calcium 
Magnesium Acetate (1991), impacts of road salt can adversely affect roadside vegetation, streams, and 
groundwater, but the impacts depend on a wide range of factors. Traffic levels, wind direction, and intensity and 
frequency of salt application affect the extent of damage to vegetation. Threshold levels vary based on the 
species, temperature, light, humidity, wind, soil type, drainage patterns, precipitation, plant size, and water 
availability. 

In general, chloride is thought to be more harmful to plants than sodium. Chloride can cause stress similar to 
drought conditions when it accumulates in plants. Sodium’s impact can be detrimental to plant growth but is less 
direct. A 1990 Nevada DOT study found that the slope of the roadside is a key factor in determining where salt 
reaches vegetation (Caltrans and Nevada DOT 1990). In flat areas, the salt exposure was an average of 17 feet 
from the edge of pavement. 

Runoff from roadways or melting snow enters the ground through ditches adjacent to I‐94. Studies have 
found that concentrations are highest within 5 to 10 feet of the edge of pavement, but some studies have 
found increased sodium and chloride levels in soil up to 30 feet from the pavement. Salt spray can deposit 
on leaves and branches. Road salt can enter water supplies by percolation through soil into groundwater. 

Stormwater runoff from pavement typically is warmer than stream water and, therefore, increased runoff 
can potentially raise stream temperatures. Increased stream water temperatures can impair habitat for 
cold‐water aquatic species by lowering the amount of dissolved oxygen available and increasing the amount 
of biological activity, further affecting dissolved oxygen levels. 

3.11.2.2 Water Quantity 
The amount of stormwater runoff from highways increases proportionately to the amount of impervious 
surface (that is, pavement). The Modernization Alternatives would increase the amount of runoff from the 
roadway compared to the No‐build alternative. In general, an increase in runoff volume can increase the 
velocity of the runoff, thus increasing the potential for erosion and increased sediment (Bent et al. 2001). 

The amount of stormwater that runs off I‐94 is an important consideration. Runoff from roadways can increase 
the amount of water in area streams above normally carried capacities. MMSD prepared the following primer 
on runoff in urban areas from buildings, parking lots, and roads: 

 In areas with low levels of development, depending on soil conditions, as much as 50 percent of rainfall 
can be absorbed directly into the ground, with only about 10 percent of this water running off the land. 
In contrast, where the land has been extensively developed as in highly urbanized areas, very little water 
is absorbed into the ground. Instead, more than half of the water runs off the land because of hard 
impervious surfaces like buildings, streets, and parking lots. 

 The increases in runoff volumes from highly developed areas often contribute to frequent and more 
severe flooding problems. This runoff also picks up a variety of pollutants from the surrounding 
landscape and carries them to the stream. Even small storms in highly developed areas can produce 
dramatic “pulses” of high flows and pollutant loads. Because the high flow pulses occur more or less 
regularly, they can lead to stream channel erosion, bank instability, pollutant‐related toxicity to aquatic 
organisms and washout of aquatic organisms that live in the stream upon which fish feed. 
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 While there are environmental consequences to high flows during wet periods, there are equally 
stressful conditions of lower flow and higher water temperature extremes during dry periods. This 
occurs because rainfall sheds off the land too quickly in urbanized areas, not giving rainwater time to 
replenish the groundwater flow to the stream in a slow, sustainable manner. The reduction of baseflow, 
and the drying of streams and streambeds, prevents the formation of diverse aquatic life communities 
and healthy fish populations (MMSD 2004). 

The graph illustrates the relationship between impervious area and stream flow. 

In response to the potential impacts of increased stormwater runoff, WisDOT and FHWA are evaluating several 
BMPs to minimize the amount of runoff that enters water bodies, reduce the flow’s velocity, and improve the 
water quality of the runoff (that is, remove sediment and pollutants). 

The WisDOT/WDNR Cooperative Agreement contains a Memorandum of Understanding regarding stormwater 
discharges to waters of the state. The Memorandum of Understanding requires WisDOT to implement a 
stormwater management program for its projects that is consistent with Section 402(p) of the Clean Water Act, 
Chapter 283 of the State Statutes, and Chapter NR 216 Wisconsin Administrative Code. 

Wisconsin Administrative Code Chapter TRANS 401 outlines stormwater management and erosion control 
procedures for WisDOT projects. As it applies to this project, the rule requires removal of 40 percent of total 
suspended solids within the study area, buffer areas upstream of waterways and wetlands, and maintaining 
the 2‐year peak discharge rate to the maximum extent practicable. 

3.11.2.3 No-build Alternative 
Under the No‐build alternative, stormwater would continue to drain off the existing pavement and generally 
enter area waterways and ditches untreated. Water that drains off bridges would fall directly into waterways 
below. Few areas of I‐94 and the local roadway system would have treatment techniques to remove 
suspended solids from stormwater runoff. Less stormwater would drain off I‐94 and the local roadway system 
into the Menomonee River under this alternative compared to the Modernization Alternatives, but the level of 
pollutants would be higher. 

3.11.2.4 Modernization Alternatives 
Under the Modernization Alternatives, there would be more stormwater runoff because I‐94 would have 
more pavement area due to an additional lane, wider shoulders in some locations, and longer on‐ and off‐
ramps. However, the water that would be collected from I‐94 would be treated better than it is today. 

The increase in impervious area for the I‐94 East‐West Corridor is provided in Table 3‐24. Peak flows would 
increase due to the increase in impervious surface. Stormwater BMPs have been evaluated for effectiveness 
throughout the project limits, in available 

Relationship Between Impervious Area and Stream Flow open spaces or where the roadway 
alternatives leave the existing alignment 
creating available space. Stormwater peak 
flows will be controlled to meet and, in 
most cases exceed, Wisconsin 
Administrative Code Chapter TRANS 401. 
MMSD’s comments on the Draft EIS 
expressed concern over the increase in 
impervious surface (See Appendix E, page 
E‐20). 

Stormwater BMPs have been evaluated to 
collect and treat runoff from not only the 
pavement but also from the surrounding 
green space that is tributary to the 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

pavement. Wherever practicable, stormwater detention will be proposed to collect and store the runoff, 
reducing the peak flow of discharge to the Menomonee River. Reducing the peak flow discharged to the 
Menomonee River slightly reduces flood risk and other public safety hazards. 

Runoff from the Washington Street extension will go in to the existing City of West Allis stormwater 
collection system. WisDOT will continue to work with West Allis to implement stormwater strategies to 
adequately manage and minimize the runoff volume and quality, in accordance with WisDOT policies. The 
Washington Street extension would acquire about 0.2 acre of the stormwater retention basin in the area. 

TABLE 3‐24 
Increase in Impervious Surface 

Segment Alternative 

I 94 Impervious 
Surface Percent 

Increase 

Total Menomonee River 
Watershed Impervious Surface 

Percent Increase 

At‐grade—No Hawley Road interchange 11% 0.03%
 

West At‐grade—Half interchange at Hawley Roada 23% 0.06%
 

Double Deckb 22% 0.06%
 

On‐alignment 67% 0.28% 
East 

Off‐alignmentc 91% 0.39% 
a Includes off‐interstate improvement at Washington Street
 
b The increase in impervious surface is the same for all up and partially down options.
 
c The impervious surface increase of the Off‐alignment alternative does not assume the existing I‐94 and associated ramp
 
pavement would remain as impervious.
 
Note: Preferred alternative indicated in bold.
 

3.11.3 Measures to Minimize and Mitigate Adverse Surface Water and Fishery 
Impacts 

In the study phase, various stormwater BMPs were evaluated. During the next subsequent project design 
phases, best management practices will be further refined in coordination with WDNR, local municipalities, 
and MMSD to meet all required guidelines for a federally funded project. 

WisDOT will work with communities and MMSD during the project’s final design phase to calculate 
stormwater measurements and to address stormwater management, both from a water quality and water 
quantity standpoint. WisDOT will further assess the water quality and quantity management options during 
the final design phase. WisDOT will comply with Wisconsin Administrative Code TRANS 401 and WisDOT’s 
Memorandum of Understanding on Erosion Control and Stormwater Management with WDNR. WisDOT will 
engage in further discussions with WDNR, MMSD, and other partner communities during design to identify 
additional stormwater management measures that may be cost‐effective to implement, consistent with 
WisDOT’s stormwater management policies. 

WisDOT would implement stormwater management techniques for the Modernization Alternatives. Per 
WDNR’s request, the project’s conceptual stormwater management plan should evaluate the impact of runoff 
release rates for 100‐year and 2‐year storm events. 

The Modernization Alternatives will increase impervious area and therefore increase the amount of 
stormwater runoff from I‐94 and the local roadway system. However, the alternatives will also provide the 
opportunity for BMPs to treat the runoff and bring I‐94 and the local roadway system in compliance with 
Wisconsin’s stormwater management regulations that limit the amount of pollution in runoff. 

BMPs can be used for stormwater management. BMP options are described in the following list and shown 
in Exhibit 3‐32. For the purpose of this evaluation, the variety of stormwater BMPs are discussed as 
potential, but for water quality and quantity modeling, wet stormwater retention basins were used as the 
most practical and efficient practice. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

The following are the BMP options: 

	 Retention Basins (Wet Detention Basins)—Retention basins have a permanent pool of water year‐round. 
The permanent pool allows pollutant particles in stormwater runoff to settle over an extended period of 
time. Nutrient uptake also occurs through increased biological activity. 

	 Dry Detention Basins—A dry detention basin typically is designed to store runoff and discharge it slowly to 
reduce the peak discharge downstream. As normally designed, the basins typically have little effect on the 
volume of stormwater released to the receiving water. Peak flow reduction is often accomplished through 
use of a multistage outlet structure that allows increased discharge as water levels in the basin increase. 

	 Infiltration Devices—Infiltration can be achieved through use of trenches or grass swales. Infiltration 
devices are used to slow the water flow so that more water is absorbed into the ground and more 
pollutants are removed from runoff. Due to the potential extent of contaminated soils throughout this 
project area, the use of infiltration devices may be discouraged. 

	 Grass‐lined Ditches—This BMP generally helps reduce suspended solids to meet the regulatory goal of 
TRANS 401, which outlines stormwater management and erosion control procedures for WisDOT 
projects. 

	 Trapezoidal Swale through Infield—This BMP combines grass ditch treatment with peak flow reduction 
and is considered the same level of suspended solid control as grass ditches. 

	 Vegetated Rock Filters—This BMP may be used at outfalls to waterways or anywhere concentrated 
runoff leaves the right‐of‐way. It is similar in concept to a level spreader, which attempts to reintroduce 
sheet flow and also provides a small amount of peak flow and volume reduction. 

	 Swale Blocks/Ditch Checks—Swale blocks/ditch checks are small earthen berms constructed in the 
bottom of a ditch at regular intervals to detain runoff from frequent storms. This BMP provides peak 
flow reduction and may provide infiltration benefits depending on soil conditions. 

	 In‐line Storage—This method is not desirable from a water quality standpoint, but would manage water 
quantity. Storm sewer pipes would be designed larger than normal to provide storage in the sewer 
during rain, then the water is gradually released after the rain ends. 

	 Biofiltration Basins—Biofiltration basins are similar to infiltration devices and appear from the surface to 
look like a garden area. They use engineered soil, underdrains, native vegetation, and shallow detention 
to allow flows to be stored on the surface and slowly infiltrate to the subsoils or in cases of 
contaminated or poorly drained soils, drain through underdrain to a storm sewer. In narrow or 
restricted land space areas, stormwater biofiltration systems may be used within ditch areas, between 
mainline and frontage road lanes, or within ramp areas. 

To comply with State Statute 87.30 and NR 21626 and to address concerns raised by MMSD, WisDOT, and 
FHWA are investigating retention/detention basins to manage stormwater from the proposed improvements. 
The retention/detention ponds would also improve water quality by allowing solid pollutants (sand, grit, etc.) 
to settle out of the water before it flows into storm sewers or streams. If the retention/detention ponds are 
built, WisDOT will provide landscaping around the pond. Potential locations for retention/detention basins 
include the following: 

	 West segment (Exhibit 3‐33a)—Biofiltration basins or retention basins may be placed between the 
ramps at the 68th Street/70th Street interchange. A few opportunities for retention are provided at the 
Hawley Road interchange, within the infields, east of Hawley Road, north of I‐94, and potentially south 
of I‐94. Stormwater from I‐94 in the area through the cemeteries would be best served using storm 
sewer conveyance to the ponds at Hawley Road. 

26 NR 216 says that WisDOT bridge “construction may not cause any obstruction to flood flows.” 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

	 East segment (Exhibit 3‐33b)—Stormwater retention basins within the Stadium Interchange may be 
located between the freeway and ramps or under bridges within the WisDOT right‐of‐way. Two vacant 
MMSD parcels east of the Stadium Interchange may serve as potential locations for retention basins. 
East of the Stadium Interchange, stormwater retention basins may be located within areas of the 
existing I‐94 alignment where the proposed roadway is off‐alignment. Areas under bridges may also be 
used for stormwater retention and also provide the additional benefit of shading and reducing thermal 
pollution to the streams. WisDOT will consider using permeable pavement in areas of the Miller Park 
parking lot that need to be reconstructed as a result of the project. 

The MMSD is developing TMDL limits on behalf of WDNR for the watersheds within the Milwaukee area, 
including the Menomonee River and its tributaries. TMDL is the maximum amount of a pollutant that a 
water body can receive and still safely meet water quality standards. The TMDL pollutants of interest are 
fecal coliform bacteria, phosphorus, and sediment. USEPA anticipates approving a TMDL Implementation 
Plan to meet water quality standards in the Milwaukee River watershed in late 2015. Additionally, USEPA is 
planning to update standards for post‐construction stormwater runoff volumes. WisDOT has coordinated 
with MMSD and WDNR regarding the current status of TMDL requirements and other standards that may be 
implemented in the future, but will continue to comply with current TRANS 401 requirements for 
stormwater management. 

In evaluating the proposed stormwater retention and/or biofiltration device locations, special consideration 
was given to address the removal of not only total suspended solids, but also phosphorus and fecal coliform 
bacteria. In the attempt to achieve a significant removal rate of each of the constituents, a secondary 
benefit of volumetric control results. The volume stored during the critical time period of the Menomonee 
River addresses concerns raised by MMSD regarding volumetric releases to the river. 

East of about 38th Street, I‐94 drains to a combined sanitary and storm sewer system. The drainage design 
team evaluated separating the freeway stormwater runoff from the combined sewer, with the desire to drain 
the treated runoff from the proposed stormwater ponds to the Menomonee River. A few potential obstacles 
were identified. The Menomonee Valley is adjacent to the freeway. The Valley has historically been used as a 
rail yard with tracks existing to this day. Potentially hazardous soils and materials are located throughout the 
valley area and could be situated between the freeway and the future storm sewer outfalls to the Menomonee 
River. There is potential for the Modernization Alternatives to avoid conveyance to the river to provide the 
water quality/quantity controls within the WisDOT right‐of‐way and adjacent available open space. 

The Marquette Interchange Project introduced the stormwater management strategy (Marquette 
Approach) of separating the “first flush” or low flows of storm events to the combined sewer and allowing 
the higher and cleaner flows to discharge to the river. This was seen as a win‐win approach because MMSD 
would still treat the portion of stormwater runoff with the highest pollutant levels, but not be overtaxed 
with the higher flows. This example may be evaluated for this project during a later phase when the extent 
of contamination within the Menomonee Valley can be more adequately assessed. MMSD’s comments on 
the Draft EIS encouraged WisDOT to follow the Marquette Interchange approach. TMDL’s may offer a new 
challenge that should be evaluated with the Marquette Approach, as well as the costs involved in installing 
additional storm sewer to route the higher flows to the river. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

3.12 Environmental Corridors and Natural Areas 
3.12.1 Affected Environment 
As defined by SEWRPC, environmental corridors are areas in the landscape containing especially high‐value 
natural, scenic, historic, scientific, and recreational 
features. In southeastern Wisconsin, they generally lie 
along major stream valleys, around major lakes, and in 
the Kettle Moraine area. The features occur in an 
essentially linear pattern of relatively narrow, elongated 
areas. 

Primary environmental corridors include a variety of 
important natural resource and resource‐related 
elements and are at least 400 acres in size, 2 miles long, 
and 200 feet wide. The primary environmental corridors 
include some of the best remaining woodlands, 
wetlands, and wildlife habitat areas in southeastern 
Wisconsin. The corridors have great environmental and 
recreational value. Their preservation in an essentially open, natural state will serve to maintain a high level 
of environmental quality in some segments of the study area. 

In the I‐94 East‐West Corridor, the only primary environmental corridor is located along the Menomonee 
River, where it crosses under I‐94 east of 44th Street. The primary environmental corridor is very narrow 
within the study area, consisting basically of the Menomonee River and a few feet on either side of the river. 

There are no secondary environmental corridors, natural areas, or isolated natural resource areas within the 
I‐94 East‐West Corridor. 

Milwaukee County is designated a Coastal Area by Wisconsin’s Coastal Zone Management Program; 
however, there are no special coastal areas located in the I‐94 East‐West Corridor. Based on WisDOT’s 
review and coordination with the Coastal Management Program, the project appears to be consistent with 
the Coastal Management Program’s goals. 

3.12.2 Environmental Corridor and Natural Area Impacts  
3.12.2.1 No-build Alternative 
Under the No‐build alternative, the primary environmental corridor in the I‐94 East‐West Corridor would not 
be affected. 

3.12.2.2 Modernization Alternatives 
The reconstructed Stadium Interchange would result in several new bridges built over the Menomonee 
River primary environmental corridor. The bridges would span both the Menomonee River and associated 
primary environmental corridor. 

3.12.3 Measures to Minimize and Mitigate Adverse Environmental Corridor 
and Natural Area Impacts 

Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on surrounding environmental corridors. There are no feasible Stadium Interchange options that could 
completely avoid impact to the linear primary environmental corridor. Alternatives were designed to 
minimize impacts to the primary environmental corridor in this location by clear spanning it. 

Primary environmental corridor located along the 
Menomonee River 
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3.13 Floodplains and Hydraulics
3.13.1 Affected Environment 
Floodplains provide flood and stormwater attenuation by decreasing water velocities and temporarily 
storing floodwater, thus also removing nutrients and providing erosion control. Floodplains also carry 
regional flood discharges and provide wildlife habitat and corridors for wildlife movement. The functions 
vary among locations, depending upon vegetative cover, waterway hydrology, and distance from the 
waterway. I‐94 crosses the Menomonee River’s 100‐year floodplain just east of the Stadium Interchange. 
The floodplain is roughly 125 feet wide under I‐94. 

The 100‐year floodplain is the area predicted to flood during a 100‐year storm. A 100‐year storm is a storm 
that has a 1 percent chance of occurring in any given year. Areas within the 100‐year floodplain may flood 
during smaller storms too. The Federal Emergency Management Agency uses the 100‐year floodplain as a basic 
mapping tool for its federal flood insurance program, and many municipalities use it to regulate development. 

Local roadways in the study area also cross the 100‐year floodplain associated with the Menomonee River at 
Wisconsin Avenue, Selig Drive, Frederick Miller Way/Canal Street, 35th Street, 27th Street/Layton 
Boulevard, Canal Street (just east of 27th Street), and 25th Street. All local road bridges over the floodplain 
will remain in place. There is no floodplain in the Washington Street corridor. 

A Conditional Letter of Map Revision (CLOMR) has been prepared by SEWRPC with revised floodplain 
boundaries along the Menomonee River from North Avenue in Wauwatosa to the convergence with the 
Milwaukee River in Milwaukee. A Letter of Map Revision (LOMR) formally modifies the floodplain 
boundaries (flood fringe and/or floodway) for a certain area. The CLOMR incorporates already completed 
and proposed storm water projects along the Menomonee River, updated hydrologic and hydraulic data 
and utilizes new improved topographic data. The CLOMR is currently being reviewed by FEMA. FEMA 
approval is expected in the next 3‐6 months. Upon approval, a LOMR will be submitted for review. Official 
map changes will be processed upon approval of the LOMR. The revised floodplain/flood fringe 
boundaries will not be officially accepted until all the proposed projects included within the CLOMR have 
been constructed which is another 3‐4 years from now. 

3.13.2 Floodplain Impacts 
Executive Order 11988 on Floodplain Management, as amended by Executive Order 13690, and CFR 23 CFR 
§ 650A–Bridges, Structures, and Hydraulics, direct federal agencies to take action to reduce the risk of flood 
loss; minimize the impacts of floods on human safety, health, and welfare; and to restore and preserve the 
natural and beneficial values served by floodplains. The executive order also requires agencies to elevate 
structures above the flood base wherever possible. The purpose of the order is to avoid the long‐ and short‐
term adverse impacts associated with the occupancy and modification of floodplain and to avoid direct and 
indirect support of floodplain development wherever there is a practicable alternative. 

Through the Waterway Crossings and Other Floodplain Encroachments amendment in the WisDOT‐WDNR 
Cooperative Agreement, WisDOT is required to determine the impact of new or modified bridges and box 
culverts on the 100‐year flood elevation. A hydraulic analysis of both existing and proposed conditions is 
conducted to determine if the bridge or culvert causes a change in the 100‐year flood elevation. Property 
owners, local zoning authorities, and the WDNR are notified if the base flood elevation increases by more 
than 0.01 foot. It should be noted that minor lengthening of most box culverts often do not require a 
hydraulic analysis unless there are known deficiencies in hydraulic capacity. 

WisDOT is required to assist affected municipalities in updating floodplain information in its zoning 
ordinance for submittal to the Federal Emergency Management Agency (FEMA), if requested. WisDOT 
provides the municipalities with the results of the analysis, the hydraulic models developed, mapping, and 
other exhibits developed for analysis. 
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3.13.2.1 No-build Alternative 
The No‐build alternative would not affect the floodplain. 

3.13.2.2 Modernization Alternatives 
New freeway bridges across the Menomonee River would cross the 100‐year floodplain but, with the exception 
of new bridge piers, would not place fill into the floodplain. All bridges would be sized to pass a 100‐year flood 
without interruption to traffic due to flood damage to the roadway or structures, and would not increase 
headwater elevations by more than the permissible 0.01 foot. The floodplain structures would not interrupt or 
terminate a transportation route needed for emergency vehicles or routes that serve as an area’s only 
evacuation route. All floodplain crossings would be constructed in accordance with the WisDOT/WDNR 
Cooperative Agreement (WisDOT/WDNR 2012). Crossings would be consistent with local floodplain 
management goals and objectives, which include maintaining the natural and beneficial floodplain values 
and avoiding support of incompatible floodplain development. Additionally, floodplain crossings would be 
designed to avoid impacts to existing flood profiles on adjacent landowners’ properties. 

If the LOMR noted in Section 3.13.1 is approved, the potential relocation sites for the relocated electrical 
substations would be located within flood fringe area. WisDOT will reassess floodplain impacts if the floodplain 
boundary is modified. WisDOT will conform to FEMA regulatory requirements regarding floodplain impacts 
with the proposed relocation of electrical substations in the flood fringe area. 

3.13.3 Measures to Minimize and Mitigate Adverse Floodplain Impacts 
Alternatives were designed to span the Menomonee River floodplain, and minimize impacts to the 
floodplain in accordance with the WisDOT/WDNR Cooperative Agreement and local floodplain management 
goals and objectives. No mitigation measures are needed. 

3.14 Groundwater and Water Supply 
3.14.1 Affected Environment 
Groundwater sustains lake levels, provides the base flows for streams, and comprises a major source of 
water supply for domestic, municipal, and industrial users. Like surface water, groundwater is susceptible to 
depletion in quantity and to deterioration in quality. Lake Michigan is the source of drinking water in the 
study area. Milwaukee Water Works provides water to the cities of Milwaukee, Wauwatosa, West Allis, and 
the Village of West Milwaukee in the I‐94 East‐West Corridor (see Section 3.4, Utilities). 

According to USEPA’s list of Designated Sole‐Source Aquifers, there are no sole‐source aquifers in Wisconsin 
as defined by Section 11424(e) of the Safe Drinking Water Act (USEPA 2004). 

3.14.2 Groundwater and Water Supply Impacts
3.14.2.1 No-build Alternative 
The No‐build alternative would not affect groundwater or drinking water supply. 

3.14.2.2 Modernization Alternatives 
The Modernization Alternatives are not expected to adversely affect drinking water supply or localized shallow 
groundwater. 

Because sizable dewatering or depressurizing activities are not anticipated during construction, temporary 
impacts on the groundwater system are not expected or would be minimal in isolated locations such as the 
Menomonee River area or other low‐lying areas. No noteworthy changes in chemical characteristics of the 
surface material are anticipated, and no degradation of water quality entering the shallow aquifer is expected. 

No groundwater drinking wells are known to exist in the study area. 
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3.14.3 Measures to Minimize and Mitigate Adverse Groundwater and Water 
Supply Impacts 

No mitigation measures are needed. 

3.15 Wetlands 
The Corps of Engineers’ Wetland Delineation Manual (1987) defines wetlands as “areas that are inundated 
or saturated by surface or groundwater at a frequency and duration sufficient to support, and under normal 
circumstances, do support a prevalence of vegetation typically adapted for life in saturated soil conditions.” 
According to the 1987 manual, in order to be considered a jurisdictional wetland, the following three criteria 
must be met: (1) a prevalence of hydrophytic vegetation, (2) the presence of hydric soils, and (3) wetland 
hydrology. 

3.15.1 Affected Environment 
WisDOT conducted preliminary wetland mapping within the I‐94 East‐West Corridor in June 2012. Wetland 
determinations and boundaries were estimated based on signs of wetland hydrology and dominant 
hydrophytic vegetation. Preliminary wetland investigations identified 16 wetlands, totaling 4.1 acres, 
adjacent to I‐94 in the study area system: 

 In the west segment, west of Hawley Road, there are three wetlands, all located along I‐94 exit/entrance 
ramps or in the electrical transmission line corridor north of I‐94. In the cemetery area, there is one 
wetland located in the ATC transmission line corridor. The 1‐acre stormwater retention pond along the 
Washington Street corridor is listed as an Open Water wetland in the WDNR’s Wisconsin Wetland 
Inventory. There is an additional 0.3 acre dry wetland along the northern portion of the Washington 
Street Extension, east of 70th Street. 

 In the east segment, the Stadium Interchange area contains 11 wetlands located along roadside ditches 
and the Menomonee River. Three of these wetlands (W‐2, W‐4, and W‐5) are within a primary 
environmental corridor adjacent to the Menomonee River. There are no wetlands east of 35th Street in 
the study area. 

USEPA, in cooperation with the Corps of Engineers, has implemented an advanced identification (ADID) 
program to define if wetlands and other waters are generally suitable for discharge of dredged or fill 
material. In southeastern Wisconsin, advanced identification of such wetlands was undertaken in 
consultation with SEWRPC and WDNR to support objectives of the area‐wide water quality management 
plan that seeks to preserve high‐value aquatic areas by redirecting development outside primary 
environmental corridors. Discharging dredged or fill material into wetlands and other waters located in 
primary environmental corridors is generally considered not in conformance with the Clean Water Act’s 
Section 404(b)(1) guidelines. Three small wetlands along the Menomonee River are ADID wetlands. 

The 16 wetlands in the project corridor are degraded due to the presence of non‐native species or other 
prior disturbances that diminished wetland functions and values. However, only the floristic component was 
considered during the wetland investigation. According to Development of a Floristic Quality Assessment for 
Wisconsin (WDNR 2003), a Floristic Quality Index (FQI) value lower than 20 is generally indicative of a highly 
disturbed plant community that is not ecologically significant. All of the wetlands evaluated had FQI scores 
under 20. A wetland’s FQI is one indicator of quality, but alone it does not determine a wetland’s function and 
value. For instance, degraded wetlands do provide wildlife habitat. 

The Wisconsin Department of Transportation Wetland Mitigation Banking Technical Guideline (WisDOT 
2002) was used to classify wetlands in the I‐94 East‐West Corridor. Almost all the wetlands identified 
adjacent to I‐94 are wet meadow. 

Wet meadow wetlands commonly occur in poorly drained areas, such as shallow lake basins and the land 
between shallow marshes and upland areas. They often occur in areas where farming is prevalent, leading 
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historically to their draining and filling for agricultural uses. Wet meadows typically are drier than other 
Wisconsin wetland types, except during periods of seasonal high water. Most of the year they do not 
contain standing water, though a high water table may allow the soil to remain saturated. 

3.15.2 Wetland Impacts  
3.15.2.1 No-build Alternative 
No wetlands would be affected under the No‐build alternative. 

3.15.2.2 Modernization Alternatives 
No wetlands would be affected in the west segment or east of the Stadium Interchange. The reconstructed 
Stadium Interchange would fill two wetlands totaling about 0.1 acre. Both wetlands are wet meadow. One is 
located immediately next to US 41, where it would be improved north of I‐94. The other is located near the 
center of the Stadium Interchange. Given their locations, avoidance is not practicable. 

The reconstructed Stadium Interchange would be approximately 25‐30 feet above an ADID wetland on the 
west bank of the Menomonee River. WDNR’s initial position is that a bridge crossing 25‐30 feet above a 
wetland would not be considered an impact or filling the wetland. 

The Washington Street extension would fill about 0.2 acre of the 1‐acre stormwater retention pond and 
would completely fill the 0.3 acre dry wetland. 

3.15.3 Measures to Minimize and Mitigate Adverse Wetland Impacts 
Presidential Executive Order 11990, Protection of Wetlands, requires federal agencies to avoid, to the extent 
practicable, long‐ and short‐term adverse impacts associated with the destruction or modification of 
wetlands. More specifically, the order directs federal agencies to avoid new construction in wetlands unless 
there is no practicable alternative. The order states that where wetlands cannot be avoided, the proposed 
action must include all practicable measures to minimize harm to wetlands. 

The Clean Water Act’s Section 404(b)(1) Guidelines for Specification of Disposal Sites for Dredged or Fill 
Material (40 CFR Part 230) are administered by USEPA and the Corps of Engineers. The guidelines state that 
dredged or fill material should not be discharged into aquatic ecosystems (including wetlands), unless it can be 
demonstrated that there are no practicable alternatives to such discharge, that such discharge will not have 
unacceptable adverse impacts, and that all practicable measures to mitigate adverse impacts are undertaken. 

3.15.3.1 Measures to Minimize Harm 
In accordance with state and federal agency policies and regulations for wetland preservation, including the 
Section 404(b)(1) Guidelines for Specifications of Disposal Sites for Dredged or Fill Material (40 CFR part 320), 
the following subsections summarize wetland mitigation strategies for the I‐94 East‐West Corridor study. 

Avoid and Minimize Wetland Impacts 

Because wetlands are scattered along the I‐94 East‐West Corridor, including in the ditches that drain the 
freeway, it is not possible to avoid wetland impacts completely during freeway reconstruction. 

The On‐alignment alternative (preferred) maintains the roadway within the existing right‐of‐way. While 
wetlands can and do occur in the right‐of‐way, this alternative limits impacts to wetlands that have 
historically been affected by roadway construction and operation. The improvements at the Stadium 
Interchange have been designed to avoid higher‐quality wetlands, such as fringe wetlands along the 
Menomonee River, which will be bridged. The Washington Street extension was also designed, within the 
limits of safe design standards, to minimize the impact to the retention pond. 

WisDOT will investigate additional measures to minimize wetland impacts, such as keeping roadway side 
slopes as steep as practicable, disposing of excavated material on new roadway side slopes or in upland 
areas, minimizing sedimentation and siltation into adjacent wetlands by using strict erosion control 
measures, and using detention ponds, where allowed, to reduce pollutant loading and protect cold‐water 
streams from sedimentation. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

3.15.3.2 Measures to Mitigate Wetland Impacts 
Wetland Compensation 
Compensation for unavoidable wetland loss will be carried out in accordance with the Wisconsin 
Department of Transportation Wetland Mitigation Banking Technical Guideline developed as part of the 
WisDOT/WDNR Cooperative Agreement on Compensatory Wetland Mitigation and the regulations for 
compensatory wetland mitigation issued jointly by the Corps of Engineers and USEPA in May 2008 (33 CFR § 
325, 33 CFR § 332, and 40 CFR § 230 [April 10, 2008]). A wetland mitigation plan will be developed during 
the project’s final design phase, in consultation with state and federal agencies. 

The guideline provides ratios for wetland replacement versus wetland loss depending on where the 
mitigation is to be provided. The replacement ratios increase with the mitigation site’s distance from the 
impacted wetland. The guideline specifies a replacement ratio of 1.5 acres of replacement wetland for each 
acre lost, when a wetland mitigation is performed onsite or nearby for a specific project. Onsite or near‐site 
opportunities were not considered for this project because it is not cost‐effective to develop a 0.6‐acre 
wetland mitigation site. 

For cases in which onsite or near‐site opportunities for wetland mitigation are not available, WisDOT can debit 
the wetland loss at the closest established wetland mitigation bank. WisDOT has an established statewide 
wetland mitigation bank in Walworth County that has remaining acreage available for credit. Debiting 
wetland acreage credits from this bank will be used to mitigate the wetland losses from the project, which 
would be in accordance with the terms of the guideline. The Walworth County site is not in the same 
watershed as the project. 

3.16 Upland Habitat and Woodland
3.16.1 Affected Environment 
Upland habitat occurs in environmental corridors, isolated natural areas, and other tracts of land that have 
forested or grassland cover. Although most of the land adjacent to I‐94 in the study area is developed, there 
are upland habitat and wooded areas within the project area, notably in the ATC transmission line corridor, 
along the Menomonee River, Bluff Park, and Story Parkway. 

In the west segment, a swath of upland habitat is located along the ATC transmission line corridor on the 
north side of I‐94 between 68th Street and 61st Street, and a small line of trees is located south of I‐94 from 
65th Street to 61st Street. Along the Washington Street extension, there is a linear swath of upland habitat. 

In the east segment in the Stadium Interchange area, there is upland habitat in the southwest and southeast 
quadrants as part of the utility corridor between the interstate and the Miller Park parking lots and in the 
northeast quadrant in a strip along I‐94 between the interstate and the Valley Park/Merrill Park 
neighborhoods. East of the Stadium Interchange, a corridor of upland habitat is located along the ATC 
transmission line corridor on the south side of I‐94 and on the bluff that leads down to the Menomonee Valley. 
North of I‐94, a small line of trees is located between I‐94 and residences to the north. 

Woodlands have important direct values as wildlife habitat and outdoor recreation. Woodlands also have 
indirect values for reducing soil erosion and stream sedimentation, reducing runoff, maintaining water 
tables, streams, and lake levels and promoting groundwater recharge. The Menomonee River Corridor is 
classified as a primary environmental corridor. (See Section 3.12, Environmental Corridors and Natural 
Areas, for more information.) 

No land in the I‐94 East‐West Corridor is enrolled in Wisconsin’s Managed Forest Law program, which 
provides tax incentives to landowners who adhere to sustainable forestry practices. 

3.16.2 Upland Habitat and Woodland Impacts
3.16.2.1 No-build Alternative 
The No‐build alternative would not affect upland habitat or woodland. 
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3.16.2.2 Modernization Alternatives 
Under the Modernization Alternatives, some small swaths of upland habitat adjacent to I‐94 may be 
impacted. In the west segment the Double Deck alternative would impact the ATC right‐of‐way, which 
contains no trees. There would be no upland habitat impacts near the cemeteries. For the At‐grade 
alternative, the Washington Street extension would cut across a 50‐foot‐wide swath of upland habitat. 

In the east segment, the reconstructed Stadium Interchange would acquire less than 35 acres of upland 
habitat from the utility corridor south of I‐94 and less than 5 acres of the tree line in the northeast quadrant. 
East of the Stadium Interchange, both of the east segment alternatives would impact the upland habitat south 
of I‐94. 

Because improvements would occur adjacent to the highway, upland impacts are strip or “edge takings.” 
New woodland edges created by highway right‐of‐way may experience tree loss from the drying effects of 
wind, sun, and exposure to road runoff. Additionally, the Menomonee River crossing will have room for 
wildlife to cross under the freeway adjacent to the stream. 

3.16.3 Measures to Minimize and Mitigate Adverse Upland Habitat and 
Woodland Impacts 

Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on surrounding upland habitat and woodland. No mitigation measures were identified. 

3.17 Wildlife 
3.17.1 Affected Environment 
Wetland and upland communities in the study area provide habitat for a variety of mammals, songbirds, 
waterfowl, raptors, amphibians, insects, and reptiles. 

3.17.2 Wildlife Impacts
3.17.2.1 No-build Alternative 
The No‐build alternative would not affect wildlife. 

3.17.2.2 Modernization Alternatives 
All of the Modernization Alternatives would have similar impacts on wildlife in the study area, mainly as a 
result of impacts to upland habitat. The primary impact associated with the loss of upland plant 
communities is loss of wildlife habitat that serves movement corridors and provides cover for breeding, 
foraging, and resting. Other wildlife impacts caused by removing vegetation include interrupting the natural 
succession to mature communities, increasing the potential for soil erosion, and reducing aesthetic value. 

Additionally, the Menomonee River crossing under I‐94 will have room for wildlife to cross under the 
freeway adjacent to the river. 

3.17.3 Measures to Minimize and Mitigate Adverse Wildlife Impacts 
Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on wildlife along the I‐94 corridor. No mitigation measures were identified. 

3.18 Threatened and Endangered Species
3.18.1 Affected Environment  
3.18.1.1 Affected Environment State-listed Species 
The WDNR Bureau of Endangered Resources indicates that the following threatened and endangered 
species may be present in the project corridor. 
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 Endangered plants: 

— Cooper’s milkvetch (Astragalus neglectus) 
— Hemlock‐parsley (Conioselinum chinense) 
— Harbinger‐of‐spring (Erigenia bulbosa) 
— Hairy beardtounge (Penstemon hirsutus) 
— Bluestem goldenrod (Solidago caesia) 

 Threatened plants: 

— Pale Purple Coneflower (Echinacea pallida) 
— Forked aster (Aster furcatus) 
— Ram’s‐head lady’s‐slipper (Cypripedium arietinum) 
— Small white lady’s‐slipper (Cypripedium candidum) 

 Special concern plants: 

— Seaside spurge (Chamaesyce polygonifolia) 
— Wild licorice (Glycyrrhiza lepidota) 
— Twinleaf (Jeffersonia diphylla) 
— Marsh blazing star (Liatris spicata) 
— Hooker’s orchid (Platanthera hookeri) 
— Wafer‐ash (Ptelea trifoliata) 
— Wax‐leaf meadow‐rue (Thalictrum revolutum) 
— Smooth black‐haw (Viburnum prunifolium) 

 Plant community: 

— Oak woodland/southern dry‐mesic forest 

 Endangered animals: 

— Striped shiner (Luxilus chrysocephalus) 
— Peregrine falcon (Falco peregrinus) 

 Threatened animals: 

— Longear sunfish (Lepomis megalotis) 
— Greater redhorse (Moxostima valenciennesi) 

 Special concern animals: 

— Butler’s garter snake (Thamnophis butleri) 
— Great spreadwing (Archilestes grandis) 
— Prairie crayfish (Procambarus gracilis) 
— Least darter (Etheostoma microperca) 
— American eel (Anguilla rostrata) (GRAEF 2012) 

A field survey was completed in June 2012. Four of the state‐threatened pale purple coneflower (Echinacea 
pallida) plants, numerous specimens of the state special concern plant wafer‐ash (Ptelea trifoliata), and an 
oak woodland/southern dry‐mesic forest plant community were observed. 

The pale purple coneflower was not listed in the June 7, 2012, WDNR letter, and is not known as native to 
Milwaukee County. These plants appear to have been introduced into the project area as part of ecological 
restoration in two areas along N. Mitchell Boulevard, one north and one south of I‐94. The wafer‐ash plants 
were found in wooded slopes between Doyne Park and the Menomonee River. The oak woodland/southern 
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dry‐mesic forest was found along N. Mitchell Boulevard north of I‐94. Oak woodland is considered critically 
imperiled in Wisconsin, and southern dry‐mesic forest is considered rare in the state. These plant 
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community types are similar, and the one community in the project area could not be distinguished 
between the two types because of invasive shrub species. Further investigation would be needed to make 
that determination. 

While not found, potential habitat for the threatened forked aster (Aster furcatus) and Butler’s garter snake 
(Thamnophis butleri) were observed in the project area. None of the other rare animals were observed. 

The survey timing was not during the optimal period for 11 of the 16 rare plant species, although habitats 
were found to have low, very low, or no potential for the other species listed by WDNR. Aquatic surveys for 
listed fish species were not completed. If any areas identified as potential or quality habitat could be 
impacted by the Modernization Alternatives, more intensive and species‐specific surveys will be conducted 
(see Section 3.18.3). 

3.18.1.2 Federally Listed Species 
In 2012, the U.S. Fish and Wildlife Service indicated by letter that there are no federally listed threatened or 
endangered species or locations in the study area. 

Effective May 4, 2015, the northern long‐eared bat (Myotis septentrionalis) is listed as threatened under the 
Endangered Species Act by the U.S. Fish and Wildlife Service (USFWS). The entire state of Wisconsin is 
considered within the range of the northern long‐eared bat, and thus, must be taken into account as part of 
the I‐94 East‐West Corridor project. FHWA, Federal Railroad Administration, and USFWS have published the 
User’s Guide for the Range‐wide Programmatic Informal Consultation for Indiana Bat and Northern Long‐
eared Bat (2015) which addresses the determination and agency consultation process to assess the potential 
impacts to the northern long‐eared bat. Under Section 7 of the Endangered Species Act, federal agencies are 
also required to consult with USFWS to ensure that proposed actions do not jeopardize any listed species or 
result in destruction or modification of critical habitat. 

3.18.1.3 Other Protected Species 
The Migratory Bird Treaty Act of 1918 states that unless permitted by regulation, it is unlawful to kill or capture 
migratory birds or destroy their eggs and nests. The law protects barn swallows that commonly nest under 
bridges. 

3.18.2 Threatened and Endangered Species Impacts 
3.18.2.1 No-build Alternative 
The No‐build alternative would not affect threatened or endangered species. 

3.18.2.2 Modernization Alternatives 
The Modernization Alternatives could impact two pale purple coneflower populations and an oak 
woodland/southern dry‐mesic forest. The Modernization Alternatives would also impact potential habitat 
for the Butler’s garter snake and the forked aster. I‐94 will be reconstructed over the Menomonee River 
under all alternatives. All of the potential state‐listed species in the project area are known from other 
habitats in the state. Therefore, the project would not jeopardize the continued existence or recovery of the 
species. The preferred alternative will not impact the pale purple coneflower, wafer‐ash, or Butler’s garter 
snake habitat. 

The corridor is a highly urbanized area with very little suitable habitat for the northern long‐eared bat. A 
total of 20.8 acres of trees could be taken from throughout the study area, but only 13.5 acres are 
considered potential suitable habitat for the northern long‐eared bat. The maximum area of trees taken in 
one spot will be 3.25 acres. The average area of trees taken in any one spot is less than 1 acre. Evaluation of 
the proposed project has indicated that the project may affect, but is not likely to adversely affect the 
northern long‐eared bat. As of June 10, 2015, coordination with WDNR has indicated that there are no 
known, occupied roost trees or hibernacula within 0.25 mile of the proposed project area. WDNR and 
USFWS, among others, are continuing to identify northern long‐eared bat occupied roost trees and 
potentially additional occupied hibernacula through research and surveys. Given this, it is possible that 
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occupied roost trees or hibernacula may be identified within 0.25 mile of the project area prior to 
construction. No other federally listed species are present in the area. 

3.18.3 Measures to Minimize and Mitigate Adverse Threatened and 
Endangered Species Impacts 

Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on potential threatened and endangered species’ habitats along the I‐94 corridor. 

Prior to construction, WisDOT will consult with WDNR in accordance with the DOT/DNR Cooperative 
Agreement Memorandum of Understanding On Endangered and Threatened Species Consultation to develop 
appropriate measures to mitigate potential adverse impacts to state listed species, oak woodland/southern 
dry‐mesic forest, and fish within the Menomonee River. During final design, the area of impact to potential 
habitats as identified in the field survey will be determined. WisDOT and WDNR will consult on additional 
species surveys, as needed. If a listed threatened or endangered species is present and cannot be avoided, 
WisDOT and WDNR will initiate incidental take consultation in accordance with the Wisconsin Statute 
29.604 “Endangered and threatened species protected.” The statute requires a consideration of mitigation 
measures to reduce the impact and a public notice before the permit can be issued. 

Bridges and culverts will be inspected to determine if any migratory birds are present. If swallows are 
present in the study area, WisDOT will remove their nests from the underside of bridges prior to 
construction, between August 20 and May 15. The nests are unoccupied during this period. After swallow 
nests are removed, WisDOT will place nets under the bridge to keep swallows from re‐establishing nests on 
bridges that are going to be removed. 

Following FHWA’s User’s Guide, WisDOT made an effect determination that the project “may affect, not 
likely to adversely affect” the northern long‐eared bat. All potential avoidance and minimization measures 
were developed and proper documentation was submitted to USFWS on December 18, 2015. After the 14‐
day evaluation period for the submittal form no further notification was received from USFWS. This 
indicates the project may proceed as planned. 

Avoidance and minimization measures to limit impacts to the northern long‐eared bat include modifying all 
aspects of the project to avoid tree removal in excess of what is required to implement the project safely. 
Tree removal to potential habitat will occur outside of the active season and areas will be clearly marked to 
stay within limits. Bridge surveys will be conducted no more than 7 days prior to the start of construction to 
ensure northern long‐eared bats have not started to use the structure. To minimize potential indirect effects 
on bats or aquatic insects which may provide forage, WisDOT will implement erosion, sediment, and 
stormwater controls to protect water quality, wetlands, and streams. Where feasible, vegetated swales will 
be used to assist with filtering sediment and other pollutants from roadside drainage. Temporarily disturbed 
areas created from construction activities will be revegetated. To minimize potential effects on air quality, 
construction contractors will use proactive measures to prevent discharges of dust into the atmosphere that 
may unreasonable interfere with the public and adjacent properties or may be harmful to plants and 
animals. 

3.19 Noise 
3.19.1 Affected Environment 
Sound is a form of vibration that causes pressure variations in elastic media such as air and water. Noise is 
unwanted and disruptive sound. The ear is sensitive to pressure variation and perceives it as sound. The 
intensity of these pressure variations causes the ear to discern different levels of loudness. These pressure 
differences are most commonly measured in decibels. 

The decibel (dB) is the unit of measurement for sound. The decibel scale audible to humans spans 
approximately 140 dB. A level of zero decibels corresponds to the lower limit of audibility, while 140 dB 
produces a sensation more like pain than sound. The decibel scale is a logarithmic representation of the 
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actual sound pressure variations. Therefore, a 26 percent change in the energy level only changes the sound
 
level 1 dB. The human ear would not detect this change except in a controlled environment. Doubling the
 
energy level would result in a 3 dB increase, which would be barely perceptible in the natural environment.
 
Tripling the energy sound level would result in a clearly noticeable change of 5 dB in the sound level.
 
A change of 10 times the energy level would result in a 10 dB change in the sound level. This would be
 
perceived as a doubling (or halving) of the apparent loudness.
 

The human ear has a non‐linear sensitivity to noise. To account for this in noise measurements, electronic
 
weighting scales are used to define the relative loudness of different frequencies. The “A” weighting scale is
 
widely used in environmental work because it closely resembles the non‐linearity of human hearing.
 
Therefore, the unit of measurement for a decibel A‐weighted noise level is dBA.
 

Traffic noise is not constant. It varies as each vehicle passes a point. The time‐varying characteristics of
 
environmental noise are analyzed statistically to determine the duration and intensity of noise exposure. In
 
an urban environment, noise is made up of two distinct parts. One is ambient or background noise. Wind
 
noise and distant traffic noise make up the acoustical environment surrounding the project. These sounds
 
are not readily recognized, but combine to produce a non‐irritating ambient sound level. This background
 
sound level varies throughout the day, being lowest at night and highest during the day. The other
 
component of urban noise is intermittent and louder than the background noise. Transportation noise and
 
local industrial noise are examples of this type of noise. It is for these reasons that environmental noise is
 
analyzed statistically.
 

The statistical descriptor used for traffic noise is Leq. It is the constant, average sound level that, over a
 
period of time, contains the same amount of sound energy as the varying levels of the traffic noise. The Leq
 

correlates reasonably well the effects of noise on people. It is also easily measurable with integrating sound
 
level meters. The time period for traffic noise is 1 hour. Therefore, the unit of measure for traffic noise is
 
Leq(1h) dBA.
 

Highway noise sources have been divided into the five types:
 

	 Automobiles—All vehicles with 2 axles and 4 tires, includes passenger vehicles and light trucks, less than 
10,000 pounds. 

	 Medium trucks—All vehicles having 2 axles and 6 tires, vehicle weight between 10,000 and 
26,000 pounds. 

	 Heavy trucks—All vehicles having 3 or more axles, vehicle weight greater than 26,000 pounds.
 

	 Buses—All vehicles designed to carry more than 9 passengers.
 

	 Motorcycles—All vehicles with 2 or 3 tires and an open‐air driver/passenger compartment.
 

Noise levels produced by highway vehicles can be attributed to 3 major categories:
 

 Running gear and accessories (tires, drive train, fan, and other auxiliary equipment)
 
 Engine (intake and exhaust noise, radiation from engine casing)
 
 Aerodynamic and Body Noise
 

Tires are the dominant noise source at speeds greater than 50 mph for trucks and automobiles. Tire sound
 
levels increase with vehicle speed but also depend upon road surface, vehicle weight, tread design and
 
wear. Change in any of these can vary noise levels. At lower speeds, especially in trucks and buses, the
 
dominant noise source is the engine and related accessories.
 

3.19.1.1 Noise Level Measurements 
Existing noise level measurements were conducted on June 13, 2013, at 12 representative residential areas 
and at 2 locations in the Wood National Cemetery adjacent to I‐94. Additional existing noise level 
measurements for the Washington Street segment were conducted on March 31, 2015, at three 
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representative residential areas in the vicinity of Washington Street (17 total locations). The measurements 
were made in accordance with FHWA guidelines using an integrating sound level analyzer meeting American 
National Standards Institute and International Electrical Commission Type 1 specifications. Noise 
measurements were conducted for a period of 20 minutes at each site. Traffic counts were taken at 15 of 
the 17 sites, concurrent with the noise measurements. Traffic counts were not taken at two sites (Field Sites 
15 and 17) due to a lack of traffic at these sites. The traffic count was broken out by automobiles, medium 
trucks, heavy trucks, buses, and motorcycles because each classification of vehicle produces different noise 
levels. Table 3‐25 presents the measured existing noise level collected at the 17 sites. The locations of the 
field sites are shown Exhibits 3‐34a, 3‐34b, and 3‐34c. 

3.19.1.2 Comparison of Field Data Versus Modeled Noise Levels 
Traffic data counted during the field noise measurements was used to model the noise level from the 15 
field measurement locations using the FHWA Traffic Noise Model (TNM) Version 2.5. The FHWA TNM is a 
computer program used for predicting noise impacts in the vicinity of highways. TNM 2.5 is a nationally 
accepted model that is required by FHWA to be used on all federal‐aid highway projects. 

WisDOT then compared the field measurements to the output from TNM to confirm the applicability of the 
computer model to the specific conditions in the I‐94 study area. Since there was no traffic present at Field 
Sites 15 and 17, traffic counts concurrent with the noise measurements were only taken at 15 of the 17 
measurement sites. The traffic data from the 15 sites were used in the TNM to model the field data. The 
modeled noise levels at the 15 sites with concurrent traffic counts all compared within ±3 dB of the field 
measured levels. This represents reasonable correlation, since the human ear can barely distinguish a 3 dB 
change in the Leq(1h) noise level in the urban environment. Table 3‐26 presents the site‐by‐site comparison. 

Since the TNM 2.5 modeled field data were within +/‐ 3 dB of the measured noise levels, the model is 
assumed to be valid for this study. At this point in the environmental analysis, the field measurements and 
the modeled noise levels using the traffic counts taken during the field noise measurements are set aside for 
the remainder of the noise analysis. 

TABLE 3‐25 
Measured Existing Noise Levels 

Field Site Site Description and Distance From Road Noise Level dBA Leq (h) 

1 Residence, 44 feet south of I‐94 right‐of‐way fence and 5 feet west of S. 63rd Street 69 

2 Residence, 76 feet south of W. Fairview Avenue and 5 feet east of S. 63rd Street 60 

3 Residence, 181 feet south of W. Dixon Street and 5 feet west of S. 63rd Street. 57 

4 Residence, 70 feet south of W. Stevenson Street and 5 feet east of N. 63rd Street 60 

5 Wood National Cemetery, 35 feet north of Civil War Soldiers and Sailors monument. 65 

6 
Wood National Cemetery, 200 feet north of I‐94, west end of access road from 
N. Mitchell Boulevard 

63 

7 Residence, 67 feet north of N. Story Parkway and 10 feet west of W. Pinecrest Street 64 

8 Residence, 395 feet north of N. Story Parkway and 6 feet west of W. Pinecrest Street 55 

9 Valley Park, west edge of children’s play area 56 

10 
South yard of apartment complex on W. Bluemound Court, 15 feet south of building and 
13 feet west of US 41 right‐of‐way fence 

63 

11 Residence, 20 feet north of W. Park Hill Avenue and 5 feet east of N 39th Street 65 

12 Residence, 32 feet north of W. Mt. Vernon Avenue and 7 feet east of N 39th Street 53 

13 Residential lot, 32 feet north of W. Mt. Vernon Avenue and 11 feet west of N. 31st Street 58 

14 Residence, 32 feet north of W. Park Hill Avenue and 8 feet west of N. 31st Street 69 

15 Residence, 7 feet east of 63rd Street and 236 feet north of Mineral Street 48 

16 Residence, 12 feet east of 64th Street and 15 feet south of Mineral Street 53 

17 Residence, 6 feet west of 61st Street and 238 feet north of Mineral Street 46 
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TABLE 3‐26 
Comparison of Measured and Modeled Noise Levels 

Field Site 

Noise Level, dBA Leq Difference in Noise Level, dBA Leq (Modeled Noise 
Level Minus Measured Noise Level) Measured Modeled 

1 69 68  ‐1 

2 60 63 3 

3 57 60 3 

4 60 58 ‐2 

5 65 67 2 

6 63 65 2 

7 64 67 3 

8 55 56 1 

9 56 57 1 

10 63 66 3 

11 65 67 2 

12 53 51 ‐2 

13 58 55  ‐3 

14 69 71 2 

16 53 51 ‐2 

3.19.2 Noise Impacts 
The noise analysis presents the modeled existing and future noise levels at various locations in the study 
area. The determination of noise abatement measures and locations is within the framework of WisDOT’s, 
Facilities Development Manual, Chapter 23, Noise, effective July 28, 2011. Facilities Development Manual, 
Chapter 23, Noise, is WisDOT’s FHWA approved noise policy pursuant to 23 CFR Part 772. Table 3‐27 
presents the noise level criteria for considering barriers abutting various land uses. The noise level 
descriptor used is the equivalent sound level, Leq(1h), defined as the steady state sound level which, in a 
stated time period (usually 1 hour) contains the same sound energy as the actual time‐varying sound. 

Noise abatement measures will be considered when the predicted noise levels approach or exceed those 
values identified for the appropriate activity category in Table 3‐27, or when the predicted traffic noise 
levels substantially exceed the existing noise levels. “Approach” is defined as being within 1 dBA less than 
the noise levels shown in Table 3‐27. WisDOT has defined an increase over existing noise levels of 15 
decibels or more as being a noise impact. 

TABLE 3‐27 
Noise Level Criteria for Considering Barriers 

Activity 
Category 

Leq(h) (dBA)a 

(Evaluation Criteria) Description of Land Use Category 

A 57 (Exterior) Lands on which serenity and quiet are of extraordinary significance and serve an important 
public need and where the preservation of those qualities is essential if the area is to 
continue to serve its intended purpose. 

Bb 67 (Exterior) Residential. 

Cb 67 (Exterior) Active sport areas, amphitheaters, auditoriums, campgrounds, cemeteries, day care centers, 
hospitals, libraries, medical facilities, parks, picnic areas, places of worship, playgrounds, 
public meeting rooms, public or nonprofit institutional structures, radio studios, recording 
studios, recreation areas, Section 4(f) sites, schools, television studios, trails, and trail 
crossings. 

3‐120 



 

   
 

   
           

 
 

   

             

                           
                     
         

                           
           

                     
                   
           

               
                                           

                                       
                               

                                   
       

                                       
                           

                             

                                     
                             
                        

                     

    

          
             
          
          
                  

    

   
  
      

              

                                         
                               

                               
                                 

                         
                            

                                 
 

          
                                  

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐27 
Noise Level Criteria for Considering Barriers 

Activity 
Category 

Leq(h) (dBA)a 

(Evaluation Criteria) Description of Land Use Category 

Dc 52 (Interior)	 Auditoriums, day care centers, hospitals, libraries, medical facilities, places of worship, 
public meeting rooms, public or nonprofit institutional structures, radio studios, recording 
studios, schools, and television studios. 

Eb 72 (Exterior)	 Hotels, motels, offices, restaurants/bars, and other developed lands, properties or activities 
not included in A–D or F. 

F —	 Agriculture, airports, bus yards, emergency services, industrial, logging, maintenance 
facilities, manufacturing, mining, rail yards, retail facilities, shipyards, utilities (water 
resources, water treatment, electrical), and warehousing. 

G —	 Undeveloped lands that are not permitted. 
a “Leq” means the equivalent steady‐state sound level, which in a stated period of time contains the same acoustic energy as the
 
time‐varying sound level during the same period. For purposes of measuring or predicting noise levels, a receptor is assumed to
 
be at ear height, or 5 feet above ground. "Leq(h)" means the hourly value of Leq.
 
b Includes undeveloped lands permitted for this activity category or publicly owned recreation lands formally designated in a
 
public agency’s master plan.
 
c Use of interior noise levels shall be limited to situations where a determination has been made that exterior abatement
 
measures will not be feasible and reasonable and after exhausting all outdoor mitigation options.
 
Source: Wisconsin Department of Transportation, Facilities Development Manual, Chapter 23, Noise, Effective July 7, 2011.
 

The FHWA TNM®, Version 2.5 (Lau et al., 2004) was used to model existing (2009) and future (2040) noise 
levels. Noise levels were calculated based on traffic volumes in SEWRPC’s traffic model. SEWRPC’s traffic 
model is used because it averages traffic counts from throughout the year. 

The following Modernization Alternatives were modeled to determine future noise levels: 

 West Segment 

— At‐grade (no Hawley Road interchange) 
— At‐grade (half interchange at Hawley Road) 
— Double Deck (all up option) 
— Double Deck (partially down option) 
— Preferred Alternative – At‐grade (Half interchange at Hawley Road) 

 East Segment 

— On‐alignment 
— Off‐alignment 
— Preferred Alternative—On‐alignment alternative 

 Washington Street Segment (component of preferred alternative) 

It should be noted that between the release of the Draft EIS and the Final EIS, minor updates were made to 
the design of the At‐grade alternative with a half interchange at Hawley Road and the On‐alignment 
alternative, the preferred alternative. As a result of these design updates WisDOT decided to model the 
noise impacts for this updated design of the preferred alternative. For the Noise Impacts section and the 
Measures to Minimize and Mitigate Adverse Noise Impacts section, the At‐grade and On‐alignment 
alternatives as evaluated in the Draft EIS continue to be presented for comparative purposes. 

The following parameters were used in this model to calculate an hourly Leq(1h) at a specific receiver
 
location:
 

 Distance between roadway and receiver
 
 Relative elevations of roadway and receiver (all receivers are assumed to be 5 feet off the ground)
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

 Hourly traffic volume in light‐duty (two axles, four tires), medium‐duty (two axles, six tires), and heavy‐
duty (three or more axles) vehicles 

 Vehicle speed 
 Roadway grade 
 Topographic features, including retaining walls and berms 
 Noise source height of vehicles 

Exhibits 3‐34a and 3‐34b show 140 representative receiver locations numbered N1 through N123, plus the 
noise measurement locations FS‐1 through FS‐17. These receivers were selected to model the 
representative noise impacts at outdoor areas of frequent human use at 599 residences (including 
apartments), 1 active sports area, 4 cemeteries, a day care center, a park, and a restaurant. The results of 
the computer modeling by segment and alternative are presented in Appendix B, Traffic Noise Impact 
Summary. The noise levels for each west segment alternative are independent of the east segment 
alternative noise levels. Therefore, the data presented in Appendix B are appropriate for any combination of 
alternatives. Exhibit 3‐34c shows the 15 representative receiver locations around the Washington Street 
extension. 

It should be noted that the noise levels obtained from the field sites do not exactly match the noise levels 
listed in Appendix B. This is because the existing and modeled noise levels in Tables 3‐25 and 3‐26 represent 
the actual measured noise level in the field and then noise levels modeled using traffic counts that took 
place during the field noise monitoring. The noise levels in Appendix B are the modeled noise levels based 
on SEWRPC’s existing and future design year traffic model and existing I‐94 geometric conditions and the 
proposed geometrics of the Modernization Alternatives. The noise level based on the SEWRPC traffic model 
is what determines if there are noise impacts. The reason SEWRPC’s traffic model is used is that it uses 
traffic counts from throughout the year and averages them, so they are more accurate than one 20‐minute 
traffic count at a specific point in time. See Section 3.19.1.2 for more information on the comparison of field 
data and modeled noise levels. 

Noise impacts were measured as the difference between the modeled existing condition and the modeled 
future condition during the design hour. The design hour is the hour before or after the morning or 
afternoon peak hour. It is during this time that traffic is generally at its loudest. Additionally, the TNM 2.5 
output for the existing noise level is used instead of the field noise level measurement because the TNM 2.5 
noise level is a more accurate representation of the average noise level at a specific location at the loudest 
hour of the day. During the field measurement, several factors could influence the noise measurement that 
are not present daily. Noises that are extraneous from traffic (birds, people, machinery, etc.) could influence 
the noise measurement reading during the 20‐minute period. Additionally, the field measurement is not 
necessarily taken during the loudest time of the day. The reason the study team wants to know the noise 
level during the loudest time of the day is to determine if the predicted noise levels exceed or approach the 
noise level criteria for considering noise barriers. 

The horizontal and vertical alignments of the proposed improvements are substantially different in some 
areas than what exists today. Therefore, in some areas design‐year noise levels could change by as much as 
16 dBA for the Double Deck alternative (all up and partially down options), 11 dBA for the At‐grade 
alternative as modeled in the Draft EIS, and 10 dBA For the At‐grade alternative with a half interchange at 
Hawley Road (preferred alternative), compared to existing noise levels. In the east segment, compared to 
existing noise levels, design‐year noise levels could change by as much as 8 dBA for the Off‐alignment 
alternative, 10 dBA for the On‐alignment alternative as modeled in the Draft EIS, and 9 dBA for the On‐
alignment alternative (preferred alternative). The projected changes in the study are summarized by 
segment and alternative in Table 3‐28. Note that projected noise levels would differ in the other segments 
due to different traffic volumes as a result of the design through the cemetery area. The projected number of 
properties that would be exposed to design‐year noise levels that approach or exceed the levels in Table 3‐27 
are presented in Table 3‐29. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐28 
Change in Design Hour Noise Levels by Alternative 

Segment/Alternative 
Change in Noise Level, 

dBA Leq 

West 

At grade (no Hawley Road interchange)  ‐11 to +6 

At grade (half interchange at Hawley Road) ‐11 to +6 

Double Deck (all up)  ‐16 to +9 

Double Deck (partially down) ‐16 to +10 

Preferred Alternative—At‐grade (half interchange a Hawley Road) ‐10 to +6 

East 

On‐alignment

Off‐alignment 

Preferred Alternative—On‐alignment 

‐10 to +5 

‐8 to +6 

‐9 to +5 

Washington Street (preferred alternative) ‐3 to +9 

In addition to the I‐94 improvements, spot improvements are being proposed in the vicinity of three 
intersections: National Avenue/Miller Park Way/General Mitchell Boulevard, National Avenue/Greenfield 
Avenue/62nd Street, and Greenfield Avenue/70th Street. The proposed improvements include restriping of 
existing pavement to add turn lanes or increase the lengths of existing turn lanes and the addition of a 
proposed right‐turn lane to improve access to the Milwaukee VA Medical Center. All of the proposed 
improvements are designed to improve operations and will not create a traffic noise impact. 

3.19.3 Measures to Minimize and Mitigate Adverse Noise Impacts 
Based upon the requirements of 23 CFR 772 and within the framework of Facilities Development Manual 23, 
Noise, various methods were reviewed to mitigate the noise impact of the proposed improvements. Among 
those considered were restricting truck traffic to specific times of the day, prohibiting trucks, altering 
horizontal and vertical alignments, property acquisition for construction of noise barriers or berms, property 
acquisition to create buffer zones to prevent development that could be adversely impacted, soundproofing 
public use or nonprofit institutional buildings (Land Use Activity Category D only), berms, and sound barriers. 

Restricting or prohibiting trucks is counter to the project’s purpose and need. Design criteria and 
recommended termini for the proposed project preclude substantial horizontal and vertical alignment shifts 
that would produce noticeable changes in the projected acoustical environment. Due to right‐of‐way 
limitation, the construction of noise berms is neither feasible nor reasonable. Sound‐proofing was not 
considered because there are reasonable and feasible exterior measures. Therefore, only the construction 
of noise barriers was reviewed. Abatement is recommended only when it is feasible and reasonable to 
construct a noise barrier. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

TABLE 3‐29 
Noise Receptors Impacted Summary 

West Segment East Segment 

At grade (No At grade (Half Double 
Hawley interchange at Hawley Double Deck At grade (Half interchange On alignment (as On alignment Washington 
Road Road) (as modeled in Deck (all (partially at Hawley Road) modeled in Draft (PREFERRED Off Street 

interchange) Draft EIS) up) down) (PREFERRED ALTERNATIVE) EIS) ALTERNATIVE) alignment Segment 

Residences 126 109 94 106 112 49 60 82 97 

Parks 0 0 0 0 0 0 0 0 0 

Active 
Sports 0 0 0 0 0 0 0 0 0 
Areas 

Cemeteries 4 4 4 4 4 0 0 0 0 

Day Care 
Centers 

0 0 0 0 0 1 1 1 0 

Restaurants 0 0 0 0 0 0 0 0 0 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Facilities Development Manual 23, Noise, has established criteria for determining feasibility and 
reasonableness and is summarized as follows: 

	 The barrier must provide at least 5‐dB reduction to be considered feasible. 

	 One receptor or common use area must meet the 9‐dB design goal for the noise barrier to be 
considered for reasonableness. 

	 A noise barrier must reduce noise levels by at least 8 decibels for a receptor or common use area to be 
considered as benefited for the purposes of determining reasonableness. The total cost of the barrier 
may not exceed $30,000 per abutting residence. 

	 If a common noise environment exists within the project termini, cost‐averaging of multiple barriers 
within the common noise environment may occur as part of the reasonableness determination. Noise 
barriers exceeding $60,000 per benefited receptor cannot be included in the cost averaging. The order 
of cost averaging of eligible multiple barriers will start with the most cost‐effective noise barrier 
increasing to the second most cost‐effective barrier to the third, etc., until the average cost approaches 
or equals but does not exceed $30,000 per benefited receptor. The noise barriers included in the cost 
averaging may be carried forward for a determination of whether they will be incorporated into the 
project. The department must receive a vote of support for the project from a simple majority of all 
votes cast by the owners or residents of the benefitted receptors 

A total of 10 noise barriers were analyzed for seven residential areas and three cemeteries abutting the 
corridor that would be exposed to noise levels that approach or exceed the noise level criteria for 
considering barriers for the At‐grade and On‐alignment alternative (preferred alternative). The Double Deck 
and Off‐alignment alternative (not identified as the preferred alternative) had an additional residential area 
exposed to noise levels that approach or exceed the noise level criteria for considering barriers, resulting in 
a total of 11 noise barriers being analyzed for that alternative. A summary of the noise barriers is presented 
in Table 3‐30. Detailed information on the noise barriers for the preferred alternative is presented in Table 
3‐31 while the information for the alternatives not identified as the preferred alternative are presented in 
Appendix B as Tables B‐4 to B‐7. Table 3‐31 and the appendix presents the results of the noise barrier 
analysis, including barrier location, future Leq(1h) noise levels without and with a barrier, barrier length and 
height, estimated cost, number of residential units benefited, noise reduction provided by the barrier, and 
cost per residential unit for each alternative. 

The final step in the reasonableness determination is to cost average27 the multiple noise barriers within 
the common noise environment on all noise barriers costing less than $60,000 per unit. As shown in Table 3‐
30 there was no need for cost averaging for the At‐grade (No Hawley Road interchange) alternative with the 
On‐alignment alternative (6 barriers). Cost‐averaging for the At‐grade (half interchange at Hawley Road) 
alternative with the On‐alignment alternative provided cost reasonableness for one additional barrier for a 
total of 6 (preferred alternative). Cost averaging for the Double Deck all up and partially down options with 
the Off‐alignment alternative provided cost reasonableness for three additional barriers and four additional 
barriers, respectively, for a total of 7 barriers for each alternative. There was no need for cost averaging for 
the Preferred Alternative (6 barriers). 

27 If a common noise environment exists within the project termini, cost averaging of multiple barriers within the common noise environment may 
occur as part of the reasonableness determination. A common noise environment is a group of receptors within the same Land Use Category listed in 
FDM 23‐30 Table 2.1 (Noise Level Criteria For Considering Barriers), that are exposed to similar noise sources and levels, traffic volumes, traffic mix, 
and speed, and topographic features. Generally, common noise environments occur between two secondary noise sources such as interchanges, 
intersections and cross‐roads. See FDM 25‐35‐15 for more information. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

TABLE 3‐30
 
Acoustical Mitigation – Summary of Feasible and Reasonable Noise Barriers 

Barrier 
Number Location 

As Modeled in Draft EIS 

At‐grade (No 
Hawley Road 
int)/ On‐
alignment 

At‐grade (Half 
Hawley Road 
int)/ On‐
alignment 

Double Deck 
(All Up)/Off‐
alignment 

Double Deck 
(Partially 

Down)/Off‐
alignment 

PREFERRED 
ALTERNATIVE 
(At‐grade (Half 
Hawley Road 
int)/ On‐
alignment) 

West Segment 
1 North of I‐94, between 70th Street and Hawley Road Yes Yes Yes Yes with Averaging Yes 

2 
South of I‐94, between 70th Street and Hawley Road 

Yes Yes with 
Averaging 

Yes with 
Averaging 

Yes Yes/No with no 
noise barrier on 

bridges 
3 North of I‐94, between Hawley Road and General Mitchell 

Blvd. 

No No No No No 

4 South of I‐94, between Hawley Road and General Mitchell 
Blvd. 

No No No No No 

5 North of I‐94, between General Mitchell Blvd. and Yount Dr. 
(Along Story Parkway) 

Yes Yes Yes Yes with Averaging Yes 

6 North of I‐94, between General Mitchell Blvd. and Yount Dr. 
(Along Mainline) 

No No No No No 

East Segment 
7 West of US 41, South of Bluemound Road Yes Yes Yes Yes Yes 

8 East of US 41, South of Bluemound Road No No No No No 

9 North of I‐94, between 35th Street and Stadium Interchange Yes Yes Yes Yes Yes 

10 North of I‐94, between 27th Street and 35th Street Yes Yes Yes with 
Averaging 

Yes with Averaging Yes 

11 North of I‐94, between 16th Street and 27th Street No Barriera No Barriera Yes with 
Averaging 

Yes with Averaging No Barriera 

Number of Feasible and Reasonable Noise Barriers 6 5 4 3 6 
Number of Cost Averaged Feasible and Reasonable Noise Barriers 0 1 3 4 0 

Total Number of Feasible and Reasonable Noise Barriers 6 6 7 7 6 
Total Number of Feasible and Reasonable Noise Barriers with No Noise 

Barriers on Bridges 
N/A N/A N/A N/A 5 

a Traffic noise levels within this section did not approach or exceed the noise level criteria at the adjacent receptors. Therefore, No Barrier was analyzed. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐31 
Acoustical Mitigation—Noise Barrier Locations Analyzed ‐ At‐grade Alternative (half interchange at Hawley Road) with On‐alignment Alternative (PREFERRED 
ALTERNATIVE) 

Barrier 
Number Locations 

2009 
Existing 
Leq(1h) 
Noise 

Levels, dBA 

Range of 2040 Future 
Leq(1h) Noise Levels, 

dBA 
Noise 

Reduction 
(dB) 

Barrier 
Characteristics 

Costa 

Number of 
Units 

Attenuated 
Cost/ 
Unit 

Feasible 
and 

Reasonable w/o Barrier Barrier 
Length 
(ft) 

Height 
(ft) 

West Segment 

1 North of I‐94, between 70th Street and Hawley Road. 60‐73 62‐67 54‐59 8‐10 3,917 9‐24 $1,314,086 88 $14,933 Y 

2 South of I‐94, between 70th Street and Hawley Road. 62‐78 63‐70 55‐60 8‐11 4,357 9‐24 $1,508,583 53 $28,464 Y 

3 
North of I‐94, between Hawley Road and General 
Mitchell Blvd. 

65‐78 69‐76 61‐63 8‐13 5,552 12‐21 $1,688,172 3 $562,724 N 

4 
South of I‐94, between Hawley Road and General 
Mitchell Blvd. 

67‐74 67‐73 59‐62 8‐11 4,268 12‐21 $1,217,581 2 $608,791 N 

5 
North of I‐94, between General Mitchell Blvd and 
Yount Dr. (Along Story Parkway) 

63‐71 65‐71 57‐61 8‐10 1,316 15‐18 $420,468 18 $23,359 Y 

6 
North of I‐94, between General Mitchell Blvd and 
Yount Dr. (Along Mainline) 

62‐71 63‐71 55‐63 8‐10 2,457 18‐24 $996,336 22 $45,288 N 

East Segment 

7 West of US 41, South of Bluemound Road 69‐71 71‐74 62‐65 9 163 12 $35,144 4 $8,786 Y 

8 East of US 41, South of Bluemound Road 65‐70 67‐73 59‐64 8‐9 664 9‐18 $178,297 2 $89,149 N 

9 
North of I‐94, between 35th Street and Stadium 
Interchange 

67‐70 69‐73 61‐63 8‐10 1,393 9‐15 $370,233 16 $23,140 Y 

10 North of I‐94, between 27th Street and 35th Street. 67‐76 68‐74 60‐64 8‐11 2,081 6‐18 $507,424 22 $23,065 Y 

a Based on $18.00 per square foot
 
NOTE: The range of noise levels presented in this table are related to the benefited receptors within the termini of the noise barrier.
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

The noise analysis for the Washington Street extension identified 7 receivers representing 97 residences 
along 60th Street/Hawley Road and 70th Street for the Washington Street connection project. The total 
length of noise barriers along 60th Street and 70th Street would be 5,280 ft. The noise barriers would have 
to be located between the local streets and the sidewalks on local community rights‐of‐way not owned by 
the Department. Many of the residences along 60th and 70th Streets have driveway access. When taking 
into account driveway access and cross street intersections the barrier coverage would be reduced by 24%. 
The reduction in coverage due to multiple access points would make it impossible to design a noise barrier 
that would meet WisDOT’s 5 dB insertion loss criteria for feasible noise mitigation. 

WisDOT is in the process of implementing the AASHTO Load and Resistance Factor Design (LRFD) Bridge 
Design Specifications, 7th Ed., 2014 (AASHTO Specifications) which address structure‐mounted noise 
barriers with regards to crashworthiness and safety issues below the noise barriers. Placement of noise 
barrier walls on bridges that do not meet the requirements of the AASHTO LRFD Bridge Design Specification 
should be avoided if possible. 

Presently there is only one proprietary noise barrier product that meets the AASHTO LRFD Bridge Design 
Specifications. A full height noise barrier constructed on the bridge using this product would increase the 
cost per benefited receptor above WisDOT’s reasonableness criteria based on the field cost of this product 
being used by other State Highway Agencies. Other priority noise barriers meeting AASHTO LRFD Bridge 
Design Specifications could be developed, tested and approved, along with an updated, less expensive 
version of the existing proprietary noise barrier before final design is completed and construction 
commences for this project. The Department will continue to monitor the development of new noise barrier 
products and explore all available options to design and construct noise barriers on bridges over the local 
streets crossed by the project that meet the AASHTO LRFD Bridge Design Specifications. 

Table 3‐32 (preferred alternative) and Tables B‐8 to B‐11 in Appendix B (other alternatives) present the 
results of noise barrier analysis for each segment with the noise barriers removed from the bridges. Note 
that these tables only show the potential noise barriers that would need to be constructed partially on 
bridges. For the preferred alternative, 5 of the 6 barriers considered reasonable and feasible in Table 3‐31, 
would remain reasonable and feasible with the noise barriers removed from bridges. The one noise barrier 
that would no longer be considered reasonable and feasible would be Barrier Number 2 located south of I‐
94 between 70th Street and Hawley Road. It would no longer be reasonable and feasible because the cost 
per benefitted unit would exceed reasonableness criteria (Table 3‐32). 

Based on the study and as shown in Table 3‐32, WisDOT is likely to incorporate the feasible and reasonable 
noise barriers for the preferred alternative, less the noise barrier sections on structure, into the project. 
During the final design phase of the project as the roadway profiles, bridge parapets, and retaining walls are 
more accurately defined relative to the surrounding areas, the location of feasible and reasonable noise 
mitigation will be reassessed. During final design all options to meet the AASHTO recommendations will be 
explored in an attempt to install noise barriers on the bridges. If final design results in substantial changes in 
roadway design from the conditions modeled for the Draft EIS or Final EIS, noise abatement measures will 
be reviewed. A final decision on the installation of abatement measures will be made upon completion of 
the project’s final design and through the public involvement process, which will solicit the viewpoints of 
residents and property owners benefited by the construction of the feasible and reasonable noise barriers. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

TABLE 3‐32 
Acoustical Mitigation—Noise Barrier Locations Analyzed —‐ At‐grade Alternative (half interchange at Hawley Road) with On‐alignment Alternative (PREFERRED 
ALTERNATIVE) 
NO NOISE BARRIERS ON BRIDGES 

Barrier 
Number Locations 

2009 Existing 
Leq(1h) Noise 
Levels, dBA 

Range of 2040 
Future 

Leq(1h) Noise 
Levels, dBA 

Noise 
Reduction 

(dB) 

Barrier 
Characteristics 

Costa 

Number of 
Units 

Attenuated 
Cost/ 
Unit 

Feasible 
and 

Reasonable 
w/o 

Barrier Barrier 
Length 
(ft) 

Height 
(ft) 

NO NOISE BARRIERS ON BRIDGES 

West Segment 

1 North of I‐94, between 70th Street and Hawley Road 64‐73 64‐67 56‐59 8‐9 3,702 9‐24 $1,301,688 23 $56,595 Yb 

2 South of I‐94, between 70th Street and Hawley Road 69‐78 67‐70 57‐61 8‐10 4,065 9‐24 $1,422,209 19 $74,853 N 

East Segment 

8 East of US 41, South of Bluemound Road 70 73 64 9 596 9‐18 $156,359 1 $156,359 N 

10 North of I‐94, between 27th Street and 35th Street 67‐76 68‐74 60‐64 8‐11 1,956 6‐18 $473,823 22 $21,537 Y 

Note: Table only shows the potential noise barriers that would need to be constructed partially on bridges, not all noise barriers for the alternative. 
a Based on $18.00 per square foot 
b Based on cost averaging of multiple barriers within the common noise environment for the Preferred Alternative 
NOTE: The range of noise levels presented in this table are related to the benefited receptors within the termini of the noise barrier. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

3.20 Air Quality 
3.20.1 Affected Environment 
Under the Clean Air Act of 1970 (last amended in 1990), the USEPA is required to establish National Ambient
 
Air Quality Standards (NAAQS) for pollutants considered to be harmful to public health and the
 
environment. To date, USEPA has established NAAQS for six criteria pollutants:28
 

 Sulfur dioxide (SO2)
 
 Particulate matter (PM10, 10‐micron and smaller along with PM2.5, 2.5 micron)
 
 Carbon monoxide (CO)
 
 Nitrogen dioxide (NO2)
 
 Ozone (O3)
 
 Lead (Pb)
 

Table 3‐33 presents the NAAQS.
 

Congress directed USEPA to update the standards with current science at least every 5 years, and that
 
proposals to revise them should be based solely upon the best current scientific evidence and opinion on
 
public health effects and not on economic impacts. Since initially setting standards in the early 1970s, USEPA 
has revised the standards six times through 2010. On October 26, 2015, USEPA revised the 8‐hour NAAQS 
for ground‐level ozone to 70 parts per billion (ppb). The final rule became effective on December 28, 2015. 
The DNR will submit initial designation recommendations regarding areas exceeding the new standard to 
EPA by October 2016. EPA will promulgate the final designations by October 2017. Any revisions to the SIP 
or Regional Transportation Plan and Transportation Improvement Program documents must be prepared by 
DNR and SEWRPC by October 2018. 

The Clean Air Act Amendments of 1977 and 1990 required all states to submit a list to USEPA identifying 
those air quality regions, or portions thereof, which meet or exceed the NAAQS or cannot be classified 
because of insufficient data. Portions of air quality control regions that exceed the NAAQS for any criteria 
pollutant are designated as non‐attainment areas for that pollutant. The Clean Air Act Amendments also 
established time schedules for the states to attain the NAAQS. 

The primary pollutants from motor vehicles are unburned hydrocarbons, nitrogen oxides, and carbon 
monoxide. Volatile organic compounds and nitrogen oxides can combine in a complex series of reactions, 
catalyzed by sunlight, to produce photochemical oxidants, such as ozone and nitrogen dioxide (NO2). 
Because these reactions take place over a period of several hours, maximum concentrations of 
photochemical oxidants are often found far downwind of the precursor sources. The pollutants are regional 
problems. The modeling procedures for ozone and NO2 require long‐term meteorological data and detailed 
area wide emission rates for all potential sources. 

Particulate matter (PM) includes microscopic solids or liquid droplets. Motor vehicles (i.e., cars, trucks, and 
buses) emit direct PM in their exhausts, as well as from brake and tire wear. Vehicles also cause dust from 
paved and unpaved roads to be re‐suspended in the atmosphere. Gaseous precursors in vehicle exhaust 
may react in the atmosphere to form PM, including nitrogen oxides (NOx), volatile organic compounds, 
sulfur oxides (SOx) and ammonia (NH3) (FHWA 2006). PM can penetrate deep into the lungs and cause 
health problems, such as heart attacks, aggravated asthma, coughing, or difficult breathing. People with 
heart or lung diseases, children, and older adults are the most susceptible to particle pollution exposure, 
although healthy people may also experience temporary symptoms from exposure to elevated levels of PM 
pollution (USEPA 2015). 

28 There are six separate NAAQS for the six separate pollutants and each is on its own schedule for revisions/updates. See: 
http://www.epa.gov/airtrends/ (USEPA 2014) 

3‐130 

http://www.epa.gov/air/criteria.html
http://www.epa.gov/airtrends


 

   

                                   
                         

                               
                         

                             
                             
                           

                        

                                       
                             

                           
                                 

                                 
                           
                      

   
         

   
 

     

       
     

                 
     

       
 
 
 

           

     
                   
                 

                 

                         
         

     
                 

                 
                   

                               
         

     
                     

         
                         

                         
   

                                           
                                               

                                 
                                                 

         
                                     

                                       
                                           

                                     
                       

                                           
                                         

                                         
   
                   

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Carbon monoxide is a colorless and odorless gas that is the by‐product of incomplete combustion, and is the 
major pollutant from gasoline‐fueled motor vehicles. Carbon monoxide emissions are greatest from vehicles 
operating at low speeds and prior to complete engine warm‐up (within roughly 8 minutes after starting). 
Congested urban roads tend to be the principal problem areas for carbon monoxide. 

In addition to establishing the NAAQS, USEPA regulates air toxics. MSATs are compounds emitted from 
on‐road vehicles, non‐road vehicles and equipment that are known to cause serious health and environmental 
effects. They include on‐road mobile sources, non‐road mobile sources (for example, airplanes), area sources 
(for example, dry cleaners), and stationary sources (for example, factories or refineries). 

In April 2007, under authority of the Clean Air Act CAA Section 202(l), USEPA signed a final rule, Control of 
Hazardous Air Pollutants from Mobile Sources, which sets standards to control MSATs. Under the rule, 
USEPA set standards on fuel composition, vehicle exhaust emissions, and evaporative losses from portable 
containers. Beginning in 2011, refineries were required to limit the annual benzene content of gasoline to an 
annual average refinery average of 0.62 percent. The rule also sets a new vehicle exhaust emission standard 
for non‐methane hydrocarbon including MSAT compounds, which were phased in between 2010 and 2013 
for lighter vehicles and between 2012 and 2015 for heavier vehicles. 

TABLE 3‐33 
National Ambient Air Quality Standards 

Pollutant Primary/Secondary 
Averaging 

Time Level Form 

Carbon Monoxide (CO) Primary 
8‐hour 
1‐hour 

9 ppm 

35 ppm 
Not to be exceeded more than once per year 

Rolling 
Lead (Pb) Primary and secondary 3‐Month 0.15 μg/m3 a Not to be exceeded 

Average 

Nitrogen Dioxide (NO2) 
Primary 

Primary and secondary 

1‐hour 
Annual Mean 

100 ppb 

53 ppb b 

98th percentile, averaged over 3 years 

Annual Mean 

Ozone (O3) WI Primary and secondary 1‐hour 0.12 ppm 

Ozone (O3) Primary and secondary 8‐hour 0.070 ppm c 
Annual fourth‐highest daily maximum 8‐hour 
concentration, averaged over 3 years 

Primary Annual 12 μg/m3 annual mean, averaged over 3 years 

Particulate Matter (PM2.5) Secondary Annual 15 μg/m3 annual mean, averaged over 3 years 

Primary and secondary 24‐hour 35 μg/m3 98th percentile, averaged over 3 years 

Particulate Matter (PM10) Primary and secondary 24‐hour 150 μg/m3 Not to be exceeded more than once per year 
on average over 3 years 

Sulfur Dioxides (SO2) 
Primary 1‐hour 75 ppb d 99th percentile of 1‐hour daily maximum 

concentrations, averaged over 3 years 

Secondary 3‐hour 0.5 ppm Not to be exceeded more than once per year 

in effect until 1 year after an area is designated for the 2008 standard, except that in areas designated nonattainment for the 1978, the 
1978 standard remains in effect until implementation plans to attain or maintain the 2008 standard are approved. 

Source: http://www.epa.gov/air/criteria.html, accessed May 29, 2013 and Wisconsin Administrative Code, Chapter NR 404.04,
 
November 2011.
 
a Final rule signed October 15, 2008. The 1978 lead standard (1.5 micrograms per cubic meter [µg/m3] as a quarterly average) remains
 

b The official level of the annual NO2 standard is 0.053 ppm, equal to 53 ppb, which is shown here for the purpose of clearer
 
comparison to the 1‐hour standard.
 
c Final rule signed March 12, 2008. The 1997 ozone standard (0.08 ppm, annual fourth‐highest daily maximum 8‐hour concentration,
 
averaged over 3 years) and related implementation rules remain in place. In 1997, USEPA revoked the 1‐hour ozone standard (0.12
 
ppm, not to be exceeded more than once per year) in all areas, although some areas have continued obligations under that standard
 
(“anti‐backsliding”). The 1‐hour ozone standard is attained when the expected number of days per calendar year with maximum hourly
 
average concentrations above 0.12 ppm is less than or equal to 1. 
d Final rule signed June 2, 2010. The 1971 annual and 24‐hour SO2 standards were revoked in that same rulemaking. However, these 
standards remain in effect until one year after an area is designated for the 2010 standard, except in areas designated nonattainment 
for the 1971 standards, where the 1971 standards remain in effect until implementation plans to attain or maintain the 2010 standard 
are approved. 
ppm = parts per million; ppb = parts per billion 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

Greenhouse gases are trace gases that trap heat in the earth’s atmosphere. Some greenhouse gases such as 
carbon dioxide occur naturally and are emitted to the atmosphere through natural processes and human 
activities. Others (e.g., fluorinated gases) are created and emitted solely through human activities. The 
principal greenhouse gases that enter the atmosphere because of human activities are carbon dioxide (CO2), 
methane (CH4), NO2, and fluorinated gases (USEPA 2008a). 

Exceeding the NAAQS pollutant level does not necessarily constitute a violation of the standard. Some of the 
criteria pollutants (including carbon monoxide) are allowed one exceedance of the maximum level per year, 
while for other pollutants, criteria levels cannot be exceeded. Violation criteria for still other pollutants are 
based on recorded exceedances. Table 3‐33 lists the allowable exceedances for USEPA criteria pollutants. 

The study area is located within the Southeastern Wisconsin Intrastate Air Quality Control Region #239. 
Milwaukee County is in attainment status for five of the six criteria pollutants, and has been redesignated to 
a maintenance area for PM2.5. As such, the project is required to meet Transportation Conformity Rule 
requirements found in 40 CFR Part 93. This project is included in the Regional Transportation System Plan 
for Southeastern Wisconsin: 2035 and SEWRPC’s 2013–2016 Regional Transportation Improvement Program, 
Project Number 18: “Preliminary Engineering for Reconstruction of IH 94 from 70th Street to 16th Street in 
the City of Milwaukee.” 

In September 2015, FHWA and the FTA determined SEWRPC’s 2035 Regional Transportation Plan29 to be in 
conformance with the transportation planning requirements of Titles 23 and 49 USC, the Clean Air Act 
Amendments, and related regulation. FHWA and FTA also approved the regional emissions analysis 
prepared for the 2035 regional transportation plan, which the 2015–2018 TIP serves to implement. The 
September 15, 2015 USDOT conformity determination is located on the CD at the back of the document. 
Concurrence on this determination from the USEPA, FHWA, FTA and WDNR is located in Appendix E, pages 
E‐12, E‐13, E‐14, and E‐17. 

3.20.2 Air Quality Impacts 
The air quality impact analysis for this project was conducted in accordance with WisDOT, FHWA, and USEPA 
technical guidance and procedures. Recent FHWA technical guidance provided methodologies on when and 
recommendations on how to perform an MSAT analysis. As a result, WisDOT performed a quantitative 
analysis of MSAT emissions. The results of the MSAT analysis are summarized in this section and described in 
more detail in Appendix C. 

3.20.2.1 MSAT Analysis 
USEPA announced in December 2010 that its Motor Vehicle Emission Simulator (MOVES) model would be 
required for use on projects after December 20, 2012. On December 6, 2012, FHWA issued Interim Guidance 
Update on Mobile Source Air Toxics Analysis in NEPA (2012b), requiring the use of MOVES for air quality 
analysis on NEPA documents. FHWA has developed a tiered approach for analyzing MSATs in NEPA 
documents. Depending on the specific project circumstances, FHWA has identified three levels of analysis: 

 No analysis for projects with no potential for meaningful MSAT effects 
 Qualitative analysis for projects with low potential MSAT effects 
 Quantitative analysis to differentiate alternatives for projects with higher potential MSAT effects 

Since projected traffic volumes by 2040 are projected to exceed 150,000 vehicles per day along the I‐94 
East‐West Corridor, this project required a quantitative analysis due to the higher potential for MSAT 
effects. 

29 As amended in September 2015 to account for proposed changes in access at the current I‐94 interchanges at Hawley Road and Mitchell 
Boulevard as part of the recommended alternative for the I ‐94 East‐West Corridor and updated by SEWRPC Memorandum Report Number 215, 
Review and Update of the Year 2035 Regional Transportation Plan in 2014, and Year 2015–2018 Transportation Improvement Program. 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

The MSAT analysis indicates that by 2040 MSAT pollutants will decrease 70 to 87 percent for 6 of the 7 priority 
air toxics and over 96 percent for diesel particulate matter from existing conditions. The total vehicles miles 
traveled (VMT) estimated for the Modernization Alternatives is slightly greater than the No‐build alternative. 
This slight difference is created because the additional capacity would reduce congestion on the study‐area 
freeway system and attract trips from the local streets. The increase in VMT would lead to slightly higher MSAT 
emissions along the freeway system, but still substantially below existing levels. The increased VMT on both the 
freeway system and the local streets is offset by lower MSAT emission rates due to increased speeds. 

The additional travel lanes would have the effect of moving traffic closer to some homes, and businesses; 
therefore, there may be localized areas where ambient concentrations of MSATs could be higher compared 
to the No‐build alternative. However, the magnitude and the duration of these potential increases 
compared to the No‐build alternative cannot be quantified reliably due to incomplete or unavailable 
information in forecasting project‐specific MSAT health impacts. In summary, if the freeway is widened, the 
localized level of MSAT emissions for the Modernization Alternatives could be higher relative to the No‐build 
alternative, but this could be offset due to increases in speeds and reductions in congestion (which are 
associated with lower MSAT emissions). Also, MSATs would be lower in other locations when traffic shifts 
away from local streets. However, as shown with the MSAT results presented in Appendix C, on a regional 
basis, USEPA’s vehicle and fuel regulations, coupled with fleet turnover, will over time cause substantial 
reductions that, in almost all cases, will cause region‐wide MSAT levels to be significantly lower than today. 

3.20.2.2 Carbon Monoxide 
FHWA Technical Advisory (TA 6640.8A) states, “Carbon monoxide is a project‐related concern and as such 
should be evaluated in the Draft EIS. A microscale carbon monoxide analysis is unnecessary where such 
impacts (project carbon monoxide contribution plus background) can be judged to be well below the 1‐ and 
8‐hour National Ambient Air Quality Standards (or other applicable State or local standards). This judgment 
may be based on the following: (1) previous analyses for similar projects; (2) previous general analyses for 
various classes of projects; or (3) simplified graphical or ‘look‐up’ table evaluations. In these cases, a brief 
statement stating the basis for the judgment is sufficient.” 

WisDOT compared the projected 2040 design year traffic volumes for the I‐94 East‐West project and the 
proposed off‐interstate improvements for the intersections at 70th Street/Greenfield Avenue, National 
Avenue/Greenfield Avenue, and Miller Park Way/National Avenue, with the 2035 design year traffic 
volumes, which served as the basis for the carbon monoxide modeling conducted for the Zoo Interchange 
project. The mainline, local cross street, and ramp volumes for the Zoo Interchange project were all greater 
than the I‐94 East‐West project and off‐interstate. The CO concentrations modeled for the Zoo Interchange 
project were less than 75 percent of the NAAQS. Therefore, the CO concentrations would be well below the 
carbon monoxide NAAQS from the proposed I‐94 East‐West project. 

3.20.2.3 PM2.5 Qualitative Hot-Spot Analysis 
USEPA issued the final, amended Transportation Conformity Rule on March 10, 2006. The Rule requires a 
hot‐spot analysis to determine project‐level conformity in PM2.5 and PM10 nonattainment and maintenance 
areas. A hot‐spot analysis is an assessment of localized emissions impacts from a proposed transportation 
project and is only required for “projects of air quality concern.” 

In August 2013, the Transportation Conformity Workgroup comprising representatives from WisDOT, FHWA, 
USEPA, WDNR, and SEWRPC determined that I‐94 East‐West project “was not a project of air quality 
concern” (See I‐94 East‐West Corridor Study Fine Particulate Matter Hot‐Spot Analysis Requirements located 
on the CD at the back of the document and Appendix D, D‐35). 

Subsequently, WisDOT prepared an addendum to the air quality analysis specifically evaluating the 
preferred alternative (Addendum to 2013 WisDOT/DNR White Paper on PM2.5 located on the CD at the back 
of the document). In June 2015, FHWA concurred with USEPA, FTA, and WDNR in an interagency 
determination that the preferred alternative, as described in this Final EIS, is not a project of local air quality 
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concern (see correspondence in Appendix E, pages E‐12, E‐13, E‐14, and E‐17). 

See Section 3.8.1.9 for more information on health impacts. 

3.20.2.4 Conclusion 
Based on the air quality analyses completed for the proposed improvements, this project will not contribute 
to any violation of the NAAQS. MSAT emissions will decrease with any of the Modernization Alternatives, 
and neither CO nor PM2.5 levels will exceed the air quality standards. 

3.20.3 Measures to Minimize and Mitigate Adverse Air Quality Impacts 
No mitigation measures identified. 

3.21 Hazardous Materials 
3.21.1 Affected Environment 
WisDOT conducted a Phase I Hazardous Material Assessment that included a records search referencing 
databases, aerial photographs, topographic maps, historical as‐builts, Sanborn maps, and windshield 
surveys. Sources reviewed for information include regulatory agency (USEPA and WDNR) listings, and past or 
present land use that would indicate the potential for the use or management of hazardous materials or the 
generation of hazardous waste. If such information was found, the parcel was noted as a potential 
hazardous material site/parcel. Based on this initial record search, 299 potential hazardous materials sites 
and/or parcels were identified adjacent to I‐94. The following are the initial findings: 

	 Based on the proposed right‐of‐way acquisition and project excavation requirements, 171 sites and/or 
parcels were recommended for additional record searches. Of those, 83 are leaking underground storage 
tanks (LUSTs) or emergency repair program (ERP) sites. ERP sites are locations other than LUSTs that 
have contaminated soil and/or groundwater. Examples include industrial spills (or dumping) that need 
long‐term investigation, buried containers of hazardous substances and closed landfills that have caused 
contamination. Contaminated soils and underground TABLE 3‐34
 
storage tanks may be encountered if utilities are 
proposed at these sites in the future. The vacant city‐

Sites Recommended for Additional
 
Hazardous Materials Testing 

owned parcel that would be required as a replacement
 
site for the ATC substation contains free product (diesel
 
fuel). Alternative 

Sites Recommended 
for Field Sampling 

and Testing 

West Segment 	 Of the 171 sites subjected to additional record 
searches, under the preferred alternative, 42 sites have At‐grade 4 

been recommended for field sampling and testing Double Deck 3 

(Table 3‐34). Washington Street 14 

Local Road	 3	 Bridges to be demolished on this segment of I‐94 have 
Improvements asbestos containing materials. Bridges with asbestos
 
East Segment
 containing materials will be addressed by special
 

provisions to be included in the construction plans. The On‐alignment 38
 

contractor will be responsible for completion of the Off‐alignment
 47
 
Notification of Demolition and/or Renovation (WDNR
 

Note: Preferred alternative listed in bold. 
form 4500‐113). The inspection reports are available at
 
WisDOT’s regional office in Waukesha.
 

The Phase I Hazardous Materials Assessment conducted for the Washington Street extension and local road 
Improvements mapped an additional 189 sites. Based upon the location, 43 sites were recommended for 
additional assessment. Of those 43 sites, 17 have been recommended for field sampling and testing. There is 
an additional bridge that would also need asbestos sampling. 
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3.21.2 Hazardous Materials Impacts
3.21.2.1 No-build Alternative  
The No‐build alternative would not affect any potentially contaminated sites. 

3.21.2.2 Modernization Alternatives 
There would be no potential contaminated sites affected in the west segment. 

In the east segment, near the Stadium Interchange, Miller Park Way and the Miller Park parking lot next to 
Miller Park Way are built on a capped landfill to the north of the interchange. Both east segment 
alternatives would require building bridge piers in the capped area. 

Farther to the east, the Off‐alignment and On‐alignment alternatives would impact a capped contaminated 
area (a former coal gasification plant). As part of the Off‐alignment alternative, hazardous materials may be 
encountered primarily during bridge‐footing excavations if I‐94 is located on a bridge through this area. 

As noted, the bridges to be demolished on this segment of I‐94 contain asbestos containing materials. 
Additionally, WisDOT considers all paint on bridges to be lead‐based paint. Buildings to be acquired under 
the Modernization Alternatives could also contain asbestos containing materials or lead‐based paint. 

3.21.3 Measures to Minimize and Mitigate Adverse Hazardous Material Impacts 
Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on hazardous materials locations along the I‐94 corridor. During design, WisDOT will develop remediation 
measures for contaminated sites that cannot be avoided. Disturbance near potentially contaminated sites 
will be minimized to the extent possible and practicable. As applicable, the contract special provisions will 
include a Notice to Contractor describing the potential contamination with names and locations of sites. 
The areas of potential contamination will be marked on the plan sheets with reference to check the Notice 
to Contractor in the special provisions. 

The regional WisDOT office will work with concerned parties to ensure that disposition of any petroleum 
contamination is resolved to the satisfaction of WDNR, WisDOT, and FHWA before acquisition. 

During the project’s real estate acquisition phase, WisDOT will survey all buildings and structures that need 
to be demolished to determine whether asbestos or lead‐based paint is present. All appropriate and 
applicable engineering and regulatory controls will be followed during the handling and disposal of asbestos 
containing materials and lead‐based paint. Contractors must comply with USEPA regulations; National 
Emission Standards for Asbestos; the Occupational, Safety, and Health Administration regulations on 
asbestos removal; local government regulations; and all other applicable regulations. The most recent 
editions of all applicable standards, codes, or regulations shall be in effect. Additionally, any person 
performing asbestos abatement must comply with all training certification requirements, rules, regulations, 
and laws of the State of Wisconsin regarding asbestos removal. 

Special provision 203‐005, bid item 203.0210s will be included in the construction plans to address asbestos 
abatement. The contractor will be responsible for completion of the Notification of Demolition and/or 
Renovation (WDNR Form 4500‐113). 

3.22 Soil Resources 
3.22.1 Affected Environment  
Soils located in the study area were formed mainly in material that was laid down through glaciation and 
have a high clay content. Soil associations provide a general idea of the soils located within an area and 
consist of a landscape that has a distinctive proportional pattern of soils. 

The general soil association present through the majority of the study area is the Ozaukee‐Morley‐Mequon 
association. The U.S. Department of Agriculture Natural Resource Conservation Service Soil Survey states 
that the Ozaukee‐Morley‐Mequon association consists of well‐drained to somewhat poorly drained soils 
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that have a subsoil of silty clay loam and silty clay, formed in thin loess and silty clay loam glacial till on 
moraines. The land in this soil association consists of intermittent “clay” bluffs and of gently sloping to 
rolling ridges that roughly parallel the Lake Michigan shoreline. 

3.22.2 Soil Impacts 
None identified. 

3.22.3 Measures to Minimize and Mitigate Adverse Soil Impacts 
No mitigation measures identified. 

3.23 Cemeteries 
3.23.1 Affected Environment 
There are five cemeteries in the study area, 
three of which (Beth Hamedrosh Hagodel 
Cemetery, Spring Hill Cemetery, and Wood 
National Cemetery) share a property line with 
I‐94 between Hawley Road and Mitchell 
Boulevard (Exhibit 3‐3). 

On the north side of I‐94 is the Beth 
Hamedrosh Hagodel Cemetery that opened in 
1924 and continues to be an active Jewish 
Orthodox cemetery. A cemetery access road 
lies along the fence line with I‐94 in part of the 
cemetery. East of where the access road ends 
some graves and holy books are buried in the 
area along I‐94. Some of the headstones are 
just a few feet from the fence marking the 
boundary between the cemetery and I‐94. I‐94 
is just a few feet from the other side of the fence. 
Access to Beth Hamedrosh Hagodel Cemetery is from 
Dana Court on the west side of the cemetery. The 
original southern boundary of the cemetery extended 
into what is now I‐94 right‐of‐way, which was 
purchased by the State of Wisconsin in the 1950s. 
There is no documentation in the cemetery records to 
suggest there were ever graves within the part of the 
cemetery that is now I‐94 right‐of‐way or that any 
graves were moved for I‐94 construction. 

Spring Hill Cemetery, south of I‐94 across from Beth 
Hamedrosh Hagodel Cemetery, is a non‐
denominational cemetery, although most of the people buried in the cemetery were Jewish. It opened in 1876, 
and it is still active. A mausoleum abuts I‐94 on the northeast corner of the cemetery and a cemetery 
maintenance building abuts I‐94 in the northwest corner. Between these two structures is a 30‐ to 40‐foot‐
wide grassy area along I‐94. A cemetery access road lies between the grassy area and the northernmost 
graves. Access to the cemetery is from Hawley Court, on the west side of the cemetery. The original northern 
boundary of the cemetery extended into what is now I‐94 right‐of‐way, which was purchased by the State of 
Wisconsin in the 1950s. It is the opinion of cemetery officials that, prior to the construction of I‐94, no graves 
were located in the part of the cemetery that is now I‐94 right‐of‐way, and no graves were moved for I‐94 
construction. 

Beth Hamedrosh Hagodel looking west. 

Spring Hill Cemetery 
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Anshai Lebowitz Cemetery, located south of Spring Hill Cemetery, is a Jewish Orthodox cemetery with about 
2,500 interments. Anshai Lebowitz Cemetery’s access is on Hawley Court, a short dead‐end street off 
Hawley Road. 

East of the Beth Hamedrosh Hagodel Cemetery and Spring Hill Cemetery, I‐94 bisects Wood National 
Cemetery. Most of the cemetery is south of I‐94. Established in 1871 as the Soldiers’ Home Cemetery on the 
grounds of the National Asylum for Disabled Soldiers, it was renamed “Wood Cemetery” in 1937 in honor of 
General George Wood. It became a National Cemetery in 1973 and contains approximately 39,200 interments. 
Those buried in the cemetery include veterans of conflicts ranging from the war of 1812 to the Iraq War. 
The Zablocki Drive bridge over I‐94 connects the two 
sections of the cemetery. Funeral corteges 
(processions) and cemetery maintenance equipment 
use the Zablocki Drive bridge to cross I‐94. The 
cemetery has three to five burials per week. 
Construction plans show that 42 graves were 
removed from the future I‐94 right‐of‐way in the 
1950s. A 1957 Grading and Drainage Plan prepared 
by WisDOT has an area labeled “42 graves” under the 
current I‐94 right‐of‐way. A cemetery plat of those 42 
graves was used to determine that all 42 graves had 
been relocated to other sites prior to the 
construction of I‐94. The discovery and relocation of 
the 42 graves is documented in Report on Graves 
Moved from Block 8, Wood National Cemetery, I‐94 
East‐West and Stadium Interchange, Milwaukee 
County Project ID: 1060‐27‐00 (WisDOT 2013c). The 
construction of I‐94 involved excavating down about 
10 feet below the elevation of the adjacent 
cemeteries, so it is unlikely that graves were left in 
place under the freeway, since most burials are 
about 6 feet below ground. 

Wood National Cemetery is a contributing element 
of the Soldiers’ Home NHL. See Section 3.24, 
Historic Properties, and Section 4 for more 
information. Access to the cemetery is from 
National Avenue on the south and Bluemound Road 
on the north (via Zablocki Drive and Mitchell 
Boulevard). A portion of the south end of Wood 
National Cemetery is not part of the NHL or Historic 
District. The Washington Street entrance on the 
southwest side of the cemetery connects to 
Hawley Road. 

Calvary Cemetery is located north of the Beth 
Hamedrosh Hagodel and Wood National 
cemeteries. Calvary Cemetery is the oldest 
operating Catholic cemetery in the City of 
Milwaukee. The 75‐acre site is owned by the 
Milwaukee Archdiocese, and was consecrated in 
1857. The property features hilly terrain and 
winding drives amid more than 80,000 interments. 

Wood National Cemetery, looking south from north side 
of I‐94. 

Wood National Cemetery, looking south from north side 
of cemetery. 

Calvary Cemetery 
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Calvary Cemetery is eligible for inclusion on the National Register. See Section 3.24, Historic Properties, and 
Section 4 for more information. Calvary Cemetery’s access point is on Bluemound Road east of Hawley Road 
and west of Zablocki Drive. 

3.23.2 Cemetery Impacts
3.23.2.1 No-build Alternative  
The No‐build alternative would not affect any of the cemeteries adjacent to I‐94. 

3.23.2.2 Modernization Alternatives 
For all the Modernization Alternatives, no graves would be displaced, and no property would be acquired from 
the three cemeteries adjacent to I‐94. 

Under the At‐grade alternative (preferred alternative), a fourth lane of traffic would be provided in each 
direction, which would bring I‐94 traffic about 11 feet closer to the cemeteries than it is today. I‐94 would 
generally be at about the same height as it is today, although at the east end of the Wood National 
Cemetery, I‐94 would be up to 5 feet higher than it is currently. Also, the Zablocki Drive bridge over I‐94 
would be replaced by a longer bridge in the same location. 

Under the At‐grade no Hawley Road interchange alternative, there would be no access to Hawley Road from 
I‐94. Drivers traveling to the Beth Hamedrosh Hagodel and Spring Hill cemeteries by I‐94 would need to exit at 
the 68th Street/70th Street interchange or the Stadium Interchange and use Bluemound Road or Main Street to 
reach Hawley Road. Removing the Hawley Road interchange would also affect freeway access to Calvary and 
Anshai Lebowitz cemeteries. For the At‐grade alternative with a half interchange at Hawley Road (preferred 
alternative), there would be access to and from these cemeteries to/from the west. Visitors to these 
cemeteries from the east would need to exit in the Stadium Interchange and use Bluemound Road or Main 
Street to reach Hawley Road. Under the Double Deck alternative, the Hawley Road interchange with I‐94 
would remain as a full interchange. 

Under the Double Deck alternative, a two‐level freeway would be built in the segment of I‐94 that passes 
between Wood National, Beth Hamedrosh Hagodel, and Spring Hill cemeteries. Under the all up option, the 
top level of I‐94 would be about 30 above the existing freeway elevation at its highest point. Under the 
partially down option, the top level of I‐94 would be 22 to 24 feet above the existing freeway elevation at its 
highest point. At the west end of the Beth Hamedrosh Hagodel and Spring Hill cemeteries, I‐94 would be at 
its highest and would be lower as it reaches the east end of the Wood National Cemetery. Exhibits 3‐29b 
through 3‐29f depict what the all up option would look like adjacent to the three cemeteries. Exhibits 3‐29d, 
3‐29f, and 3‐29g depict what the partially down option would look like adjacent to Wood National 
Cemetery. 

Under the Double Deck alternative, the Zablocki Drive crossing of I‐94 would be moved several hundred feet 
east and would be next to Mitchell Boulevard. Zablocki Drive would still pass under I‐94. WisDOT has 
committed to the VA that Zablocki Drive will remain separate from Mitchell Boulevard in order to provide 
access to the cemetery even during Miller Park events. Under all the Modernization Alternatives, the 
Mitchell Boulevard interchange with I‐94 would be removed and replaced about 0.5 mile east, near the 
Stadium Interchange. 

For any of the Modernization Alternatives, the VA’s National Cemetery Administration is concerned that 
vibration could cause alignment issues with the headstones. They noted alignment of the headstones is a 
key element to the visual setting of a National Cemetery. The National Cemetery Administration is also 
concerned that the Double Deck alternative would leave parts of the northern section of Wood National 
Cemetery perpetually in the shade. This would make it difficult to grow turf and may exacerbate an existing 
drainage problem because the lack of sunlight would reduce evaporation. 

A solar analysis was conducted in response to the VA’s request. The analysis looked at shading under the 
all up option at two locations in the cemetery segment at both the summer solstice (usually June 21) and 
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winter solstice (usually December 21). Table 3‐35 shows how far the shadow of the all up double‐deck 
structure, the “worst‐case” shading scenario, would protrude north of I‐94 at various times of day during the 
summer and winter solstice. In the winter months, areas closest to the north side of I‐94 may be shaded for 
the entire day. During the winter months, the shade could extend up to 250 feet into the north part of the 
cemetery. During the summer months, and grass‐growing season, the areas immediately north of I‐94 would 
experience portions of the day when they would not be shaded. A 0‐ to 10‐foot strip directly adjacent to I‐94 
would experience shading during a large portion of the day, but the area would see enough sun to continue 
growing. With the right grass‐seed mixture, it would only need about 2 hours of sun per day to grow. 

TABLE 3‐35 
Shaded Area North of I‐94 as a Result of Double Deck “All Up” Alternative 

Time 
Summer Solstice (June 21) 

Distance of Shadow from “All Up Double Deck (ft) 
Winter Solstice (December 21) 

Distance of Shadow from “All Up Double Deck (ft) 

At Border of Wood, Spring 
Hill, and Beth Hamedrosh 

Hagodel Cemeteries 
Immediately West of 
Zablocki Drive bridge 

At Border of Wood, Spring 
Hill, and Beth Hamedrosh 

Hagodel Cemeteries 

Immediately 
West of Zablocki Drive 

bridge 

6 AM 0 0 N/A N/A 

9 AM 2 11 175 250 

Noon 8 14 65 100 

3 PM 5 6 80 115 

6 PM 0 0 N/A N/A 

3.23.3 Measures to Minimize and Mitigate Adverse Cemetery Impacts 
Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on the cemeteries adjacent to I‐94. The Modernization Alternatives were developed to avoid direct impacts 
to the cemeteries and avoid relocating any graves. 

WisDOT would maintain Zablocki Drive access across I‐94. The At‐grade alternative (preferred alternative) 
will continue to provide access to Wood National Cemetery (and the VA Campus in general). Westbound I‐
94 traffic would still be able to reach Mitchell Boulevard directly via a new frontage road north of I‐94, which 
would pass over Yount Drive and connect to Mitchell Boulevard near the existing westbound I‐94 exit ramp. 
For drivers on westbound I‐94, this connection would provide access to Wood National Cemetery that is 
similar to existing access. Eastbound traffic will exit to 44th Street, and then reach Mitchell Boulevard by way 
of Selig Drive. A wall would be built on the south side of I‐94 to partially screen views of I‐94 from Wood 
National Cemetery (see Section 3.24.3). The existing wood fence on the north side of I‐94 would be replaced 
with a fence/wall of a similar height. 

If the Double Deck alternative had been identified as the preferred alternative, WisDOT and FHWA would 
have had to coordinate with the VA’s National Cemetery Administration during final design to develop a way 
to provide adequate turf in areas of Wood National Cemetery that would have been shaded for all or most 
of the year. Potential mitigation options included developing an appropriate grass seed mixture and 
drainage improvement. 

WisDOT and FHWA will continue to work with the National Cemetery Administration to determine the 
impacts of vibration from I‐94. WisDOT and FHWA, in coordination with Section 106 consulting parties, will 
prepare a Monitoring Plan to address concerns about construction related vibration impacts adjacent to the 
Soldiers’ Home NHL and Historic District. The Monitoring Plan will include a raise and align survey for grave 
markers within Wood National Cemetery.. 
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Further measures to minimize and mitigate impacts to the Wood National Cemetery (as a contributing 
element of the Soldiers’ Home NHL) and Calvary Cemetery (eligible for listing on the National Register of 
Historic Places) are discussed in Sections 3.24.3 and 3.24.4. 

No mitigation measures are planned for the Beth Hamedrosh Hagodel, Spring Hill, or Anshai Lebowitz 
cemeteries; however, coordination with all cemeteries near the project will continue throughout the design 
process and into construction. 

Per the project’s Programmatic Agreement, if human remains are inadvertently/accidentally discovered 
during implementation of the project, all ground disturbing activities in the immediate area of the discovery 
shall halt until the following actions have been carried out, in accordance with Wisconsin Statute 157.70 and 
the Native American Graves Protection and Repatriation Act, as required. WisDOT shall immediately 
implement measures to protect the human remains from inclement weather and vandalism, and notify 
appropriate law enforcement officials to determine whether or not the remains are subject to a criminal 
investigation by local or federal authorities. The VA’s National Cemetery Administration will be notified and 
consulted if human remains are discovered within or adjacent to Wood National Cemetery. 

3.24 Historic 
Properties 

3.24.1 Affected 
Environment 

Section 106 of the National Historic 
Preservation Act requires federal 
agencies (in this case, FHWA) to take 
into account the effects of their 
undertakings on historic properties and 
consult with parties that have an 
interest in historic properties that may 
be affected by the undertaking. For 
this project, WisDOT and FHWA have 
consulted with the National Park 
Service and the Wisconsin State 
Historic Preservation Office (SHPO), 
which have consulting roles in the Section 106 consultation process. The Advisory Council on Historic 
Preservation30 has elected to participate in the Section 106 process. Other Section 106 consulting parties 
(consulting parties) include the VA, the National Cemetery Administration, City of Milwaukee Historic 

Wood National Cemetery within the Soldiers’ Home NHL and Soldiers’ 
Home Historic District 

Preservation Commission, Archdiocese of Milwaukee (owner of Calvary Cemetery), the Forest County 
Potawatomi, and two non‐governmental historic preservation organizations, the Milwaukee Preservation 
Alliance and the National Trust for Historic Preservation. WisDOT and FHWA have been meeting with the 
consulting parties regularly since July 2013. See Sections 5 and 6 and the Documentation for Consultation on 
the CD at the back of this document for more information about the Section 106 consultation process, which 
is ongoing. 

WisDOT investigated the built environment within the Area of Potential Effects (APE), which was created in 
consultation with the consulting parties. The APE for this project includes the properties adjacent to I‐94, US 
41/Miller Park Way, and other roads crossing over or under I‐94 that would be reconstructed. The APE 

30 The Advisory Council on Historic Preservation is an independent federal agency that promotes the preservation, enhancement, and productive 
use of our nation's historic resources, and advises the President and Congress on national historic preservation policy 
(http://achp.gov/aboutachp.html). 
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encompasses the entirety of the identified historic districts that intersect with or are adjacent to I‐94 (Exhibit 
3‐35). For buildings or districts within the APE that had not previously been evaluated, WisDOT prepared 
Determinations of Eligibility to assess their eligibility for the National Register of Historic Places (National 
Register). The historic resources survey and Determinations of Eligibility are on the CD at the back of this 
document. 

The At‐grade alternative (preferred alternative) includes additional off‐interstate intersection improvements 
outside the previously established APE. Separate, individual APEs have been developed in consultation with 
the consulting parties for each of the intersections. These areas include Greenfield Avenue at 70th Street, 
National Avenue at Greenfield Avenue, an extension of Washington Street, and the intersection of National 
Avenue and Miller Park Way. See Exhibit 3‐35 for the additional areas of investigation. 

The National Historic Preservation Act defines “historic property” as resources that are listed in the National 
Register or meet criteria for eligibility for listing in the National Register. According to National Register Bulletin 
No. 15 How to Apply the National Register Criteria for Evaluation “the quality of significance in American 
history, architecture, archeology, engineering, and culture is present in districts, sites, buildings, structures, 
and objects that possess integrity of location, design, setting, materials, workmanship, feeling, and association” 
and that meet one or more of the following criteria: 

	 Criterion A—that are associated with events that have made a significant contribution to broad patterns 
of our history 

	 Criterion B—that are associated with the lives of persons significant in our past 

	 Criterion C—that embody the distinctive characteristics of a type, period, or method of construction, or 
that represent the work of a master, or that possess high artistic values, or that represent a significant 
and distinguishable entity whose components may lack individual distinction 

	 Criterion D—that have yielded or may be likely to yield, information important in prehistory or history 
(National Park Service 1997) 

NHLs are “nationally significant historic places designated by the Secretary of the Interior because they 
possess exceptional value or quality in illustrating or interpreting the heritage of the United States. Today, 
fewer than 2,500 historic places bear this national distinction.” (National Park Service 2014). All NHLs are 
also listed in the National Register. 

The following lists the historic properties found in the APE for this project: 

 Calvary Cemetery 
 Northwestern Branch, National Home for Disabled Volunteer Soldiers NHL 
 Northwestern Branch, National Home for Disabled Volunteer Soldiers Historic District 
 Soldiers’ Home Reef NHL 
 Story Hill Residential Historic District 1 
 Story Hill Residential Historic District 2 and 3 

The following are the identified historic properties within the APEs for the off‐interstate intersection 
improvements, outside the original APE: 

 Northwestern Branch, National Home for Disabled Volunteer Soldiers NHL (Miller Park Way/National 
Avenue intersection) 

	 Paradise Theater (National Avenue/Greenfield Avenue intersection) 

Section 110(f) of the National Historic Preservation Act requires that the federal agency, to the maximum 
extent possible, undertake such planning and actions as may be necessary to minimize harm to any NHL that 
may be directly and adversely affected by an undertaking. The federal agency shall request the Advisory 
Council on Historic Preservation to participate in any consultation to resolve adverse impacts on NHLs. 
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Section 110(f) of the Act is codified in 54 USC 306107. Regulations associated with Section 110(f) are at 
36 CFR 800.10. 

The following are descriptions of the identified historic properties in the west segment of the APE. 
No historic properties were identified in the east segment. 

3.24.1.1 Northwestern Branch, National Home for Disabled Volunteer Soldiers National 
Historic Landmark  

The VA Campus, with the exception of the more recent Zablocki Medical Center, is part of the Northwestern 
Branch, National Home for Disabled Volunteer Soldiers National Historic Landmark (Soldiers’ Home NHL), 
which was designated in 2011 (Exhibit 3‐36). Wood National Cemetery, adjacent to both sides of I‐94, is a 
contributing element of the Soldiers’ Home NHL as are the roadways within the NHL boundaries (Exhibit 3‐37). 

The Soldiers’ Home NHL is nationally significant under NHL Criterion 1 for its association with events that 
made a contribution to our past; and under NHL Theme IV, shaping the political landscape; and government 
institutions, under Health/Medicine. Other areas of significance are architecture, landscape architecture, 
and social history. The Soldiers’ Home NHL is an “outstanding representation of the development of a 
national system of medical and residential benefits for disabled veterans” (National Park Service 2010). 
The Soldiers’ Home was designed around the high bluffs and deep ravines in a park‐like setting; the buildings 
and curving roads took advantage of the existing topography, dense woods, and long views. The NHL 
property maintains a high degree of integrity of location, design, setting, materials, workmanship, feeling, 
and association. The Soldiers’ Home NHL period of significance is 1866 to 1930 (National Park Service 2010). 

The Soldiers’ Home was established in 1865. Following the organization of the Soldiers’ Home system, a 
National Board of Managers designated the first three branches: an Eastern branch in Maine, a Central 
Branch in Ohio, and the Northwestern Branch in Milwaukee. The Milwaukee Soldiers’ Home campus is the 
only one of the three original sites to have its Soldiers’ Home intact, and it is also the only one with the 
majority of its surrounding recuperative village remaining. The NHL has 30 contributing and 19 non‐
contributing buildings, structures, and objects. 

The cemetery was established in 1871 as the Soldiers’ Home Cemetery to inter the remains of soldiers who 
died while in the care of the Soldiers’ hospital. The cemetery was renamed Wood Cemetery in 1937 in honor 
of General George Wood. The cemetery is a contributing resource to the NHL district and together with the 
planned landscape are significant resources. The landscape was designed by Thomas Budd Van Horne, who 
had previously planned military cemeteries at Chattanooga, Tennessee (1863) and Marietta, Georgia (1864). 
He designed the landscape and cemetery at the Milwaukee property in the Picturesque style, which 
included the overall site plan, the circulation patterns around the campus, building locations, and water 
features. The design incorporated the natural landscape features, and, in accordance with the Picturesque 
style, took full advantage of the existing viewshed from all vantage points. 

It became a National Cemetery in 1973 and is the only National Cemetery in Wisconsin. Veterans of conflicts 
ranging from the War of 1812 to the Iraq War are buried in the cemetery. There are approximately 30,000 
burials and grave markers in the cemetery, which by design are visible from nearly every building in the 
district. The 19th century Picturesque style generally used the existing topography to create curving 
pathways and carriageways to provide transport, but also to control views while traversing the landscape. 
Van Horne’s design included landscaped areas for repose and reflection by creating a relaxing and tranquil 
setting. The landscape design of the cemetery area evoked a sense of serenity with the planting of shade 
trees around the original lake, filled in for the construction of I‐94 in 1962. Although I‐94 divided the 
cemetery (forty‐two graves were relocated out of the path of the freeway), the northern section of the 
cemetery is included in the NHL because it continues to serve its original purpose and a pathway connects 
the two sides of the cemetery (National Park Service 2010). 

What is now known as Zablocki Drive within the Soldiers’ Home NHL was originally constructed between 
1937 and 1951, after the Solders’ Home NHL’s period of significance (1867–1930). The original Zablocki 
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Drive connected to Bluemound Road on the north and ended at the streetcar line on the south, which today 
is the electrical transmission line corridor. In 1959, the Zablocki Drive bridge over I‐94 was opened to traffic 
and a new roadway was constructed to connect the bridge to Mitchell Boulevard near the Story 
Parkway/Mitchell Boulevard intersection. Between 1963 and 1973, the Zablocki Drive bridge connection to 
Mitchell Boulevard was removed and the Zablocki Drive alignment that previously stopped at the streetcar 
line was extended to the bridge to form Zablocki Drive’s current alignment. Although the roadway system 
within the NHL is a contributing element of the Soldiers’ Home NHL and the National Register district, 
Zablocki Drive is not identified as a contributing or a non‐contributing element of the NHL or Historic 
District. North of I‐94, it is not built in the same curvilinear design as the other roadways within the Soldiers’ 
Home NHL. Rather, it is mostly straight, with earth berms supporting the roadway in some locations and 
modest cuts into the landscape in other locations rather than using the existing landscape. Nor does it take 
advantage of the existing viewshed like other roadways in the NHL. As a result, it does not evoke the feeling 
of the picturesque/designed historic landscape. 

Currently, the VA owns and maintains Zablocki Drive, with the following exception: WisDOT owns and 
maintains the Zablocki Drive bridge over I‐94. Zablocki Drive is in the Soldiers’ Home NHL, while the portion of 
the Zablocki Drive bridge within I‐94 right‐of‐way is not within the Soldiers’ Home NHL. Zablocki Drive serves as 
a direct connection from Bluemound Road to the VA Campus for the public and VA staff, as well as a 
connection across I‐94 for cemetery maintenance, which includes moving off‐road maintenance equipment. 

Most of the 20th century development has taken place outside the historic core of the original Soldiers’ Home. 
Post‐1930 building and development was planned and constructed south of the historic core of the campus, 
separated physically and visually from the main campus. Most of the original viewsheds have been maintained 
throughout the 20th century development and growth of the VA Campus. Most elements of the designed 
Picturesque landscape are intact, with the exception of several of the lakes and water features. Due to the 
separation between the historic core of the campus and the major modern buildings and development, the 
historic core of the campus retains a high degree of integrity as a cohesive unit (National Park Service 2010). 

The NHL district contains approximately 90 acres, which does not include large modern buildings outside the 
period of significance nor their associated parking lots. Of the 90 acres within the district, about 41 acres, on 
both sides of I‐94, comprise the Wood National Cemetery. The federal military cemetery covers 50.1 acres in 
total, but only 41.1 acres are within the NHL boundary, 36.1 acres south of I‐94 and 5 acres north of I‐94 (see 
Exhibit 3‐36). The remaining 9 acres of the cemetery are outside the boundaries of the NHL and outside the 
period of significance. This newer cemetery has roughly 6,000 burials and uses flat granite headstones. It is 
located north of N. Washington Drive and south of the railroad line (National Park Service 2010). 

3.24.1.2 Northwestern Branch, National Home for Disabled Volunteer Soldiers Historic 
District 

The Soldiers’ Home Historic District was listed in the National Register on June 3, 2005 for its significance on 
the national level. It is listed under Criterion A for its significance as a collection of resources, which documents 
and illustrates the development of care of disabled veterans as a nationwide program of the federal 
government that ultimately established the Veterans Administration. The district is also significant under 
Criterion C, Architecture, for the largely intact group of institutional resources created for the care of disabled 
and aged veterans of U.S. wars. The district (including buildings, structures, objects and the designed 
landscape) maintains a high integrity of location, association, feeling, design, materials, and workmanship. The 
period of significance for the National Register district is 1867 to 1955 (National Park Service 2005). 

The boundary of the National Register district is similar to the Soldiers’ Home NHL boundary, except the 
National Register boundary extends into the western half of Mitchell Boulevard Park because this area 
contained the original entrance to the Soldiers’ Home (Exhibits 3‐36 and 3‐37). The National Register district 
emphasizes, to a greater extent than the NHL the history, development, and growth of the VA and extends the 
period of significance to include this broader history through 1955. The NHL includes roughly 90 acres, while 
the National Register district has 150 acres, largely due to the portion of the National Register district that 
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extends south and west of Lake Wheeler Drive (see Exhibit 3‐36). Resources built between 1930 (the end of 
the NHL period of significance) and 1955 are considered non‐contributing resources in the NHL, but are within 
the period of significance of the National Register district. Due to varying periods of significance, the National 
Register district has 48 contributing resources and 6 non‐contributing, for a total of 54 resources within the 
district, compared to 30 contributing and 18 non‐contributing resources in the NHL for a total of 48. As with 
the NHL, Wood National Cemetery and the landscape design are contributing elements of the Soldiers’ Home 
Historic District (National Park Service 2005; 2010). 

The Soldiers’ Home Historic District’s history and context are approximately the same as the Soldiers’ Home 
NHL’s history. The history and development of Wood National Cemetery, adjacent to both sides of I‐94, is 
identical to that of the NHL. 

3.24.1.3 Soldiers’ Home Reef National Historic Landmark 
The Soldiers’ Home Reef is a designated NHL and 
is located within the boundaries of the Soldiers’ 
Home NHL. The geological feature is located along 
the east limit of the VA property approximately 
0.25 mile south of I‐94. The geological feature 
was discovered in the 1830s by Increase A. 
Lapham, Wisconsin’s first scientist. By the 1860s, 
it was recognized that the feature was the 
remains of 400 million‐year‐old fossil reefs, 
making them the first ancient reefs discovered in 
North America and among the first described 
anywhere in the world. Soldiers’ Home Reef is a 
steep, rocky hill mostly covered in vegetation. The 
boundary follows the north and east face of the 
reef for approximately 560 feet and then back 
about 250 feet from that face (National Park 
Service 1993). 

The Soldiers’ Home Reef was listed on the National Register and designated an NHL on November 4, 1993. 
The Soldiers’ Home Reef is nationally significant under Criterion A as an important site in the history of 
geology in the United States and, for the central role, it played in the recognition of fossil reefs throughout 
North America. It is significant under Criterion B for its association with the 19th and early 20th century 
geologists James Hall, Thomas Crowder Chamberlin, and Increase Allen Lapham, the last of which is also 
from Wisconsin. The period of significance of the 
NHL is 1836 to 1939 The Soldiers’ Reef NHL retains 
integrity of location, association, design, materials, 
workmanship, and feeling. The integrity of setting 
has been diminished by the construction and use 
of the adjacent Miller Park (National Park Service 
1993). 

3.24.1.4 Calvary Cemetery 
Calvary Cemetery is the oldest operating Catholic 
cemetery in the City of Milwaukee. The 75‐acre 
site is owned by the Milwaukee Archdiocese, and 
was consecrated in 1857. The property features 
hilly terrain and winding drives amid more than 
80,000 internments. The cemetery’s entrance is on 
Bluemound Road east of Hawley Road and west of 

Soldiers' Home Reef NHL adjacent to Frederick Miller Way, 
near Miller Park. 

This holding vault is representative of the historically 
significant architecture within Calvary Cemetery. 
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Zablocki Drive (Exhibit 4‐1). The southern boundary of the cemetery is about 150 feet north of I‐94 at its 
closest point. 

Calvary Cemetery is eligible for listing in the National Register under Criterion C for the notable design 
features and historical associations of the cemetery grounds and architectural value of the chapel. The 
cemetery exhibits high style qualities of the Late Victorian and Classical Revival periods. It is also possibly 
eligible under Criterion B: Important Persons, as the burial place of numerous early settlers and key figures 
in the history and development of Milwaukee and Wisconsin. 

The defining feature of the cemetery is a large hill on the east side of the property. Known as “Jesuit Hill” or 
“Chapel Hill,” it is one of the highest points in Milwaukee and an attractive final resting place for a number 
of local Catholic clergy. Initially, a large wooden cross topped the hill, but it was replaced in 1899 by the 
current chapel. In addition to the burials of some of the city’s more prominent historical figures, Calvary 
Cemetery is also home to two intact and representative Erhard Brielmaier31‐designed buildings and eight 
monumental vaults, graves, and mausoleums. Its period of significance is 1857 to 1922. 

There are 690 soldiers’ graves at the far south end of Calvary Cemetery. Wood National Cemetery 
maintenance staff maintain the headstones while Calvary Cemetery mows the grass adjacent to the 
headstones. 

While the setting and feeling of the cemetery were diminished by the construction and use of the adjacent 
freeway, there are sufficient trees (in spring and summer) and winding roads to distract from the visual and 
audible intrusions. The cemetery retains integrity of association, feeling, location, materials, workmanship, 
and design. 

3.24.1.5 Story Hill Residential Historic District 1 
Story Hill Residential Historic District 1 is bounded by Wisconsin Avenue on the north, Bluemound Road on 
the south, 51st Street on the west, and US 41 on the east which includes the residential lots of the original 
subdivision development, platted in 1911. See Exhibit 4‐6. This district makes up just over 18 acres with a 
total of 102 properties; 90 properties are contributing elements to the district, while 12 are non‐
contributing. The period of significance of the district is 1909‐1936. It is eligible for listing in the National 
Register under Criterion C as a good example of a cohesive collection of architectural styles from the early 
20th century, including, Colonial Revival, Craftsman, and 
Arts and Crafts styles. The local firm George Schley 

& Sons designed and built a number of the houses in 
the district and local architects Charles W. Valentine 
and Frank W. Andree designed some of the residences 
(WisDOT 2011). 

Due to original deed restrictions, the district still 
conveys its unique and specific time and place. 
Restrictions included single‐family houses only and 
consistent setbacks from the road. The houses are 
modest in scale, one and a half to two stories, and 
generally have stucco exteriors. The district has a 
significant concentration of architect‐designed 
buildings from the 1910s and 1920s that retain a high 
degree of integrity (WisDOT 2011).The district retains 
integrity of design, materials, workmanship, location, and association. 

31 Erhard Brielmaier designed more than 800 Catholic churches during his 50‐year career, more than any architect in the country. His firm, 
E. Brielmaier & Sons, Co., was based in Milwaukee (Calvary Cemetery Determination of Eligibility). 

Residences in Story Hill Residential Historic District 1 
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3.24.1.6 Story Hill Residential Historic District 2 and 3  
The 30‐acre Story Hill Residential 
Historic District 2 and 3 is eligible for 
listing in the National Register under 
Criterion C for its significant 
concentration of Period Revival‐style 
residences, as well as Craftsman‐
style bungalows and contemporary‐
style residences. Due to the original 
deed restrictions, the district evokes 
a distinct time and place. 
Restrictions included single‐family 
houses only and consistent setbacks 
from the road (as well as no farm 
animals), and the developer 
reserved the right to refuse designs 
for aesthetic reasons. The houses 
are generally modest in scale and 
share brick, stucco, and stone‐
veneer exteriors. Well‐known Milwaukee architects Hugo C. Haeuser and Roy J. Jacobs and the George 
Schley & Sons architectural firm designed houses within the district. The district contains 150 contributing 
buildings and 3 non‐contributing buildings. The district retains a high degree of integrity as demonstrated by 
the high number of contributing structures. The period of significance is 1924 to 1963 (WisDOT 2013d). The 
district retains integrity of design, materials, workmanship, location, and association. The setting has been 
impacted by the elevated roadways within the viewshed of the district. 

The historic district is bounded by the south curb line of Bluemound Road on the north, the curb line of 
Story Parkway on the south and east, and Mitchell Boulevard Park on the west, which encompasses the 
Story Hill No. 2 and Story Hill No. 3 subdivisions, both platted in the 1920s. Story Parkway and 
Bluemound Road are not included in the historic district boundaries because they were not an integral part 
of the development of the district. The boundaries are based in the 1920s residential property lines, so the 
exterior roadways are not included (WisDOT 2013d). 

3.24.1.7 Off-interstate Intersection Improvements 
The historic properties discussed in the following paragraphs are within the individual APEs for the off‐
interstate intersection improvements, as shown in Exhibit 3‐35. 

Residences in Story Hill Residential Historic District 2 and 3 

Northwestern Branch, National Home for Disabled Volunteer Soldiers National Historic Landmark 
This is the same property described in Section 3.24.1.1. The Soldiers’ Home Historic District has a different 
boundary in the southern portion of the property. The historic district boundary does not reach as far south 
as National Avenue, but the NHL boundary does. 

Paradise Theater 
The former Paradise Theater (now the Epikos Church), was designed and built by Urban F. Peacock in 1929 
in the 20th century revival style. It sits on a triangular lot formed by Greenfield and National avenues in the 
city of West Allis, Milwaukee County. It exhibits Classical, Art Deco, and French Renaissance stylistic 
elements. The opulent auditorium and lobby are largely intact, including ceramic tile floors, decorative 
plaster moldings with fruit and flower motifs, and the original grand staircase. The auditorium seating and 
the original ticket booth also remain. 

The former Paradise Theater is a local example of a building type that was once commonly found in 
downtown and neighborhood areas of most communities throughout the U.S. in the 1920s. It is eligible for 
the National Register under Criterion C for its architectural elements and as a very good example of a 1920s 
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theater that exhibits interior or exterior integrity (WisDOT 2015). In September 2015 SHPO concurred that 
the former Paradise Theater is eligible for the National Register. 

3.24.2 Historic Property Impacts 
Section 106 of the NHPA and the implementing regulations require federal agencies or other agencies 
receiving federal assistance, to take into account the effects a proposed undertaking may have on historic 
properties. When considering the potential for adverse effects, all reasonably foreseeable impacts must be 
taken into account, including direct, indirect, and cumulative impacts. 

The Advisory Council on Historic Preservation has developed regulations that guide federal agencies on how 
to assess effects of their undertakings on historic properties. Effects to historic properties are defined in the 
following ways: 

	 No Historic Properties Affected: Either no historic properties are present, or there is no effect of any 
kind, neither harmful nor beneficial, on the historic properties. 

	 No Adverse Effect: There is an effect, but the effect is not harmful to those characteristics that qualify 
the property for inclusion in the National Register of Historic Places. 

	 Adverse Effect: There is an effect, and that effect diminishes the characteristics that qualify the property 
for inclusion in the National Register of Historic Places. 

An Adverse Effect is found when an undertaking may alter (directly or indirectly) any characteristic of a 
historic property that qualifies the property for inclusion in the National Register in a manner that would 

Determination for the I‐94 East‐West Corridor Project from 16th Street to 70th Street, Milwaukee, WI 
memorandum (located on the CD at the back of this document), FHWA, with input from Section 106 
consulting parties, determined whether the alternatives retained for detailed study would have adverse 
effects on historic properties in the APE. An addendum to the September 2014 effects memorandum, dated 
November 2, 2015, updated the effects determinations to include the off‐interstate improvements. This 
addendum is located on the CD at the back of this document. 

diminish the integrity of the property’s location, design, setting, materials, workmanship, feeling, or 
association (36 CFR 800.5(a)(1)). In the September 24, 2014 Revised Assessment of Adverse Effects 

No land would be acquired from any of the historic properties along I‐94. About 0.20 acre of land would be 
required from the Soldiers’ Home NHL near the Miller Park Way/National Avenue intersection as part of the 
off‐interstate improvements. This land is required in order to provide a right‐turn lane to the VA Campus from 
National Avenue. Some of the alternatives under consideration could have an Adverse Effect on identified 
historic properties. Impacts to each historic property are summarized in this subsection. 

3.24.2.1 Northwestern Branch, National Home for Disabled Volunteer Soldiers National 
Historic Landmark and Historic District 

Both the At‐grade and Double Deck alternatives were designed to avoid taking any land from the Soldiers’ 
Home NHL and the Soldiers’ Home Historic District. Additionally, no graves would be disinterred from Wood 
National Cemetery, a contributing element of the NHL. The discussion of impacts is combined to cover both 
the Soldiers’ Home NHL and the Soldiers’ Home Historic District because the impacts are very similar. An 
exception is the reconstruction of Mitchell Boulevard, which is within the Soldiers’ Home Historic District but 
not the Soldiers’ Home NHL. 

At‐grade Alternative 
Under the At‐grade alternative (preferred alternative), I‐94 would be 3 to 5 feet higher than it is currently 
between the two sections of the NHL north and south of I‐94. This alternative would maintain a visual 
connection between the two parts of Wood National Cemetery on both sides of I‐94. Under the At‐grade 
alternative, views from the cemetery would be similar to those of existing I‐94. Additionally, the Zablocki 
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Drive bridge of I‐94 at the east end of the Soldiers’ Home NHL and Soldiers’ Home Historic District would be 
replaced and raised slightly at its present location. 

The existing viewshed from Wood National Cemetery includes I‐94, Cavalry Cemetery, the overhead 
electrical transmission line corridor, Miller Park, the Soldiers’ Home NHL and Soldiers’ Home Historic District, 
and some of the newer structures on the VA Campus outside the NHL and historic district. Elevating I‐94 and 
the Zablocki Drive bridge will alter the existing viewshed and will make I‐94 and the Zablocki Drive bridge 
slightly more visible than they are currently. There would be a minor impact to the setting and feeling of the 
NHL and NHRP district from the interstate being elevated 3 to 5 feet; however, the visual connection 
between the two portions of the NHL would be maintained (see Exhibit 3‐35). 

Existing noise levels were modeled in the cemetery at field site 5 (FS‐5), located 35 feet north of the 
Civil War Soldiers’ and Sailors monument and field site 6 (FS‐6), located 200 feet north of I‐94, and west of 
Zablocki Drive and at two additional receptor locations (N49 and N50) (Exhibit 3‐34a). The existing noise 
levels were modeled to be 68 dBA at FS‐5, 70 dBA at FS‐6, 70 dBA at N49, and 78 dBA at N50. Future noise 
levels are expected to not change at FS‐5, decrease 3 dBA at FS‐6, decrease 2 dBA at N49, and decrease 
4 dBA at N50 under the At‐grade alternative. The reason the noise levels stay the same or decrease is that 
the At‐grade alternative includes a 3.5‐foot safety barrier that the existing alignment does not have. 
Therefore, all three receptors north of I‐94 experience some noise shielding from the new safety 
barrier. Since receptor N50 is the closest to I‐94, the reduction in noise is the greatest. As the ground rises to 
the north, the reductions in noise decrease for receptors FS‐6 and N49. South of I‐94, FS‐5 is higher in 
elevation than both existing I‐94 and the At‐grade alternative. The safety barrier associated with the 
At‐grade alternative provides more attenuation than the slight depressed section that exists directly in front 
of receptor FS‐5, therefore, no change in noise level. 

The noise impacts in the NHL and historic district are the same under both the no Hawley Road interchange 
and half interchange at Hawley Road options. There is either a decrease or no change in noise level at each 
receptor when compared to the current conditions. While the existing noise levels may not be consistent 
with the original Picturesque design, the future noise levels would remain the same or decrease with either 
At‐grade alternative option. Therefore, the At‐grade alternative would not diminish the integrity of setting 
and feeling from the current condition. The noise levels in the NHL and historic district would remain the 
same or decrease under the At‐grade alternative, thus would not contribute to project effects on the NHL 
and historic district. 

Vibration impacts to Wood National Cemetery during operation of the improved freeway would be similar 
to the existing vibration impacts from the current I‐94 corridor. However, during construction, depending on 
the types of machinery used, vibration could cause the ground to move, which could cause flat and vertical 
grave markers to shift. The alignment of the grave markers is an integral part of the aesthetic of a national 
cemetery, so a shift in alignment would impact the integrity of the cemetery. 

The Zablocki Drive bridge over I‐94 would be replaced by a longer and higher bridge in the same location 
(Exhibit 3‐20). This would require reconstruction of short segments of Zablocki Drive on each side of the new 
bridge (about 340 feet north of I‐94 and 210 feet south of I‐94). The new bridge and the approach roadway 
on either side of the bridge would be higher to provide clearance over I‐94, which would be raised 3 to 5 
feet under the At‐grade alternative. The portion of the Zablocki Drive bridge over I‐94 right‐of‐way is not 
in the Soldiers’ Home NHL boundary or Soldiers’ Home Historic District; however, the approach roadways 
to the new bridge are in both the NHL boundary and Soldiers’ Home Historic District. The alignment of 
Zablocki Drive would not change from its current alignment, thus not altering the historic landscape (as noted 
in Section 3.24.1, Zablocki Drive was not built at the same time or the same design as the other roadways in 
the Soldiers’ Home NHL and Soldiers’ Home Historic District). 

Mitchell Boulevard would be reconstructed for about 350 feet north of I‐94 and about 100 feet south of I‐94. 
The roadway would remain on its existing alignment and be lowered a few feet from its current elevation. 
Mitchell Boulevard’s footprint would remain the same, and all sidewalks would be replaced. North of I‐94, this 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

reconstruction would occur outside the Soldiers’ Home NHL but inside the Soldiers’ Home Historic District. 
South of I‐94, reconstruction of Mitchell Boulevard would occur within the Soldiers’ Home Historic District, and 
a small portion of the reconstruction would be within the Soldiers’ Home NHL. 

About 0.20 acre of land would be required from the Soldiers’ Home NHL near the Miller Park Way/National 
Avenue intersection as part of the off‐interstate improvements. This land is required in order to provide a 
right‐turn lane to the VA Campus from National Avenue. See Section 3.24.2.6 for more information on this 
improvement. 

In summary, the noise levels from the At‐grade alternative would be the same or lower than existing noise 
levels. Also, there would be no substantial visual impact to the Soldiers’ Home NHL and Soldiers’ Home 
Historic District from the 3 to 5 foot increase in elevation of I‐94 and the Zablocki Drive bridge. The setting 
and feeling of the NHL and historic district would be not be changed by noise, as it would remain the same 
as exiting conditions. The slightly elevated roadway would alter the viewscape from one side of the 
cemetery to the other, but the district would retain integrity of design, association, materials, workmanship, 
and location. The district would still convey its design significance, its architectural significance, and its 
association with the VA and care for disabled veterans. 

FHWA, in consultation with the consulting parties, has determined that the At‐grade alternative could be 
designed to have No Adverse Effect on the Soldiers’ Home NHL and Soldiers’ Home Historic District under 36 
CFR 800.5(b) (FHWA 2014). The Programmatic Agreement stipulates the appropriate design review process 
and other steps to be taken to ensure there will be No Adverse Effect on the Soldiers’ Home Historic District 
and the Soldiers’ Home NHL. 

Double Deck Alternative 
Adverse effects to the Soldiers’ Home Historic District and the Soldiers’ Home NHL under the Double Deck 
alternative include the visual effects of constructing a 25‐ to 30‐foot elevated structure to carry I‐94 traffic, 
currently at‐grade, between the north and south sides of the Soldiers’ Home Historic District and the 
Soldiers’ Home NHL, and the direct effects of converting non‐transportation‐related property within the 
Soldiers’ Home Historic District and Soldiers’ Home NHL into a transportation facility (reconstruction of 
Zablocki Drive) for the VA. 

Under the Double Deck alternative all up option, the upper level of I‐94 would be up to 30 feet higher than it 
is currently. In the part of the Soldiers’ Home NHL and Soldiers’ Home Historic District north of I‐94, the all 
up option would block views to the south toward the main part of the Wood National Cemetery. This would 
disrupt the viewshed of the cemetery’s landscape, which is a contributing element of the Soldiers’ Home 
NHL. The Double Deck alternative (all up option) would block views between the two sides of the cemetery 
and would diminish the integrity of setting and feeling of the Soldiers’ Home NHL and Soldiers’ Home 
Historic District. (See Exhibit 3‐29d and Exhibit 3‐29f) 

The partially down option of the Double Deck alternative would raise the upper level of I‐94 about 22 to 
24 feet higher than it is currently. The 6‐ to 8‐foot reduction in height compared to the all up option would 
somewhat reduce the intensity of the visual impact, but it would still block views between the north and 
south sides of Wood National Cemetery and would disrupt the visual connection between the two sides of 
the cemetery. (See Exhibit 3‐29d and Exhibit 3‐29f) 

Under both the all up and partially down options of the Double Deck alternative, Mitchell Boulevard would be 
reconstructed for about 350 feet north of I‐94. The roadway would remain on its existing alignment and be 
lowered a few feet from its current elevation. Mitchell Boulevard’s footprint would remain the same, and all 
sidewalks would be replaced. 

Existing noise levels were recorded and modeled in the cemetery at field site 5 (FS‐5), located 35 feet north 
of the Civil War Soldiers’ and Sailors monument and field site 6 (FS‐6), located 200 feet north of I‐94, and west 
of Zablocki Drive and modeled at two additional receptor locations (N49 and N50) (Exhibit 3‐34b). The 
existing noise levels were modeled to be 68 dBA at FS‐5, 70 dBA at FS‐6, 70 dBA at N49, and 78 dBA at N50. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

Future noise levels are expected to increase by 2 dBA at FS‐5, not change at FS‐6, not change (all 
up)/decrease by 1 dBA (partially down) at N49, and decrease by 2 dBA (all up)/decrease by 3 dBA (partially 
down) at N50 for the Double Deck alternative. The noise analysis assumes the bottom level of the double 
deck has open sides. The reason for the decrease in noise levels north of I‐94 is similar as that with the 
At‐grade alternative. With the upper deck, ground attenuation between the upper deck and ground level 
receptors is lost. The upper deck also has 3.5‐foot‐tall safety barrier that places all three receptors north of I‐
94 in an acoustical shadow zone created by the upper deck. Therefore, the Double Deck alternative has 
some reduction in noise level, but not as great as compared to the At‐grade alternative. 

There is either a decrease or slight increase in noise level at each receptor when compared to the current 
conditions. These increases and decreases in noise levels would not be perceptible by the human ear. While 
the existing noise levels may not be consistent with the original Picturesque design, the future noise levels 
would remain the same or only slightly increase with either Double Deck alternative option. Therefore, the 
Double Deck alternative would not diminish the integrity of setting and feeling from the current condition. 
The noise levels in the Soldiers’ Home NHL and Soldiers’ Home Historic District would remain the same or 
slightly increase under the Double Deck alternative, thus would not contribute to project effects on the 
Soldiers’ Home NHL and Soldiers’ Home Historic District. 

Zablocki Drive would be moved east toward Mitchell Boulevard (Exhibit 3‐20). North of I‐94, Zablocki Drive 
would be separated from Mitchell Boulevard so that Miller Park game‐day traffic would not conflict with VA 
traffic. Zablocki Drive would cross under I‐94 next to Mitchell Boulevard. For a short distance north of I‐94 
(20 to 60 feet) and south of I‐94 (90 to 110 feet), Zablocki Drive would be on new alignment on VA property 
within the Soldiers’ Home NHL boundary. South of I‐94, Zablocki Drive would be reconstructed off‐alignment 
next to Mitchell Boulevard on VA property within the Soldiers’ Home NHL boundary. The curvilinear 
roadways (originally carriageways) are part of the original Van Horne‐designed landscape in the Picturesque 
style. The curving roadways enabled the carriages to amble and enjoy the viewscapes of the ride. However, 
the realignment of Zablocki Drive would not impact the integrity of the Van Horne design and association 
with the 1870s design because it was built outside the period of significance of the Soldiers’ Home NHL. 
It has earth berms supporting the roadway in some locations and modest cuts into the landscape in other 
locations rather than utilizing the existing landscape like other roadways in the Soldiers’ Home NHL and 
Soldiers’ Home Historic District. Nor does it take advantage of the existing viewshed like other roadways in 
the Soldiers’ Home NHL. As a result, it does not evoke the feeling of the Picturesque/designed historic 
landscape. 

The sides of the double deck freeway could be built so they were entirely closed, meaning that the sides of 
the double deck would appear as solid walls. Traffic on the lower level would not be visible or audible from 
either side of the cemetery, but the connected viewshed would be severed (see the visualization in 
Exhibit 3‐29d and Exhibit 3‐29f). The sides of the double deck freeway could be built so that they would be 
open, except for the concrete columns that would hold up the upper level. Those looking at the double deck 
freeway would be able to see, and hear, traffic on the lower level of the freeway, that would not be heard 
with solid walls. Open sides would reduce visual impacts somewhat, because from some vantage points the 
other side of the cemetery would be visible (see visualization in Exhibit 3‐29d and Exhibit 3‐29f). While 
some views would be retained, the elevated structure would still be visible from all parts of the cemetery 
constituting a substantial visual intrusion, which would diminish the integrity of setting and feeling in the 
Wood National Cemetery, in particular, and the NHL and Historic District in general. Several of the 
consulting parties expressed a preference for having the double deck open to preserve some visual 
continuity between the two sides of the cemetery. The VA Medical Center and VA National Cemetery 
Administration prefer to have closed walls in order to reduce noise levels in the cemetery. 

Under both the all up and partially down options of the Double Deck alternative, the integrity of setting, 
feeling, association and design would be diminished due to the realignment of Zablocki Drive and the visual 
disruption caused by the elevated I‐94. The Soldiers’ Home NHL and the Soldiers’ Home Historic District would 
retain integrity of workmanship, materials, and location. The Soldiers’ Home NHL and the Soldiers’ Home 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Historic District would still be able to convey their significance as a cohesive complex with curving roadways 
that take advantage of the terrain. The Double Deck alternative would not impact any of the structures, 
buildings or objects that contribute to the Soldiers’ Home NHL and the Soldiers’ Home Historic District, but it 
would impact the Wood National Cemetery and the designed landscape both of which are contributing 
elements to the Soldiers’ Home NHL and the Soldiers’ Home Historic District. 

FHWA, in consultation with the consulting parties, has determined that there would be an Adverse Effect 
from the Double Deck alternative on the Soldiers’ Home NHL and the Soldiers’ Home Historic District, under 
36 CFR 800.5 (FHWA 2014). 

3.24.2.2 Soldiers’ Home Reef NHL 
The Soldiers’ Home Reef NHL is about 0.25 mile from I‐94. The setting of the Soldiers’ Home Reef NHL would 
be slightly altered by the elevated roadway under the At‐grade (preferred alternative) or Double Deck 
alternatives, but it is shielded by vegetation and is roughly 1,200 feet from the existing I‐94 and over 1,000 
feet from the proposed I‐94, so the impacts would be minimal. The integrity of setting has already been 
compromised from the construction and regular use of Miller Park, which is adjacent to the Soldiers’ Home 
Reef NHL. The integrity of location, association, materials, workmanship, design, and feeling would not be 
impacted by the two alternatives. 

FHWA, in consultation with the consulting parties, has determined that there would be No Adverse Effect from 
the At‐grade (preferred alternative) or 
Double Deck alternatives on the Soldiers’ 
Home Reef NHL, under 36 CFR 800.5 
(FHWA 2014). 

3.24.2.3 Calvary Cemetery  
Calvary Cemetery is significant as the 
final resting place of a number of 
influential individuals who made 
outstanding contributions to the history 
of Milwaukee and for embodying the 
high style qualities of Late Victorian and 
Classical Revival architecture (WisDOT 
2013e). 

Looking south from Calvary Cemetery toward I‐94. 

At‐Grade Alternative 
Under the At‐grade alternative (preferred alternative), I‐94 would be 3 to 5 feet higher than the existing 
interstate. Noise levels under the At‐grade alternative would be comparable to existing noise levels (a 
projected decrease of 1 dBA, which is not perceptible to the human ear). The elevation of the freeway would 
be a visual change from current conditions; however, the cemetery is 155‐ to 330‐feet away from the freeway, 
currently and under the At‐grade alternative. There is an existing line of trees between the cemetery and the 
freeway, which would remain and would continue to provide a visual buffer between the cemetery and I‐94 
from most vantage points. Due to the topography, the 3‐to‐5‐foot elevation would be visible from the higher 
elevations of the cemetery, but would be a minor impact to the viewshed of the cemetery because it is such a 
small change from the current viewshed, which includes I‐94, overhead electrical transmission lines, and a 6‐
to‐8‐foot retaining wall along the transmission line corridor (outside WisDOT right‐of‐way). 

No right‐of‐way would be acquired from the property, the noise increase would not be perceptible, and the 
minor visual impact would be minimized by the distance from the freeway and screening provided by existing 
trees and other vegetation. The At‐grade alternative would not alter or change the architectural significance 
of the property or its association with influential local individuals. The At‐grade alternative would not 
diminish the historic integrity of the property’s location, design, setting, materials, workmanship, feeling, or 
association. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

FHWA, in consultation with the consulting parties, has determined that there would be No Adverse Effect 
from the At‐grade alternative on the Calvary Cemetery, under 36 CFR 800.5 (FHWA 2014). 

Double Deck Alternative 
Under the Double Deck alternative, noise levels in the southern part of the cemetery closest to I‐94 would 
increase from the existing 65 dBA to 68 dBA for the partially down option and to 69 dBA for the all up option. 
The noise analysis assumed the bottom level of the double deck is open. Although this increase in the noise 
level would be barely perceptible by the human ear, it does exceed the WisDOT noise impact criteria, so it is 
considered a noise impact under Wisconsin regulations. However, the proposed noise level increases (3 to 
4 dBA) would not impact the property’s ability to convey its association with significant local individuals or its 
architectural significance. 

The Double Deck alternative would have no direct impacts to the cemetery and no property acquisition would 
be required. Due to the increased height of the Double Deck alternative (25 to 30 feet taller than the existing 
freeway), the proposed I‐94 would be visible from the southern portion of Calvary Cemetery even though it is 
located 150 to 330 feet from I‐94. The existing viewshed to the south toward the freeway includes an 
overhead electrical transmission line corridor, several large trees, various smaller bushes and a 6‐to‐8‐foot 
retaining wall along the transmission line corridor (outside WisDOT right‐of‐way). However, due to the 
topography of the property, the elevated freeway would be visible from the higher elevations in the cemetery 
and from the southern portion of the cemetery closest to the freeway. The visual impacts from an elevated 
freeway 25 to 30 feet higher would be a significant visual intrusion and would diminish the integrity of setting 
and feeling of the cemetery. 

Under the Double Deck alternative, the integrity of location, design, materials, and association would not be 
altered or diminished by the project. The location of the cemetery would remain intact; the design and 
materials of the landscape and the architecture would be retained; and the cemetery would continue to be 
associated with the influential Milwaukee individuals. 

FHWA, in consultation with the consulting parties, has determined that due to the loss of setting and feeling, 
there would be a potential Adverse Effect from the Double Deck alternative on the Calvary Cemetery, under 
36 CFR 800.5 FHWA 2014).all along the transmission line corridor (outside WisDOT right‐of‐way). 

3.24.2.4 Story Hill Residential Historic District 1 
Under the reconstructed Stadium Interchange, no right‐of‐way would be acquired from the Story Hill 
Residential Historic District 1. US 41 between Bluemound Road and Wisconsin Avenue would not be 
reconstructed, so the freeway would not be any closer to the historic district than it is currently. Between 
Bluemound Road and I‐94, US 41 would be reconstructed and would move slightly east, away from the 
historic district. A new local street would be built on the west side of US 41 but would be several hundred 
feet south and east of the district and would not be visible from the district. 

No right‐of‐way would be acquired and there would be no indirect impacts that would diminish the integrity 
of the features or attributes that contribute to the historic significance of Story Hill Residential Historic 
District 1. The district would retain its integrity of location, association, feeling, setting, workmanship, 
design, and materials. The district would continue to convey its architectural significance under Criterion C. 

FHWA, in consultation with the consulting parties, has determined that there would be No Adverse Effect 
from the At‐grade (preferred alternative) or Double Deck alternatives on the Story Hill Residential Historic 
District 1, under 36 CFR 800.5 (FHWA 2014). 

3.24.2.5 Story Hill Residential Historic District 2 and 3 
No land would be acquired from the Story Hill Residential Historic District 2 and 3 under any of the 
Modernization Alternatives. 
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At‐Grade Alternative 
Under the At‐grade alternative (preferred alternative), the freeway would be about the same elevation it is 
currently directly adjacent to the historic district. The highest point of the new Stadium Interchange would 
be about 25 feet higher than the existing interchange. The freeway would be moved slightly to the south, 
farther from the district. A new frontage road on the north side of I‐94 would connect the new local road 
interchange within the Stadium Interchange to Mitchell Boulevard. This frontage road would be located in 
the same location as the existing westbound I‐94 exit ramp to Mitchell Boulevard. Under the At‐grade 
alternative, the viewshed from the historic district to the south would remain essentially the same as the 
existing viewshed. There would be minimal visual impacts to the district. The interchange with I‐94 at 
Mitchell Boulevard would be removed (as it would under all Modernization Alternatives), but a new 
interchange would be built under the Stadium Interchange to provide comparable local street access 
to/from I‐94. 

Noise levels would increase by 1 to 3 decibels at most of the receptors in the Story Hill Historic District 2 and 
3. The noise levels are considered a noise impact not because of the increase but because they currently 
exceed the noise level criteria at several locations in the district. The increase in noise levels would not 

and 3 meets the requirements for the construction of a noise barrier to reduce noise levels at benefited 

impact the setting and feeling of the district because 3 decibels is imperceptible to the human ear and 
because the future noise levels will be similar to current conditions. Story Hill Residential Historic District 2 

receptors. Impacts to the district related to Section 106 regarding the construction of a noise barrier have 
not been determined. Some consulting parties have stated that if a noise wall were built adjacent to the 
Story Hill Residential Historic District 2 and 3, it could have an adverse visual effect on the district. While a 
noise wall could visually diminish the integrity of setting and feeling in the southern portion of the district, 
FHWA and WisDOT believe that the visual effect could be minimized aesthetically. The Programmatic 
Agreement will include a stipulation to prepare a Noise Barrier Plan, in consultation with the consulting parties 
and signatories to the Programmatic Agreement. If a simple majority of the benefited receptors vote in favor 
of the noise barrier, the Noise Barrier Plan would be implemented. If there is not a simple majority for the 
noise barrier by the benefitted receptors, then the wall will not be constructed, and the Noise Barrier Plan 
will not be implemented. 

No right‐of‐way would be acquired and no significant visual or noise impacts are expected under the 
At‐grade alternative. There would be no direct impacts to the district. The district would retain integrity of 
setting, feeling, association, location, design, workmanship, and materials. The district is significant for its 
collection of early 20th century residential structures and the At‐grade alternative would not reduce the 
district’s ability to convey this significance. 

FHWA, in consultation with the consulting parties, has determined that there would be No Adverse Effect 
from the At‐grade alternative on the Story Hill Residential Historic District 2 and 3, under 36 CFR 800.5 
(FHWA 2014). A final decision on the construction of a noise barrier adjacent to the district may be made 
prior to completion of the ROD or during the final design phase. 

Double Deck Alternative 
Under the Double Deck alternative, eastbound I‐94 would be 0 to 20 feet higher than it is currently as the 
freeway transitions from a double deck at Mitchell Boulevard to at‐grade at Yount Drive. The partially down 
option would raise the eastbound lanes of I‐94 zero to 12 feet higher than they are today. The 6‐ to 8‐foot 
reduction in height compared to the all up option would somewhat reduce the visual impact and the loss of 
integrity of setting and feeling due to visual alternations from the partially down option, the loss would be 
less significant than under the all up option. 

At Story Parkway’s west end (closest to I‐94, near its intersection with Pinecrest Street), I‐94 would be more 
visible when looking south from the parkway (Exhibit 3‐29g). During leaf‐on conditions, the visual impacts to 
the district would be reduced because the view of the freeway would be buffered by the leafed‐out trees 
and shrubs along the south side of Story Parkway. During leaf‐off conditions, the visual impacts to the 
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viewshed from the district would be greater. Although the current viewshed includes the existing I‐94, 
Stadium Interchange, freeway overpasses, and Miller Park, elevated roadways would be closer and more 
visible from the district. The elevated freeway would diminish the setting and feeling of the district, even 
though the current viewshed includes transportation infrastructure. At the parkway’s north and east ends 
(farthest from I‐94, near Bluemound Road), the viewshed would not change. The ramp that would carry 
eastbound I‐94 traffic to US 41/Miller Park Way would be 20 to 30 feet higher than it is currently, but it 
would be located farther from the district, about 1,300 feet away. The highest point of the new Stadium 
Interchange would be about 25 feet higher than the existing interchange. 

Existing noise levels along and near Story Parkway in the Story Hill Residential Historic District 2 and 3 range 
from 59 to 71 dBA. Future noise levels in Story Hill are expected to increase to 63 to 72 dBA, with increases 
as high as 6 dBA in some locations under the Double Deck alternative all up option. At some receptors, the 
all up option would result in a 1‐to‐3‐dBA noise increase over the partially down option. Although this 
modest increase would likely not be perceptible, it would exceed the noise abatement criteria at some 
locations along and near Story Parkway (the part of the district closest to I‐94), and is considered a noise 
impact under Wisconsin noise regulations. These areas currently exceed the noise abatement criteria and 
meet the feasibility and reasonableness criteria for noise abatement under WisDOT noise policy. An increase 
in noise could reduce the setting and feeling of a district, however, the setting currently includes virtually 
the same noise levels so the changes in noise levels under this alternative would not contribute to an 
adverse effect on the district. 

As with the At‐grade alternative, if a noise wall were built adjacent to the Story Hill Residential Historic 
District 2 and 3 to reduce noise levels, it could have an adverse effect on the district. A noise wall could 
diminish the integrity of setting and feeling in the district since it would block the viewshed, particularly in 
the southern portion of the district. This issue has not been fully resolved through the Section 106 
consultation process, which is ongoing. 

The historic significance of the district is derived from its Period Revival style and features examples of 
several well‐regarded Milwaukee architects and builders. Some of the contributing properties on the 
southeastern side of the district currently have views of the existing, highly urban I‐94 corridor, the Stadium 
Interchange with elevated ramps, and the associated transportation infrastructure. These properties have 
coexisted with the I‐94 corridor for more than 50 years, since the freeway opened in 1963. 

Under the Double Deck alternative, no right‐of‐way would be acquired from the historic district and there 
would be no direct impacts to the district. There would be impacts to the viewshed of the district due to the 
elevated freeway and the view south. The district would retain integrity of association, location, design, 
workmanship, and materials. The integrity of setting and feeling would be reduced by from the visual 
intrusions. The district is significant for its heavy concentration of early 20th century residential structures. 

FHWA, in consultation with the consulting parties, has determined that there could be a potential Adverse 
Effect from the Double Deck alternative on the Story Hill Residential Historic District 2 and 3, under 36 CFR 
800.5 (FHWA 2014). 

3.24.2.6 Off-interstate Intersection Improvements 
Miller Park Way/National Avenue Intersection 
Soldiers’ Home NHL 
The improvements at the Miller Park Way/National Avenue intersection include changes to National Avenue 
at General Mitchell Boulevard, an entrance to the VA Campus, and specifically the VA Medical Center. The 
improvements to National Avenue at General Mitchell Boulevard include extending the westbound through‐
lane an additional 500 feet and constructing a westbound dedicated right‐turn lane onto General Mitchell 
Boulevard. This dedicated right‐turn lane would require the acquisition of 0.20 acre of land from the 
Soldiers’ Home NHL on its southern boundary (Exhibit 4‐10). None of the heritage trees identified in the 
Historic American Landscape Survey (Berglin and Roise, 2012) would be directly impacted; the land to be 
acquired is an open, grassy area. The area north of National Avenue between General Mitchell Boulevard 
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and Miller Park Way is an area of grass, trees, and a newly constructed parking lot and is part of the Soldiers’ 
Home NHL, except for the extreme southeast corner. The area on the west side of General Mitchell 
Boulevard is an open parking lot that serves the VA Medical Center; this area is not within the Soldiers’ 
Home NHL boundary. 

During consultation, some parties expressed concern about the new construction causing visual impacts to 
the NHL, particularly to the landscape features and setting, as well as impacts to the heritage trees. FHWA 
will continue to consult with the City of West Milwaukee and consulting parties to identify a design option 
that least protrudes into the Soldiers’ Home NHL. FHWA will also avoid the removal of the existing trees in 
the area of the improvements; specifically the tree identified as a heritage tree, which is a roughly 35‐year‐
old Norway Maple (tree #209) (Berglin and Roise, 2012). The Programmatic Agreement for the I‐94 East‐
West Corridor project will be executed prior to finalization of the ROD and will include stipulations regarding 
the design of this intersection and the impacts on the NHL and its trees. 

The loss of 0.20 acre as part of the improvements would not be a significant impact to the NHL. This area is 
the far southern boundary of the NHL, and the 0.20 acre will not be visible from Wood National Cemetery, 
nor from the buildings and structures that make up the Soldiers’ Home NHL complex. Traffic at the 
intersection of General Mitchell Boulevard and National Avenue will not increase due to the added turn 
lane. The NHL will retain its integrity of location, design, setting, materials, workmanship, feeling, and 
association. 

FHWA, in consultation with the consulting parties, has determined that there would be No Adverse Effect 
from the At‐grade alternative (preferred alternative) on the Soldiers’ Home NHL under 36 CFR 800.5 (FHWA 
2015). 

National Avenue/Greenfield Avenue Intersection 
Paradise Theater 
The Paradise Theater is located on a triangular lot formed by Greenfield and National avenues at the 
intersection with 62nd Street. Improvements at this intersection will not require any property acquisition. 
Improvements to Greenfield Avenue will include changes to the signal timing, restriping to create a 
dedicated left‐turn lane and a combined through and right‐turn lane in each direction, and the elimination 
of 70 feet of parking on the westbound lane. Improvements to National Avenue also include signal timing, 
restriping to create a dedicated right‐turn lane, and the elimination of 100 feet of parking on the 
southbound lane. These improvements intend to decrease the current backup on the left turn onto 62nd 

Street. 

The changes to the traffic patterns on Greenfield and National avenues would have minimal noise impacts 
on the Paradise Theater compared to existing conditions. The traffic volume changes would not be such that 
it would measurably increase the noise level at this location. The theater is eligible for listing on the National 
Register because it is a very good example of a 1920s theater that exhibits a high degree of exterior and 
interior integrity. The improvements to the intersection will not alter the appearance of the theater and will 
not impact the ability to use the building, which is now a church. The building will retain its integrity of 
location, design, setting, materials, workmanship, feeling, and association. 

FHWA, in consultation with the consulting parties, has determined that there would be No Adverse Effect 
from the At‐grade alternative (preferred alternative) on Paradise Theater, under 36 CFR 800.5 (FHWA 2015). 

3.24.3 Measures to Minimize Harm 
To reduce impacts to Wood National Cemetery and the Soldiers’ Home NHL and Soldiers’ Home Historic 
District, WisDOT and FHWA determined from the beginning of the design process that no graves would be 
moved as a result of this project. 

The identification of the At‐grade alternative as the preferred alternative minimizes harm to historic 
properties, because the At‐grade alternative would have No Adverse Effect on historic properties and the 
other build alternatives would have had an Adverse Effect on historic properties. The preferred alternative 
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would stay within the existing interstate footprint as much as possible. The preferred alternative would 
move I
impacts to the district. If a noise wall is built adjacent to Story Hill Residential Historic District 2 and 3, it 

‐94 south, away from the Story Hill Residential Historic District 2 and 3, reducing noise and visual 

could have an Adverse Effect on the district. While a noise wall could visually diminish the integrity of setting 
and feeling in the southern portion of the district, FHWA and WisDOT believe that the visual effect could be 
minimized aesthetically. This determination will be made during the final design phase, in accordance with 
the Programmatic Agreement. 

Appropriate measures to minimize harm to historic properties have been discussed as part of the Section 
106 consultation process and through the development of the Programmatic Agreement. WisDOT and 
FHWA met regularly with the Section 106 consulting parties between July 2013 and May 2015 and will 
continue to consult with the parties through execution of the Programmatic Agreement. To ensure the No 
Adverse Effect finding, the Programmatic Agreement includes minimization measures that include plans for: 
freeway design review, construction staging, Wood National Cemetery wall design, landscaping, and 
signage. 

As part of the project, a low wall would be constructed adjacent to Wood National Cemetery on both the 
north and south sides of I‐94 within WisDOT right‐of‐way. The specific materials, design, appearance, and 
height and size of the walls will be determined through consultation and a Wall Design Plan, as stipulated in 
the Programmatic Agreement. The low wall was requested by the National Cemetery Administration to 
address their concerns regarding noise and visual impacts in close proximity to the freeway. A low wall 
would not be an adverse effect on the NHL. As stipulated in the Programmatic Agreement, the draft Design 
Plan for the Wood National Cemetery walls will be submitted to Signatories and Consulting Parties for 
review and comment prior to implementation. 

WisDOT and FHWA, in coordination with Section 106 consulting parties, will prepare a Monitoring Plan to 
address concerns about construction related vibration impacts adjacent to the Soldiers’ Home NHL and 
Historic District. The Monitoring Plan will include a raise and align survey for grave markers within Wood 
National Cemetery. 

3.24.4 Measures to Mitigate Adverse Historic Property Impacts 
As part of the Section 106 consultation, appropriate measures to mitigate adverse effects on historic 
properties were discussed prior to identification of a preferred alternative. The Section 106 consulting 
parties were reluctant to discuss specific mitigation measures until a preferred alternative had been 
identified. 

Potential mitigation measures discussed to address the adverse effects on historic properties from the 
Double Deck alternative included: 

	 For Calvary Cemetery and Story Hill Residential Historic District 2 and 3, visual screening that would 
minimize the view of the freeway. 

	 For the Soldiers’ Home NHL and National Register district, several mitigation measures were discussed, 
one of which would be for WisDOT/FHWA to fund improvements within the Soldiers’ Home NHL. 

Under the At‐grade alternative (preferred alternative), there would be no adverse effects on historic 
properties. The Programmatic Agreement is designed to insure there will be no adverse effects on historic 
properties. 

3.24.5 Coordination and Consultation 
See Section 5.3.6, Section 6, and the Document for Consultation (on the CD attached to this document) for 
information about coordination and the Section 106 consultation process regarding historic properties. 
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3.25 Archaeological Resources
3.25.1 Affected Environment 
WisDOT’s archaeological investigations in the project area were carried out in accordance with the Guidelines 
for Public Archaeology in Wisconsin, as revised. The archaeological investigations were designed to fulfill 
responsibilities for identifying, recording, and managing cultural resources as stipulated under Section 106 of 
the National Historic Preservation Act of 1966. The Phase 1 investigation (identification) occurred in 2012 and 
included an extensive literature search of published reports, site forms, and reports on previously recorded 
sites on file at regional libraries, historical societies, and the Wisconsin Historical Society. The investigations 
included visual inspection, pedestrian field survey, surface collection, and shovel tests as needed to verify the 
presence or absence of archaeological material along the project corridor. The results are documented in 
Archaeological Investigations I‐94 East‐West and Stadium Interchange 70th Street to 25th Street, National 
Avenue to Lisbon Avenue, Milwaukee County Project ID1060‐27‐00 (WisDOT 2013a). The area of potential 
effect for the archaeological study includes areas of existing and proposed right‐of‐way. 

A background document search of the Wisconsin Historic Preservation Database found five archaeological 
sites adjacent to the existing I‐94 right‐of‐way. The archaeological fieldwork conducted in 2012 reexamined 
these previously identified archaeological sites. During the field investigations, no new archaeological 
resources, materials, or sites were encountered. There are no archaeological sites in the Washington Street 
corridor. 

Two of the five sites listed in the Wisconsin Historic Preservation Database were prehistoric sites (both were 
listed as burial sites). The other three sites were historic cemeteries that are all active today (Beth 
Hamedrosh Hagodel, Spring Hill, and Wood National cemeteries; see Section 3.23). Parts of all three 
cemeteries were located within what is now the I‐94 right‐of‐way. All three cemeteries’ boundaries were 
adjusted to accommodate the construction of I‐94 in the 1950s and 1960s. 

The following previously reported archaeological sites, not discussed in Section 3.23, Cemeteries, are in or 
near the original APE: 

	 An unnamed site, located in the northeast quadrant of the Stadium Interchange, was previously 
reported to contain a single burial and associated artifacts. Previously, the site was badly disturbed by a 
charge of dynamite, and currently, the site is covered by roadway, concrete, and surface parking. No 
evidence of the site was encountered during the 2012 investigation, and indications are that the site 
was heavily disturbed by previous construction. 

	 An unnamed site is located in the northeast quadrant of the Stadium Interchange, near Merrill Park. 
Previously burials were found while excavating a gravel pit at this site. No evidence of the site was 
encountered during the 2012 investigation, and the site was heavily disturbed by previous roadway and 
residential construction. 

Additional investigations were carried out in 2015 to ascertain the presence or absence of archaeological 
sites within the individual APEs for the off‐interstate intersection improvements. The methodology for these 
investigations was the same as for the previous investigations. The investigated area for the additional 
archaeological investigation included areas of existing and proposed right‐of‐way. 

No additional archaeological sites were identified during the additional investigations carried out in the 
individual APEs for the off‐interstate intersection improvements. 

3.25.2 Archaeological Impacts
3.25.2.1 No-build Alternative  
The No‐build alternative would not affect any identified archaeological sites. 
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3.25.2.2 Modernization Alternatives 
None of the Modernization Alternatives would encroach into any of the identified archaeological sites. The 
Washington Street extension and off‐interstate intersection improvements would not impact any identified 
archaeological sites. 

3.25.3 Measures to Minimize and Mitigate Adverse Archaeological Impacts 
Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on archaeological resources adjacent to I‐94. No adverse impacts to archaeological resources were 
identified. The Programmatic Agreement includes stipulations regarding inadvertent discoveries during 
construction activities, as well as the discovery of human remains. 

3.26 Recreational Resources / Public Use Land 
This section documents the parks and recreation areas within the project area. Parks that are right next to 
I‐94 and are subject to Section 4(f) of the 1966 U.S. Department of Transportation Act, such as Mitchell 
Boulevard Park and Valley Park, are further described in Section 4. This section documents the impacts to 
parks and recreation areas that are not subject to Section 4(f). To avoid duplication, impacts to parks and 
recreation areas that are subject to Section 4(f) are only briefly noted here. Other parks and recreation 
resources that are in the project area but not directly adjacent to I‐94 are included in Table 3‐36 and their 
locations are shown in Exhibit 3‐37. 

3.26.1 Affected Environment 
The City of Milwaukee, Milwaukee County, Milwaukee Public Schools, and WDNR own parks and other 
public use areas adjacent to I‐94 (Table 3‐36 and 3‐37). See Exhibit 3‐38 for locations of these parks and 
public use areas. 

All of the parks and trails that share a property line with I‐94 or cross I‐94 are subject to Section 4(f) and are 
described in detail in Section 4. One exception is the HAST Extension, which is described in this section. 

Miller Park is discussed in Section 3.7, Institutional and Public Service. 

TABLE 3‐36 

Parks and Recreation Resources Adjacent to I‐94 

Name and 
Location 

Size or 
Length 

Type of Park 
and/or 
Function Ownership Site Features and Characteristics 

Subject to 
Section 4(f) 
or 6(f)? 

Doyne Park 35.4 acres Park and Golf 
Course 

Milwaukee County Open space, shrubs and trees, 
parking, 9‐hole golf course, park 
building, soccer field, tot lot, 
basketball court, Oak Leaf Trail 

4(f) and 6(f) 

Oak Leaf 
Recreational Trail 

114 miles Recreational 
Trail 

Milwaukee County Off‐road paved trails, parkways, 
municipal streets 

4(f) and 6(f) 

Hank Aaron State 
Trail (HAST) 

10 miles Multi‐use Trail Wisconsin Department 
of Natural Resources 

Off‐road paved trails and on‐road 
routes 

No 

Hank Aaron State 
Trail (HAST) 
Extension 

0.9 mile Designated 
Route 

Wisconsin Department 
of Natural Resources 

On‐road route No 

Mitchell Boulevard 
Park 

16.6 acres Park Milwaukee County Open space, native plantings, parking, 
picnic shelter, restrooms, tot lot, 
public art 

4(f) 

Story Parkway 8.0 acres Parkway Milwaukee County Open area, Miller Park Pedestrian 
Walkway, sidewalk 

4(f) 
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TABLE 3‐36 

Parks and Recreation Resources Adjacent to I‐94 

Name and 
Location 

Size or 
Length 

Type of Park 
and/or 
Function Ownership Site Features and Characteristics 

Subject to 
Section 4(f) 
or 6(f)? 

Bluff Park 4.0 acres Wooded Area Wisconsin Department 
of Administration 

Miller Park 227.0 acres Professional Southeast Wisconsin 
Baseball Park Professional Baseball 

District and Milwaukee 
Brewers 

Valley Park 1.5 acres Park Milwaukee County 

TABLE 3‐37 
Other Parks and Recreation Resources in the Project Area 

Shrubs and trees, Miller Park 
Pedestrian Walkway, Yount Drive, 
sidewalk 

No 

Miller Park Stadium, parking lots, 
access roads, Helfaer Field, Sausage 
Haus 

No 

Multi‐use path, open space, tot lot, 
flood control structure 

4(f) 

Name and Location Size or Length 
Type of Park 

and/or Function Ownership Site Features and Characteristics 

Juneau Playfield 7.6 acres Community 
Playground 

City of Milwaukee Softball diamond, sports field, tennis 
courts, basketball courts, playground, 
concrete kickball field, and field house 

65th and Stevenson Green 
Space 

3.4 acres Open Space City of Milwaukee Open space and a sitting area with 
benches 

MacDowell Montessori 
School Sports Field and 
Track 

2.0 acres Sports Field and 
Track 

Milwaukee Public 
School District 

Sports field and track 

Burbank Playfield and 
Johnson's Woods 

10.7 acres School 
Playground and 
Community Park 

Milwaukee Public 
School District 

Softball diamonds, playfield, wading 
pool, green space, trees, children’s 
play area 

Three Bridges Park 24.0 acres Park and 
Outdoor 
Education 
Center 

City of Milwaukee and 
State of Wisconsin 

Hiking trails, river access for fishing 
and canoeing, community gardens, 
new bike/pedestrian bridges to 
surrounding communities, and 
Mitchell Park Domes 

Marquette University High 
School Sports Fields 

10.0 acres Sports Fields and 
Track 

Marquette University 
High School 

Sports stadium, practice fields, and 
tennis courts 

Merrill Park 11.6 acres Park City of Milwaukee Baseball diamond, two softball 
diamonds, football/soccer field, tennis 
courts, playground, field house, park 
shelter, wading pool, and children's 
play area 

34th Street and Mt. Vernon 
Play Area 

0.2 acre Play Area City of Milwaukee Play area with jungle gym 

Arlington Heights Park 1.5 acres Park City of Milwaukee Jungle gym, playfield, and softball 
field 
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TABLE 3‐37 
Other Parks and Recreation Resources in the Project Area 

Name and Location Size or Length 
Type of Park 

and/or Function Ownership Site Features and Characteristics 

Mitchell Park 61 acres Park and Milwaukee County Horticulture conservatory, parking, 
Conservatory basketball courts, picnic area, 

volleyball courts, soccer field, softball 
diamond, tot lot, wading pool, sports 
fields, pavilion, concrete stage, pond, 
and football field 

Community Garden at 0.5 acre Community City of Milwaukee Garden 
26th Street and Garden 
W. Clybourn Street 

3.26.1.1 Hank Aaron State Trail 
The HAST is a multi‐use trail that crosses Milwaukee County from the lakefront near Maier Festival Park to 
the Oak Leaf Trail, at the Milwaukee County/Waukesha County line roughly 375 feet south of Bluemound 
Road. The HAST is owned by WDNR and includes 10 miles of continuous connection via dedicated trails and 
marked on‐street routes. The trail is open to walkers, runners, bicyclists, and skaters and provides an off‐
road asphalt path from its western boundary to the 6th Street viaduct and the use of bike lanes and 
sidewalks from 6th Street to the lakefront. The HAST is subject to the rail banking provisions of the 1983 
National Trails System Act. This means that the corridor, even though it is owned by WDNR, must be 
maintained so that it could be returned to use as a rail corridor, if needed, at some point in the future. The 
trail acquisition was funded by the WDNR Stewardship Funds. Trail construction was funded by WisDOT 
(including federal Congestion Mitigation and Air Quality Improvement program funds). Because of this, the 
trail is not subject to Section 4(f). WisDOT and WDNR developed a Memorandum of Understanding that lays 
out the details and responsibilities for the HAST’s construction, maintenance, and detours during 
Zoo Interchange construction. 

The HAST enters the I‐94 East‐West Corridor at two points. The first point is at the intersection of Canal 
Street and 32nd Street where the off‐road HAST trail follows along the north side of Canal Street just south of 
I‐94. The second point occurs where the trail crosses under I‐94 on 44th Street. This section of the trail is 
known as the HAST Extension, which is an on‐street route on 44th Street from Selig Drive to Wells Street. 

The Washington Street extension would be located about 80 feet from the HAST at its closet point. The 70th 

Street bridge over the HAST is planned for replacement by the City of Milwaukee independent of the I‐94 
project. The replacement bridge may be wider to accommodate a left‐turn lane from 70th Street to 
Washington Street. 

3.26.2 Recreational Resource/Public Use Land Impacts
3.26.2.1 No-build Alternative 
The No‐build alternative would not acquire land from any parks or recreational resources. I‐94 would not be 
any closer to any parks or recreational facilities under the No‐build alternative. 

3.26.2.2 Modernization Alternatives 
It is anticipated that no right‐of‐way would be acquired from any parks or other recreational facilities. Under 
the preferred alternative, the westbound I‐94 exit ramp to the new local road interchange within the 
Stadium Interchange would be located in closer proximity to Valley Park than ramps in the current Stadium 
Interchange. However, there would be no direct or indirect impacts that would substantially impair the 
recreational features or attributes of Valley Park. 
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The on‐road portion of the HAST that follows 44th Street (the HAST Extension) may be closed during 
reconstruction of I‐94 over 44th Street. The HAST may be closed while the 70th Street bridge is replaced, but 
this may occur regardless of the I‐94 East‐West Corridor project. As noted previously in Section 3, there is 
potential for a noise barrier to be constructed near Story Hill Residential Historic District 2 and 3. The current 
concept for a noise barrier would be to place the barrier along the south side of Story Parkway. At this time, a 
vote on the noise barrier by Story Hill residents will be held at an undetermined date after Final EIS 
approval. If a noise barrier would be built on Milwaukee County’s Story Parkway, the decision to build using 
right‐of‐way acquisition or through an easement will be determined during the final design phase. 

Mitchell Boulevard would be reconstructed in the south end of Mitchell Boulevard Park. The road would 
stay within its existing footprint and no right‐of‐way acquisition from Milwaukee County would be required. 

3.26.3 Measures to Minimize and Mitigate Adverse Recreational Resource/ 
Public Use Land Impacts 

Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the impact 
on recreational resources/public use land near I‐94. If 44th Street is closed during construction, WisDOT and 
WDNR will develop a detour route for the HAST Extension that follows 44th Street. WisDOT will work with 
the City of Milwaukee to develop a detour route for the HAST if it is closed as a result of the 70th Street 
bridge reconstruction. WisDOT would purchase a temporary easement from Milwaukee County in order to 
access Mitchell Boulevard to reconstruct it. All sidewalks and landscaping along Mitchell Boulevard affected 
by the reconstruction would be restored. 

3.27 Construction 
This section identifies effects that would be expected during the construction phase. Construction activities 
for the I‐94 East‐West Corridor would include removing existing structures and roadways, bridge 
construction and widening, retaining wall construction, earthwork, utility relocations, drainage 
improvements, traffic control, traffic signals, barrier installation, lighting, and paving. 

Many factors would influence actual construction. Although funding for construction will be committed prior 
to the ROD, the specific timing of the funding will not be determined until late in the final design phase, 
prior to the development of the Financial Plan. The duration of construction is expected to last 
approximately 48 months. Like most transportation projects, construction details cannot be fully defined 
until design advances past the conceptual stage. 

3.27.1 Construction Costs 
3.27.1.1 No-build Alternative 
The No‐build alternative would not incur construction costs. However, the I‐94 East‐West Corridor would 
eventually need to be replaced, which would incur future construction costs. Replacing the I‐94 East‐West 
Corridor in its current configuration would cost an estimated $370 million in 2014 dollars. 

3.27.1.2 Modernization Alternatives 
The immediate economic impact of the Modernization Alternatives would be expenditure of state and 
federal funds to reconstruct this segment of I‐94. WisDOT hosted a Cost Estimate Review session with FHWA 
to determine current year (2014) construction costs and estimated inflated costs in the year of expenditure. 
The cost includes such items as actual construction cost, design, real estate acquisition, utility relocation, 
and construction management. The costs also includes consideration of project risks. The preferred 
alternative (At‐grade and On‐alignment alternatives) would cost $852 million in 2014 dollars and $1.106 
billion in year‐of‐expenditure dollars32. The preferred alternative cost includes $18 million for the 
Washington Street extension and $5 million for the three off‐interstate intersection improvements (2014 

32 Year‐of‐expenditure (YOE) is the total project cost, including inflation, assuming construction will take place during a given period of time in the 
future. For this study, construction is expected to take place between 2019 and 2023. 
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dollars). The Double Deck alternative combined with the Off‐alignment alternative, which were not 
identified as the preferred alternative, would have cost $1.15 billion (2014 dollars) or $1.49 billion in year‐
of‐expenditure dollars (Table 3‐38). 

TABLE 3‐38 
Cost Summary Table 

Alternative Estimated Cost (2014 dollars in millions) 

West Segment 

At‐grade (No Hawley Road interchange) $115 

At‐grade (Half interchange at Hawley Road) $125 

Double Deck (All up/Partially down) $295/$345 

East Segment 

On‐alignment $710/$735a 

Off‐alignment $785/$810a 

Corridor Total $825 to $1,150 

Preferred alternative total $852b ($1.106 billion in year of expenditure dollars) 

Note: Preferred alternative is in italics. 
a Construction in the Stadium Interchange area of the east segment is about $25 million greater (2014 dollars) if the Double Deck 
alternative was selected for the west segment. 
b The preferred alternative cost includes the cost of off‐interstate improvements and adjustments to the overall cost based on the FHWA 
Cost Estimate Review session in 2015. The total estimated cost represented known details and project risks as of the date of the Cost 
Estimate Review. Final committed project costs are determined prior to development of the project’s Financial Plan and are validated 
through a second Cost Estimate Review completed prior to construction. 

3.27.2 Operation and Maintenance Cost
3.27.2.1 No-build Alternative 
The economic impact of the No‐build alternative would be the long‐term cost of maintaining this segment of 
I‐94, including pavement resurfacing or replacement, and bridge rehabilitation or replacement. Increased 
traffic volumes, particularly heavy trucks, would contribute to the frequency of required pavement 
maintenance. The public and local governments would experience increased costs associated with crashes 
compared to the Modernization Alternatives. 

3.27.2.2 Modernization Alternatives 
Maintenance costs under the Modernization Alternatives would be less than for the No‐build alternative 
because the pavement and bridges would be new. 

The Double Deck alternative would pose unique maintenance challenges and would cost approximately 
$1.2 million per year more to maintain than the At‐grade alternative. This includes cost of lighting the lower level 
roadway in the double deck section. Over time, there would be about 30 percent more pavement to maintain 
under the Double Deck alternative and about 25 percent more pavement under the At‐grade alternative 
compared to the No‐build or Replace‐in‐Kind alternative. 

Snow removal costs would be higher for the Modernization Alternatives than for the No‐build alternative. 

3.27.3 Construction Employment 
Substantial short‐term economic impacts would result from the Modernization Alternatives compared to the 
No‐build alternative. The impacts may be measured by increases in state output/economic activity, 
employment, and job earnings. Construction expenditures would occur over the duration of construction, 
directly creating new demand for construction materials and jobs. The direct impacts would lead to indirect or 
secondary economic impacts, as output from other industries increases to supply the construction industry. 
The direct and indirect impacts of construction expenditures cause firms in all industries to employ more 
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workers, leading to induced impacts as the additional wages and salaries paid to workers lead to higher
 
consumer spending, creating new demand in many other economic sectors.
 

The construction job opportunities for this project will consist of a combination of new jobs and shifting of
 
existing construction jobs to this project. The following types of construction jobs are required for this
 
project:
 

 Concrete workers  Iron workers 
 Truckers  General laborers 
 Heavy equipment operators  Engineers 
 Electricians  Landscapers 

3.27.4 Construction Impacts 
The discussion in this section pertains to the Modernization Alternatives. If the No‐build alternative were
 
selected, no construction impacts, other than regular maintenance, would occur in the short term. However,
 
WisDOT would perform maintenance on this segment of I‐94 more frequently and eventually replace it,
 
resulting in periodic lane closures, construction noise, dust, and other impacts as portions of freeway are
 
replaced.
 

3.27.4.1 Noise 
Noise will be generated by construction equipment used to reconstruct I‐94 and local roadway system. 
Typical construction equipment would include dump trucks, graders, cranes, bulldozers, pile‐driving 
equipment, and pavement construction equipment. The noise generated by the construction equipment will 
vary greatly, depending upon the equipment type and model, mode and duration of operation, and specific 
type of work effort; however, typical noise levels may occur in the 75 to 95 dB range (at 50 feet). Other 
distance‐typical noise level ranges are shown in Table 3‐39. 

Variations in building setbacks and land
 
use, local intensity of specific
 TABLE 3‐39 
construction activities, and sequencing Construction Noise/Distance Relationships
 
and timing of construction will result in
 
varying degrees of exposure to
 
construction noise and hence varying
 

25 82–102levels of resulting impacts. Adverse
 
impacts related to construction noise are 50 75–95
 
anticipated to be of a localized,
 

Distance From Construction Site (feet) 
Range of Typical 
Noise Levels (dBA) 

100 69–89
temporary, and transient nature.
 
Construction noise would be controlled 200 63–83
 

in accordance with WisDOT Facilities
 300 59–79
 
Development Manual Procedure
 

400 57–77
23‐40‐1. 
500 55–75To reduce the potential impact of 

construction noise, special WisDOT 1,000 49–69 
provisions would require operation of Sources: USEPA and WisDOT 
motorized equipment in compliance 
with all applicable local, state, and 
federal laws and regulations relating to noise levels permissible within and adjacent to the project 
construction site. All motorized construction equipment would be required to have mufflers constructed in 
accordance with the equipment manufacturer’s specifications or a system of equivalent noise‐reducing 
capacity. WisDOT would also require that mufflers and exhaust systems be maintained in good operating 
condition, free of leaks and holes. In addition, where possible, noise walls will be constructed prior to most 
mainline construction. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

3.27.4.2 Vibration 
Groundborne vibration has the potential to affect nearby buildings. Blasting and impact pile driving are 
associated with high levels of vibration. Excavation and backfilling can generate vibration that is perceptible or 
noticeable in nearby buildings. 

Vibration created by the movement of construction vehicles such as graders, loaders, dozers, scrapers, and 
trucks generally is the same order of magnitude as the vibration caused by heavy vehicles traveling on 
streets and highways. In general, groundborne vibration from vehicles on streets is not sufficient to impact 
adjacent buildings. 

Buildings that are in good structural condition would likely not be affected by construction‐related vibration. 
WisDOT will coordinate with adjacent property owners prior to construction to determine if any buildings near 
construction areas are in poor structural condition. WisDOT will meet City of Milwaukee vibration ordinances. 

There is some concern regarding vibration impacts to grave markers at the Wood Cemetery. Mitigation for this 
potential impact is discussed in Section 3.24.4. 

3.27.4.3 Air Quality (Emissions and Dust) 
Demolition and construction activities can result in short‐term increases in dust and equipment‐related 
particulate emissions in and around the project area. Equipment‐related particulate emissions could be 
minimized if the equipment is well maintained. The potential air‐quality impacts will be short‐term, 
occurring only while demolition and construction work is in progress and local conditions are appropriate. 

Air‐quality impacts during construction would be generated by motor vehicle, machinery, and particulate 
emissions resulting from earthwork and other construction activities. Construction vehicle activity and the 
disruption of normal traffic flows may result in increased motor vehicle emissions within certain areas. 
Construction vehicle emission impacts could be mitigated through implementing and maintaining a 
comprehensive traffic control plan, enforcing emission standards for gasoline and diesel construction 
equipment, and stipulating that unnecessary idling and equipment operation is to be avoided. 

Several air‐quality construction mitigation best practices are available to assist in reducing diesel emission 
impacts from construction equipment. Off‐road diesel engines can contribute significantly to the levels of 
particulate matter and nitrogen oxides in the air. In recent years, USEPA has set emissions standards for 
engines used in most new construction equipment. However, construction equipment can last for a long 
time, and it may take several years before all equipment is furnished with engines that meet USEPA 
standards. To address this, WisDOT and FHWA can implement several strategies to reduce emissions from 
the older engines that are in operation today. 

Reducing pollutant emissions from older off‐road diesel engines can occur through a variety of strategies, 
including the following: reducing idling, properly maintaining equipment, using cleaner fuel, and retrofitting 
diesel engines with diesel‐emission control devices. By reducing unnecessary idling at the construction site, 
emissions will be reduced, and fuel will be saved. Proper maintenance of the diesel engine will also allow the 
engine to perform better and emit less pollution through burning fuel more efficiently. Switching to fuels 
that contain lower levels of sulfur reduces particulate matter. Using ultra‐low sulfur diesel does not require 
equipment changes or modification. Using fuels that contain a lower level of sulfur also tends to increase the 
effectiveness of retrofit technologies. Retrofitting off‐road construction equipment with diesel‐emission 
control devices can reduce particulate matter, nitrogen oxides, carbon monoxide, or hydrocarbons, in 
addition to other air pollutants. Diesel particulate filters can be used to physically trap and oxidize 
particulate matter in the exhaust stream, and diesel oxidation catalysts can be used to oxidize pollutants in 

reduce diesel emissions from construction equipment during construction. WisDOT will coordinate with 
WDNR to consider these additional measures for inclusion in contract specifications. See Appendix E, letter 
E‐10. 

the exhaust stream (USEPA 2008b). In the final design phase, WisDOT will consider including the measures 
on a voluntary or mandatory basis. USEPA’s comments on the Draft EIS suggested several measures to 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

Fugitive dust impacts generated by construction would be mitigated by standard dust control measures.
 
The measures may include the frequent watering of construction sites that have large expanses of exposed
 
soil, watering debris generated during the demolition of existing structures, washing construction vehicle tires
 
before they leave construction sites, and securing and covering equipment and loose materials prior to travel.
 

Dust control during construction would be accomplished in accordance with WisDOT’s Standard
 
Specifications for Road and Bridge Construction (WisDOT 2012), which requires applying water or other dust
 
control measures during grading and on haul roads. The location and operation of concrete batch plants
 
would be in accordance with the Standard Specifications, and any special provisions developed during
 
coordination with WDNR regarding air‐quality standards and emissions. Any portable‐material plants would
 
be operated in accordance with WDNR air‐quality requirements/guidelines. Demolition and disposal of
 
residential or commercial buildings is regulated under WDNR’s asbestos renovation and demolition
 
requirements (Wisconsin Administrative Code, Chapter NR 447).
 

3.27.4.4 Traffic/Conceptual Construction Staging 
Construction Related Traffic Diversion 
During construction, traffic would be diverted from this segment of I‐94, especially if interchange ramps are 
closed for extended periods. Other freeways and local streets will experience increased traffic volumes as a 
result. A project alternative has been identified, and WisDOT will begin developing the construction staging 
plan. After the construction staging plan is developed, WisDOT will analyze how much traffic would be 
diverted from I‐94 and the routes to which the traffic would divert. Future TMP impacts will be addressed 
either through a re‐evaluation of this Final EIS or through separate NEPA documents. 

Several local streets adjacent to I‐94 such as National Avenue, Greenfield Avenue, Wisconsin Avenue, and 
Bluemound Road would likely see an increase in traffic as vehicles divert from I‐94 during construction. 

In the west segment, traffic diversion would occur for an extra year under the Double Deck alternative 
because it would take 1 year longer to build than the At‐grade alternative. 

Transit, Pedestrian, and Bicycle Impacts 
MCTS Freeway Flyer routes that use I‐94 would be able to pass through the I‐94 construction on their 
normal routes. Local street closures and entrance and exit ramp closures may require bus route 
modifications. MCTS routes that pass over or under I‐94 on local streets may be modified if the local streets 
are closed during construction. 

Wisconsin State Statute 84.01(35) notes that WisDOT shall give due consideration to establishing bikeways 

temporarily modify their routes during construction, including along the HAST extension on 44th Street and 
the HAST at 70th Street. As noted, local street closures would be staged to minimize or avoid closure of 

and pedestrian ways in all new highway construction and reconstruction projects funded in whole or in part 
from state funds or federal funds. Pedestrians and bicyclists that cross over or under I‐94 may need to 

adjacent streets at the same time. 

Measures to Mitigate Traffic Diversion Impacts 
During the final design phase, WisDOT and FHWA would evaluate the diversion routes to determine if 
improvements to the routes are necessary. In addition to roadway improvements, signal timing modifications, 
temporary signals, parking restrictions, intersection improvements, incident management, and demand 
management options may be instituted during construction to ease potential congestion and delay. 

Freeway and local street lane closures would be staged to ease disruptions to the extent possible. Other 
mitigation measures may include the following: 

 Encouraging people to use transit or carpool through advertising, temporarily reduced rates, additional 
routes, and expanded or new park‐and‐ride lots. As has been done with other large‐scale projects in the 
Milwaukee area, WisDOT will fund additional transit routes, as warranted, to mitigate impacts to traffic 
within the project area during the construction phase of the project. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

	 Holding workshops to determine methods to reduce the effects of construction on area businesses, 
residents, commuters, community services, and special events. 

	 Implementing a community involvement plan to inform the public, including radio, internet, print, and 
television. 

	 Encouraging businesses to modify their work schedules and/or shipping schedules to avoid peak traffic 
hours. 

	 Improving detour routes and other routes due to increased traffic resulting from freeway construction. 

3.27.4.5 Water Quality/Erosion 
Construction in and near waterways would be performed in accordance with WisDOT’s Standard 
Specifications for Road and Bridge Construction, Wisconsin Administrative Code Chapter TRANS 401— 
Construction Site Erosion Control and Stormwater Management Procedures, and the WisDOT/WDNR 
Cooperative Agreement. Appropriate techniques and BMPs, as described in the WisDOT Facilities 
Development Manual, would be employed to prevent erosion and to minimize siltation to environmentally 
sensitive resources in the project area. Erosion control devices would be installed before erosion‐prone 
construction activities begin. 

There is potential for erosion during construction as soils are disturbed by excavation and grading. WisDOT’s 
construction contractor would use standard erosion control devices and BMPs to reduce and control the 
deposit of sediment into environmentally sensitive resources before erosion‐prone construction begins. The 
construction contractor would be required to prepare an erosion control implementation plan that includes 
all erosion control commitments made by WisDOT while planning and designing the project. The 
construction plans and contract special provisions must include the specific erosion control measures agreed 
on by WisDOT in consultation with WDNR. WDNR will review the Erosion Control Implementation Plan.33 

The following measures may be used during construction: 

 Minimizing the amount of land exposed at one time 
 Silt fencing 
 Sedimentation traps 
 Dust abatement 
 Turbidity barriers 
 Street sweeping 
 Inlet protection barriers 
 Temporary seeding 
 Erosion mats 
 Ditch or slope sodding 
 Seeding and mulching exposed soils 

Under revisions to the WisDOT/WDNR Cooperative Agreement, Memorandum of Understanding on Erosion 
Control and Stormwater Management, following construction, disturbed land would be re‐seeded with a 
mix of fast‐growing grasses. Drainage systems would be maintained, restored, or re‐established in a manner 
that would not impound water. 

Additional impact mitigation techniques during construction would include the following, as needed, at a 
particular location: 

33 Erosion control will be implemented in accordance with the WisDOT Facilities Development Manual, Chapter 10, Erosion Control and Stormwater 
Quality; Wisconsin Administrative Code Chapter TRANS 401—Construction Site Erosion Control and Stormwater Management Procedures for 
Department Actions; and the WisDOT/WDNR Cooperative Agreement Amendment, Memorandum of Understanding on Erosion Control and 
Stormwater Management. 

3‐166 



 

   

                                  
             

                            
                           

                           

                            
                               
                         

                           
                               

                           
                             
                           

                       

                          
                             
         

                         
   

 
                             

                                 
                           

                           
                 

                               
                               

                 

                               
                               
           

                                 
                       

 
                             
                             

                                         
                             
                                    

                         

                                       
                           

                                   
                         

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

	 If dewatering were required, dirty water would be pumped into a stilling, or settling, basin before it 
would be allowed to re‐enter a stream. 

	 Trenched‐in erosion bales would be installed in areas of moderate velocity runoff; clean‐aggregate ditch 
checks would be installed in ditches with moderate‐ to high‐velocity runoff during and after construction; 
and ditches would be protected with erosion bales and matting in conjunction with seeding. 

	 Storing and fueling construction equipment would be done in upland areas, away from environmentally 
sensitive areas. Accidental spills during refueling at construction sites or as a result of an accident 
involving hazardous material haulers would be handled in accordance with local government response 
procedures. First response would be through local fire departments and emergency service personnel to 
ensure public safety and to contain immediate threats to the environment. Depending on the nature of 
the spill, WDNR would then be notified to provide additional instructions regarding cleanup and 
restoration of any affected resources. The cost of cleanup operations is the responsibility of the 
contractor or carrier involved in the spill. Further, WisDOT’s Standard Specifications state that public 
safety and environmental protection measures shall be enforced by the construction contractor. 

	 Contractors would be required to follow WDNR guidelines for ensuring that construction equipment 
used in or near waterways is adequately decontaminated for zebra mussels and plant exotics, including 
purple loosestrife and Eurasian milfoil. 

Section 3.11, Surface Water and Fishery, provides additional information regarding water quality mitigation 
and BMPs. 

3.27.4.6 Material Source/Disposal Sites 
The construction contractor is responsible for selecting material source sites for gravel and soil. Material 
would most likely be obtained from local quarry sites. Unusable excavated material would be disposed of by 
the contractor in accordance with WisDOT’s Standard Specifications for Road and Bridge Construction, or 
special provisions to ensure protection of wetlands and waterways. Local zoning, reclamation plans, and 
other approvals may be needed for material source/disposal sites. 

Soil and excavated material (including vegetation) would be stockpiled or disposed of in an upland area, 
away from wetlands, streams, and other open water. Where applicable, silt fence would be placed between 
the disposal area and wetland and open water areas. 

If any material sources are necessary to construct the project, appropriate erosion control measures would be 
applied to these sites during and following construction; and following use, such sites would be properly 
seeded, mulched, and protected from erosion. 

Any portable materials plants would be properly treated to prevent erosion, and WDNR would be able to 
review site plans, including any gravel‐washing operations, high‐capacity wells, and site closure/restoration. 

3.28 Indirect Effects 
Section 3.28 summarizes the indirect effects analyses. A more detailed discussion of indirect effects is 
provided in the I‐94 East‐West Corridor Study Indirect and Cumulative Effects Analysis report (WisDOT 2016) 
located on the CD at the back of the document. A summary of the rationale and background for the land use 
effects in this indirect effects analysis, I‐94 East‐West Corridor Study Indirect and Cumulative Land Use 
Effects – Influencing Factors memo (WisDOT, 2016), is located on the CD at the back of this document. 

The Code of Federal Regulations (CFR) Title 40 defines indirect effects as follows: 

Indirect effects are caused by the action and are later in time or farther removed in distance, but are still 
reasonably foreseeable. Indirect effects may include growth inducing effects and other effects related to 
the induced changes in the pattern of land use, population density, or growth rate, and related effects on 
air and water and other natural systems, including ecosystems (40 CFR § 1508.8). 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

The indirect effects analysis used the following systematic six‐step approach as outlined in WisDOT’s 
Guidance for Conducting an Indirect Effects Analysis (WisDOT 2007a): 

 Step 1—Scoping, selecting activities, and determining the indirect effects study area 
 Step 2—Inventory the indirect effects study area and notable features 
 Step 3—Identify the impact‐causing activities of the proposed project alternatives 
 Step 4—Identify the potentially significant indirect effects 
 Step 5—Analyze the indirect effects and evaluate assumptions 
 Step 6—Assess consequences and identify mitigation activities 

The steps are summarized in the following subsections. 

3.28.1 Step 1—Conduct Scoping and Select Activities, and Determine Study Area 
3.28.1.1 Scoping 
During the scoping process, the study team reviewed the project’s actions, its purpose and need, and its 
geographic setting to prepare a preliminary list of indirect effects that could be caused by the transportation 
alternatives. It was determined that the transportation project has the potential to influence land use 
patterns because the corridor links the region’s major economic centers in Milwaukee and Waukesha 
counties and provides local business districts that are undergoing redevelopment with access to the regional 
freeway system. In addition, the study team determined that the encroachment of transportation 
infrastructure resulting from the project has the potential to indirectly affect the quality of neighborhoods, 
the vitality of business areas, and the quality of natural and cultural resources adjacent to the project area. 

Based on WisDOT’s indirect effects guidance document, the study team determined a qualitative approach 
based on local and regional trend data, land use, and economic development plans, natural and historic 
resource inventories, and input from local and regional stakeholders would be used for the indirect effects 
analysis. 

WisDOT conducted stakeholder interviews early on in the process (February and March 2013) to collect 
information and to identify a preliminary indirect effects study area. Then, a focus group meeting was 
conducted on June 6, 2013, with representatives from both the public and private sectors such as local 
planners, regional planning commission staff, economic development organizations, representatives of large 
employers and real estate professionals. Information from the meeting helped verify land use and 
development trends and confirm assumptions regarding potential indirect effects. Following the focus group 
meeting, WisDOT held a series of follow up meetings including meetings with private sector real estate 
professionals (August 2013) and a meeting with stakeholders that are involved in downtown Milwaukee 
(August 2013). Meeting summaries are provided in the ICE report. 

3.28.1.2 Study Area 
The indirect effects study area is a defined geographic area that may experience indirect effects as a result 
of the proposed I‐94 East‐West corridor project. Limits for the analysis are extended beyond the project 
corridor because indirect effects can occur at some distance from the proposed project. 

Two indirect effects study areas—a primary and secondary—were evaluated for the indirect effects analysis. 
The primary study area, shown in Exhibit 3‐39, includes lands within portions of Milwaukee, West 
Milwaukee, Wauwatosa, and West Allis that are adjacent to the project corridor. The primary study area is 
generally bounded by Lake Michigan to the east, 84th Street to the west, North Avenue to the north, and 
Lincoln Avenue to the south. 

The primary study area is closest to the transportation project, so it identifies locations that have the greatest 
likelihood for indirect effects. It encompasses the local neighborhoods, business districts and natural, 
recreational, and historic resources that are most directly served by the freeway and its interchanges, and this 
area would be most susceptible to changes in access and mobility along the I‐94 corridor past the 
transportation planning horizon of 2040. The primary study area also includes residential neighborhoods, 
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business districts, natural resources, and historic resources that could be indirectly affected by the 
encroachment of infrastructure. The proposed Washington Avenue extension is located within the primary 
study area in the City of West Allis. The most detailed information was collected for the primary study area. 

The secondary study area includes the communities within Milwaukee and Waukesha counties. The purpose 
of the secondary study area is to evaluate intraregional land use trends that may be influenced by the I‐94 
East‐West corridor. The study team includes these two counties for the regional analysis because I‐94 is a 
major transportation link between the region’s two largest counties in terms of population and 
employment, and past trends show the largest redistribution of population and employment has occurred 
between these two counties. 

The study team used a combination of accepted techniques for delineating the indirect effects study areas 
as discussed in the WisDOT Guidance for Conducting an Indirect Effects Analysis (WisDOT 2007a) and 
NCHRP’s Report 466 (National Cooperative Highway Research Program 2002). The study team primarily 
relied on an interview/public involvement approach that involved delineating preliminary boundaries based 
on professional judgment and data collection and then seeking feedback on the boundaries from 
stakeholders familiar with local and regional conditions. The study team also incorporated watershed and 
commuter boundary techniques to make sure the indirect effects study areas include the full range of 
potential indirect effects. Developing the boundary was an iterative process that involved several 
modifications to the indirect effects study area throughout the analysis process. 

The following bullets summarize the general steps that were taken to delineate the indirect effects study 
area boundary: 

	 Developed an initial primary and secondary study area based on a preliminary review of the project’s 
components, socioeconomic trend data, and local and regional land use plans. 

	 Sought feedback on the indirect effects study areas by conducting stakeholder meetings with 
government representatives and economic development organizations. 

	 Modified the indirect effects study areas based on more extensive trend research and identification of 
notable features. This included a review of commuting patterns and watershed boundaries (see Step 2: 
Inventory the Study Area and Notable Features). 

	 Revisited assumptions for the primary and secondary study areas and modified the areas based on 
evaluation of indirect effects (see Steps 5 and 6 for evaluation of effects). 

	 Obtained input on the indirect effects study area boundaries at the June 6, 2013, focus group meeting 
and made modifications based on focus group feedback. 

	 Sought additional feedback on the indirect effects study area boundaries and potential effects based 
additional stakeholder input from downtown stakeholders and local real estate professionals. 

	 Finalized and reaffirmed the boundaries based on additional analysis of indirect effects and updates to 
the project alternatives. 

3.28.1.3 Analysis Timeframe 
One of the goals of Step 1 is to determine a timeframe for the analysis. This is important because research 
has shown that land use and economic impacts related to transportation projects can occur over time, and 
those different impacts can appear at different times (Strategic Highway Research Program 2012). According 
to NCHRP Report 466, the timeframe for an indirect effects analysis should be short enough in duration to 
anticipate reasonably foreseeable events, but also long enough to capture changes that may occur over 
several business cycles (National Cooperative Highway Research Program 2002). Report 466 states that most 
indirect effects assessments set a time horizon equal to the typical transportation‐planning horizon of about 
20 to 25 years. This timeframe typically is consistent with the planning horizons used for regional land use 
and transportation planning purposes. 
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Based on the guidance and preliminary information collected during the scoping process, the study team 
determined the timeframe for the indirect effects analysis is 2040, about 20 years after the implementation 
of the proposed I‐94 East‐West corridor project. This is long enough for indirect effects to unfold but it 
would not be so far into the future that the effects become too difficult for the study team to reasonably 
anticipate, or for local and regional stakeholders to provide meaningful feedback. 

Also, the study team determined sufficient data and plans are available to assess anticipated conditions in 
2040. The current regional land use and transportation plan time horizons are 2035, which leaves about a 
5‐year gap. However, other resources are available to assess trends beyond the 2035 timeframe, including 
SEWRPC population and employment projections that are available in five year increments through 2050 
and the Wisconsin Department of Administration population and household projections that in 5‐year 
increments through 2040. 

3.28.2 Step 2—Inventory the Study Area and Notable Features 
The purpose of Step 2 is to collect data and information to understand the general trends and goals 
associated with social, economic, natural, and historic resources within the indirect effects study areas. 
Documenting this information is important because research shows that transportation investments result 
in land use changes only in the presence of other supportive non‐transportation factors such as local 
government development policies and incentives; availability of infrastructure; the amount of developable 
land; and the overall economic conditions of an area (Strategic Highway Research Program 2012). 

This section highlights some of the key demographic and resource trends for the indirect effects study areas. 
A more extensive inventory of the indirect effects study areas is included in the ICE report. 

3.28.2.1 Primary Study Area Trends 
The following subsections provide an overview of the population and employment, land use and 
development and natural and historic resources within the primary study area. 

Population and Employment 
The primary study area has a very stable population. As of 2010, the census tracts within the primary study 
area had a population of 175,932, which was a 0.5 percent increase since 2000. Although the overall 
population is stable, some census tracts within the primary study area are increasing in population and other 
census tracts have declining populations. The fastest rate of growth occurred in and around downtown 
Milwaukee. The west side of downtown and the Avenues West and Near South Side neighborhoods in the 
city of Milwaukee also had population increases. Population increases in West Allis occurred in the Six Points 
neighborhood and adjacent to Wisconsin State Fair Park. In addition, the Wauwatosa Village area along 
State Street had population increases. The most significant population declines occurred in the city of 
Milwaukee neighborhoods north of I‐94; east of the Stadium Interchange; and west of I‐43 in the Merrill 
Park and Valley Park neighborhoods. 

The census tracts within the primary study area contain a sizeable minority population and have a high rate of 
poverty. In 2010, the minority population in the primary study area was 98,977, accounting for 57.1 percent of 
the total population. In 2010, the primary study area had 48,121 persons in poverty, accounting for 30 percent 
of the total population. 

The census tracts within the primary study area contained 137,685 jobs in 2010, which was a decrease of just 
over 6,000 jobs. The job losses occurred in the City of Milwaukee portion of the primary study area. The City of 
West Allis and Village of West Milwaukee portions of the primary study area had job increases of 1,515 and 
1,305, respectively. Jobs in the City of Wauwatosa portion of the primary study remained stable. The largest 
concentration of jobs in the primary study area is located in downtown Milwaukee. The next largest 
concentration of jobs is located in the Menomonee Valley. Other job concentrations are located in the Miller 
Valley and Harley‐Davidson area; the West Allis Town Center; the Miller Park Way corridor in West Milwaukee; 
Walker’s Point near downtown; and the area near Marquette University to the west of I‐43. 
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Land Use and Development 
The land use trends for the primary study area are shown in Exhibit 3‐40. The primary study area is located 
within fully developed urban communities in Wauwatosa, West Allis, West Milwaukee and the City of 
Milwaukee. Land uses in the primary study area contain relatively compact/high‐density residential 
neighborhoods with predominately single‐family and two‐family homes, and pockets of multifamily uses. 
Neighborhoods range from stable, middle‐class residential areas on the west side of the primary study area 
to more fragile residential neighborhoods to the east side of the Stadium Interchange, where higher rates of 
poverty are present. Several neighborhood revitalization efforts are ongoing and have helped to improve 
the conditions within in the Avenues West, Layton Boulevard West, Clarke Square, and Muskego Way 
neighborhoods. 

The primary study area contains many existing urban commercial corridors, including Cesar Chavez Drive, 
the South of Highland (SOHI) district along 27th Street; Silver City along National Avenue; Greenfield 
Avenue/National Avenue in West Allis; and Bluemound Road, Vliet Street and North Avenue. The 
commercial corridors contain many small, main‐street‐like businesses such as eating and drinking 
establishments, and personal care and professional services. The Miller Park Way corridor is one of the few 
areas within the primary study area that contains large national chain retail stores. 

The primary study area has large institutional uses associated with the Milwaukee VA regional office, the 
Clement J. Zablocki VA Medical Center, and cemeteries. It also has many recreational and entertainment 
destinations such as Potawatomi Hotel and Casino, HAST, Harley‐Davidson Museum, Mitchell Park 
Horticultural Conservatory, and Miller Park. These amenities draw millions of visitors annually. According to 
local stakeholder input, the influx of visitors and the increasing availability of recreational amenities have 
helped to revitalize adjacent neighborhoods. In addition, the primary study area has many downtown 
entertainment events that draw 4.3 million visitors annually to the BMO Harris Bradley Center, Henry Maier 
Festival Park, and the Wisconsin Center District (Progressive Urban Management Associates 2012). 

The primary study area contains several existing redevelopment areas, including the State Street corridor in 
Wauwatosa; the downtown/Six Points area in West Allis; the Miller Park Way corridor in West Milwaukee; 
and several redevelopment districts in and around downtown such as The Brewery, Park East and the 
Walker’s Point/Fifth Ward area. The redevelopment areas have created new housing options and 
employment opportunities within the primary study area. Also, several areas within the primary study area 
have been identified for future redevelopment such as the St. Paul Avenue corridor, the Milwaukee Mile and 
Wisconsin Avenue. 

Downtown Milwaukee is included in the primary study area. Downtown is the central business district of the 
Milwaukee metropolitan area and sustains over 81,000 jobs (Progressive Urban Management Associates 
2012). Downtown has many unique districts and can be divided into three main subareas: East Town, 
Westown and the Third Ward. Spillover development from the Third Ward has pushed into the Walker’s 
Point/Fifth Ward area. 

Natural and Historic Resources 
The primary study area lies within the Menomonee and Milwaukee River watersheds. These watersheds lie 
east of the subcontinental divide and drains to Lake Michigan. Due to extensive urbanization, the remaining 
natural, biological and recreational resources within the primary study area generally lie within narrow 
bands of environmental corridors along the Menomonee River, Honey Creek and Milwaukee River. The 
environmental corridors contain public parks and recreational trails and are owned by Milwaukee County, 
which preserves the resources from development. A few critical species habitat areas are located along the 
Menomonee River environmental corridor and within the VA Campus. 

Several public parks are located throughout the primary study area. Most parks are owned and managed by 
Milwaukee County including Mitchell Park and Washington Park. Several smaller parks, playgrounds and 
playfields are owned by the local communities. Milwaukee County has an extensive system of bike trails 
associated with the Oak Leaf Trail system. Portions of the trail are located within the primary study area 
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along the Menomonee River corridor. The Hank Aaron State Trail is also located in the primary study area to 
the south of I‐94. It bisects portions of West Allis and travels through the Menomonee Valley in Milwaukee. 

The primary study area contains several properties that are listed or eligible for listing on the National 
Register. It also contains the following historic districts: Historic Layton Boulevard; Walkers’ Point; 
Concordia; McKinley Boulevard; Highland Boulevard; North Sherman Boulevard; and West 
Washington/North Hi‐Mount Boulevards. As discussed in Section 3.24, Historic Sites, WisDOT has identified 
the following historic resources within the immediate vicinity of the project corridor: 

 Soldiers’ Home NHL 
 Soldiers’ Home Historic District 
 Soldiers’ Home Reef NHL 
 Calvary Cemetery, eligible for listing on the National Register 
 Story Hill Residential Historic District 1, eligible for listing on the National Register 
 Story Hill Residential Historic District 2 and 3, eligible for listing on the National Register 

3.28.2.2 Secondary Study Area Trends 
The following subsections provide an overview of the population and employment, land use and 
development, and natural and historic resources within the secondary study area. 

Population and Employment 
Milwaukee and Waukesha counties are the largest counties in the southeastern Wisconsin region based on 
population and employment. The two counties together contained 66 percent of the region’s population 
and 72 percent of the region’s employment in 2010. According to SEWRPC, Milwaukee and Waukesha 
counties had populations of 947,735 and 389,891, respectively, in 2010. Milwaukee County had 
575,400 jobs, and Waukesha County had 268,900 jobs in 2010. 

Historically, the largest shift of population and employment within the region has occurred between 
Milwaukee and Waukesha counties, according to SEWRPC. In 1960, Milwaukee County contained 66 percent 
of the region’s population, and in 2010, it contained 47 percent. Waukesha County’s percentage of the 
regional population increased during the same timeframe from 10 percent to 19 percent. The same pattern 
has occurred with employment with Milwaukee County containing 75 percent of the region’s total 
employment in 1960 and 49 percent in 2010. Waukesha County’s percent of regional employment changed 
from 5 percent to 23 percent between 1960 and 2010. 

The 2000s were particularly challenging in terms of employment, due to the national economic recession. 
According to SEWRPC, the region as a whole lost 2.7 percent of its employment. The 2000s were the first 
decade since at least the 1950s that the region did not have a net increase of jobs. Milwaukee County was 
the hardest hit by the economic recession and lost 42,900 jobs during the 2000s. Waukesha County had a 
slight net increase of 1,000 jobs between 2000 and 2010. 

Land Use and Development 
The following subsections provide a general description of the land use and development trends for 
Milwaukee and Waukesha counties. 

Milwaukee County 
This subsection provides a description of the land use and development trends for the Milwaukee County 
portion of the secondary study area, focusing on areas of the county that were not previously described as 
part of the primary study area. 

The northern portion of Milwaukee County includes the north side of the City of Milwaukee and the 
North Shore suburban Milwaukee County communities of Shorewood, Whitefish Bay, Glendale, Fox Point, 
Bayside, River Hills, and Brown Deer. The residential neighborhoods within these areas range from very 
affluent North Shore suburban communities to some neighborhoods that are more fragile or even distressed 
within the City of Milwaukee. Northern Milwaukee County contains several major commercial nodes. 
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The Bayshore Town Center near I‐43 and Silver Spring Drive is the main regional shopping center in this area. 
Other community‐scale commercial nodes include the Brown Deer Shopping Center, River Point Shopping 
Center, Capitol Drive, Midtown, and the former Northridge Mall/Granville Station area. 

Northern Milwaukee County contains a relatively large amount of industrial land uses. The 30th Street 
Industrial Corridor, which includes the Century City redevelopment area, creates a spine of industrial 
development through the central city. The Estabrook Corporate Park, Glendale Technology Center, and 
Riverworks are located on the east side of I‐43. Other industrial clusters include the Teutonia Avenue and 
Havenwoods areas in the City of Milwaukee and the Milwaukee Industrial Park on the city’s northwest side. 
The Milwaukee Industrial Park is one of the largest industrial parks in the region with over 1,200 acres of 
land. The Village of Brown Deer also contains several industrial businesses. 

Western Milwaukee County includes the west sides of West Allis and Wauwatosa. These areas contain 
established residential neighborhoods that start to transition to a more suburban layout. The WIS 100 
corridor is a spine of economic activity through these communities and contains a concentration of mostly 
commercial land uses and some industrial land uses. The WIS 100 corridor is an important economic 
corridor to the City of West Allis. It contains a large Quad Graphics facility just south of I‐94 as well as some 
additional industrial development to the north and south of Greenfield. Commercial and retail uses extend 
the length of the corridor. Wauwatosa contains the Milwaukee County Research Park and the Milwaukee 
County Medical Center at the Milwaukee County Grounds, which are regionally significant employment 
centers. Other substantial developments in Wauwatosa include Mayfair Mall and the new retail center at 
the Burleigh Triangle. 

Southern Milwaukee County includes the far south and southeast sides of the City of Milwaukee, the south 
suburban communities (Greenfield, Greendale, and Hales Corners), the South Shore communities along 
Lake Michigan (St. Francis, Cudahy, and South Milwaukee) and the cities of Oak Creek and Franklin. The far 
south side of the City of Milwaukee contains fairly stable and established residential neighborhoods with 
some commercial districts lining the main arterials. The 27th Street corridor is the largest commercial 
corridor in the area. Other economic centers in Milwaukee’s south side include the area around the General 
Mitchel International Airport and the Port of Milwaukee. 

The south suburban communities of Greenfield, Greendale, and Hales Corners are established communities 
dominated by residential uses. The Southridge Mall area in Greenfield is the main area of economic activity 
in this portion of the county. The South Shore communities of St. Francis, Cudahy, and South Milwaukee are 
relatively small communities with established land uses. St. Francis is primarily composed of residential uses 
with some recent development of multifamily housing along the shore of Lake Michigan. Cudahy and South 
Milwaukee have historic roots with manufacturing and still maintain an industrial presence. 

Franklin and Oak Creek have been a substantial source of economic development and residential growth for 
Milwaukee County as these communities are large in geographic scale and still have vacant land available for 
development. Both communities have extensive residential areas, industrial areas, and commercial corridors. 

Waukesha County 
Waukesha County contains a mixture of urbanized areas and non‐urbanized areas. According to the Waukesha 
County Comprehensive Plan, urban land uses accounted for 35 percent of the county’s land area in 2000 and 
nonurban uses accounted for 65 percent of the land area. Residential land uses made up the largest urban land 
use category in the county, accounting for 59 percent of the urbanized area. Agricultural land uses were the 
largest nonurban land use category, encompassing about 47 percent of all nonurban lands. 

The most highly urbanized areas of Waukesha County are concentrated on the eastern side of the county in 
New Berlin, Brookfield, Menomonee Falls, Waukesha, and Pewaukee. The Hartland, Delafield, and 
Oconomowoc area in western Waukesha County is also urban, but the intensity of development in this area 
is less in comparison to eastern Waukesha County communities. The urbanized areas of Waukesha County 
contain large areas of medium‐ to low‐density residential areas interspersed with industrial and commercial 
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centers. The primary commercial and industrial job centers are located along major transportation corridors, 
such as I‐94 and US 45, and local arterials, such as Bluemound Road and Moorland Road. The Bluemound 
Road corridor in Brookfield contains the largest concentration of commercial uses in the county with office 
uses and retail uses including the Brookfield Square Mall. The largest industrial centers are located in 
New Berlin, Muskego, Menomonee Falls and along the US 45 corridor in Butler and Brookfield. More recent 
industrial development has occurred in Pewaukee and Sussex. 

The sewered portions of Waukesha County communities that border Milwaukee County, including 
Brookfield, Menomonee Falls, and New Berlin, are largely built out, although some undeveloped parcels still 
remain. These second ring suburbs are expected to continue to be desirable locations for new office, retail, 
and industrial development where unencumbered infill sites are available. According to an interview with a 
local real estate professional, developers seek infill sites that have existing sewer and water services and are 
in close proximity to the existing population and workforce base. Locations in western Waukesha County are 
less desirable for commercial and industrial development because it is farther from the population base. 
Western Waukesha County has several relatively small communities and still has large tracts of undeveloped 
land remaining. However, there are many constraints that limit development in this area, including limited 
sewer and water services, large environmental corridors, and as discussed above, greater distance to the 
existing concentrations of population and labor. 

Natural and Historic Resources 
Milwaukee County 
Milwaukee County contains all or parts of seven natural watersheds. These include the entire Kinnickinnic 
River and Oak Creek watersheds; portions of the Fox River, Menomonee River, Milwaukee River, and Root 
River watersheds, and the areas draining directly to Lake Michigan (SEWRPC 2011). Milwaukee County is 
highly urbanized, but still maintains a diverse natural resource base including the shores of Lake Michigan, 
major rivers and streams, small inland lakes, and areas of quality woodlands and wetlands. Major natural 
features include the following: 

	 9,057 acres of primary environmental corridors, 3,421 acres of secondary environmental corridors, and 
1,966 acres of isolated natural resource, in 2000 (SEWRPC 2011). 

	 103 miles of named perennial rivers and streams. Several surface waters in the county are considered 
impaired waters under Section 303(d) of the Clean Water Act (SEWRPC 2011). 

	 5,279 acres of wetlands and 4,564 acres of woodlands, in 2000. Many of the wetland and woodland 
areas are impacted by invasive plant species (SEWRPC 2011). 

	 55 known natural areas encompassing 2,891 acres and 55 critical species habitat sites encompassing 
about 796 acres (SEWRPC 2011). 

	 717 park and open‐space sites as of 2006 encompassing 20,809 acres (SEWRPC 2011). As of 2005, 
Milwaukee County owned 155 park and open space sites, encompassing 14,835 acres (SEWRPC 2011). 

Milwaukee County has a wealth of historic resources. In 2010, there were 246 historic places and districts in 
the county listed on the National Register and the State Register of Historical Places. In 2010, 23,360 properties 
in Milwaukee County were listed in the Wisconsin Architecture and History Inventory (SEWRPC 2011). As of 
2010, there were 589 known prehistoric and historic archaeological sites in Milwaukee County listed in the 
State Historical Society’s Archaeological Sites Inventory (SEWRPC 2011). 

According to the 2012 Census of Agriculture, Milwaukee County had 82 farms containing 4,563 acres of land 
in 2012. The total market value of agricultural products sold in 2012 was $7,616,000. The majority of these 
sales were attributed to the nursery, greenhouse, floriculture, and sod commodity category. 

Waukesha County 
Waukesha County is bisected by the subcontinental divide in a north‐south direction. The Menomonee River 
and Root River watersheds that lie east of the subcontinental divide drain to Lake Michigan. The Fox River 
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and Rock River watersheds lie west of the subcontinental divide and drain to the Mississippi River 
(Waukesha County 2009). 

Waukesha County contains large intact environmental corridors that are generally located along rivers and 
streams, around inland lakes and the Kettle Moraine. According to the Waukesha County Comprehensive 
Plan, Waukesha County contains 268 miles of streams; 33 lakes; 52,652 acres of wetlands; 28,931 acres of 
woodlands; 4,858 acres of parkland; and 2,786 acres of greenways. In addition, the Wisconsin Department 
of Natural Resources owns 28 sites in the county, including the Kettle Moraine State Forest and the 
Ottawa Lake Recreation Area. 

Waukesha County has 652 sites listed on the National Register, and 500 historic and prehistoric 
archaeological sites (Waukesha County 2009). 

Waukesha County completed a farmland preservation plan in 2011 and has incorporated it as part of the 
county’s comprehensive plan. The plan recommends the preservation of the best remaining prime agricultural 
land in agricultural uses, which are located in the northwest and southwest corners of the county. Nonurban 
lands in the county decreased by about 46,668 acres, or about 15 percent between 1963 and 1990 (Waukesha 
County 2009). Most of this loss resulted from the conversion of agricultural land to urban use. Agriculture 
remains a viable economic sector in Waukesha County. Agriculture has shifted from dairy farming to specialty 
crop production, orchards, greenhouses, and plant and tree nurseries that are responding to the growing 
demand for locally grown products in adjacent urban areas (Waukesha County 2009). 

3.28.3 Steps 3 and 4—Identify Impact Causing Activities of the Proposed 
Project Alternatives and Identify Potentially Significant Indirect Effects 

Step 3 of the analysis examines the No‐build alternative and the Modernization Alternatives, and it identifies 
impact‐causing activities for each alternative. Step 4 builds on Step 3 by identifying the indirect effects that 
may be caused by the project’s impact‐causing activities. The two types of indirect effects that are being 
considered include land use effects and encroachment‐alteration effects. The effects are evaluated in 
greater detail in Steps 5 and 6. 

3.28.3.1 No-build Alternative 
The impact‐causing activities of the No‐build alternative relate to its lack of action, which does not address 
the purpose of and need for the project with respect to safety concerns, existing highway deficiencies, and 
future traffic demand. Under this alternative, congestion and vehicle crashes would continue to increase, 
resulting in greater travel times and less reliable travel throughout the corridor. Additionally, more 
commuter traffic would shift to local arterials to avoid the congested freeway, which could diminish the 
neighborhood and business environments along several corridors in the primary study area by increasing 
pedestrian‐vehicle conflicts. 

The No‐build alternative could have indirect effects to land use because transportation mobility would 
decline, hindering economic development potential in the primary study area, and causing development to 
shift to other areas of the region that are less congested and have more reliable travel times. The No‐build 
alternative also would not present the opportunity to bring the freeway system up to current stormwater 
management standards, which indirectly affects water quality in adjacent streams and rivers. 

3.28.3.2 Modernization Alternatives 
The impact‐causing activities of the Modernization Alternatives include the following: 

 Adding a new travel lane in each direction 
 Modifying existing interchange access points 
 Encroachment of infrastructure on adjacent resources 

The increased mobility that would result from the project’s new travel lanes could influence decisions about 
local and intraregional development locations. Modifications to existing interchange access points could 
cause indirect land use effects by changing the economic competitiveness of an area based on whether a 

3‐175 



   

                           
                               

          

  

                               
                                 
                           
                   

                                   
                

         

                    
                    
                  

       

   
   
     
    

                          

 
                                 

      

          
                           

                                 
                         

                                  

                             
                               
                               
                           

                                   
                                   

                               
                                   

                                     
                        

                                   
                           
                                 

                               
                                 

                             

I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

Modernization Alternative maintains, increases, or reduces local access to I‐94. Encroachment of the I‐94 
freeway could indirectly affect neighborhood quality of life, the vitality of business corridors, and the quality 
of natural and historic resources. 

3.28.4 Steps 5 and 6—Analyze the Indirect Effects and Evaluate Assumptions; 
Assess Consequences and Identify Mitigation Activities 

Step 5 evaluates the likelihood and magnitude of the indirect effects for the Modernization Alternatives and 
the No‐build alternative. Step 6 discusses the consequences of the indirect effects identified in Step 5 that 
may result from the Modernization Alternatives and discusses potential mitigation measures that could be 
used by WisDOT and other agencies to minimize those effects. 

For the purposes of this document, these two steps were combined and are presented by the types of 
indirect effects that were analyzed for this project: 

 Indirect land use effects 

— Related to new travel lanes for the primary study area 
— Related to new travel lanes for the secondary study area 
— Related to interchange modifications for the primary study area 

 Indirect encroachment‐alteration effects 

— Neighborhoods 
— Businesses 
— Natural resources 
— Historic resources 

The following subsections describe the indirect land use and encroachment‐alteration effects listed above. 

3.28.4.1 Land Use Effects Related to New Travel Lanes—Primary Study Area 
The following subsections discuss the indirect land use effects related to adding new travel lanes for the 
primary study area. 

No‐build Alternative Land Use Effects 
Under the No‐build alternative, development is likely to occur as planned. However, the economic 
development potential of the primary study area is expected to be less under the No‐build alternative in 
comparison to the Modernization Alternatives because increasing congestion makes it harder for businesses 
in the primary study area to compete with other areas of the region that have less congestion. 

Developments that would be most affected by the No‐build alternative are developments that draw patrons 
and workers from the regional area. Examples include the Miller Park Way corridor in West Milwaukee, 
some destinations in West Allis such as the Renaissance Faire and Summit Place office developments and 
large regional entertainment venues like Miller Park and Potawatomi Hotel and Casino. The redevelopment 
potential of the 30th Street industrial corridor could also be affected since stakeholders at the June 6, 2013 
focus group meeting said this corridor relies on US 41 to access I‐94. In downtown, businesses could be 
affected by reductions in access as a result of increasing congestion since the highly skilled workforce 
required by the downtown service industry must be able to attract workers from a large regional area. West 
Allis’ future vision for redevelopment of the Milwaukee Mile in State Fair Park would also be affected by the 
city’s ability to attract employees and customers from a large regional area. 

Under the No‐build alternative, a large amount of traffic would continue to divert from the freeway to the 
local arterials, which diminishes the business environment along several commercial corridors in the primary 
study area. This effect would increase over time as regional traffic is projected to increase. Arterials with 
business districts in close proximity to the freeway such as Bluemound Road in Wauwatosa and Milwaukee, 
Miller Park Way in West Milwaukee, and National Avenue in West Allis and Milwaukee may be most 
affected by the No‐build alternative. The increasing traffic along these arterials makes it more challenging 
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for local communities to implement their land use plans for these areas, resulting in less investment and 
fewer employment opportunities. 

Modernization Alternative Land Use Effects 
Stakeholder feedback gathered for this analysis indicates that existing congestion along I‐94 reduces the 
area’s accessibility, which diminishes the economic development potential of the primary study area. At the 
June 6, 2013, focus group meeting, several economic development professionals and a real estate developer 
who represent areas in West Allis, Wauwatosa, West Milwaukee and Milwaukee, stated capacity expansion 
was needed because congestion along I‐94 makes it harder to market properties within the primary study 
area and to compete with other locations in the region that have less congestion. Follow‐up interviews with 
other local private‐sector real estate professionals also found that additional capacity on the freeway would 
help attract more development to the primary study area. The interviewees stated that some businesses 
avoid primary study area locations (including downtown) because they are concerned about attracting 
employees who do not like to travel along the I‐94 corridor due to its congestion. The economic 
development director for the downtown Milwaukee Business Improvement District also reported that 
improved traffic flow between downtown and the western suburbs would help existing downtown 
businesses recruit employees and would encourage more business owners to consider downtown locations. 

Based on stakeholder feedback, the study team determined that improved mobility and travel time 
reliability along I‐94 from new travel lanes would facilitate development within the primary study area 
because people and businesses would not be detracted from the area by traffic congestion. As a result, 
improved mobility could have the following effects within the primary study area: 

	 Maintain the economic competiveness of the existing business districts and neighborhoods. This effect 
could reduce residential, commercial, and industrial vacancy rates within existing developments by 
encouraging more people and businesses to locate within the primary study area; facilitate the 
movement of freight; and support neighborhood revitalization efforts. Exhibit 3‐40 shows the location 
of existing commercial corridors, industrial areas, and neighborhoods.
 

 Encourage redevelopment of former industrial areas and underutilized parcels. This effect could facilitate
 
higher density residential and commercial land uses that are planned for some areas within the primary 
study area. Several redevelopment areas within the primary study area are shown on Exhibit 3‐40. Some 
examples include the Renaissance Faire and Summit Place developments in the West Allis Six Points area; 
retail and industrial uses along Miller Park Way in West Milwaukee; the St. Paul Avenue corridor in 
Milwaukee’s Menomonee Valley; and various redevelopment areas in downtown Milwaukee such as the 
Lakefront Gateway, The Brewery, Park East, and Reed Street Yards. 

	 Improve the business environment along local arterial streets. Traffic simulation models developed for 
the study corridor indicate that adding new travel lanes to the freeway would divert some traffic from 
local arterials to the freeway. Less congestion along local arterials could improve the business 
environment along arterial corridors by improving pedestrian mobility and safety, and creating fewer 
conflicts between pass‐through commuter traffic and local traffic. Stakeholder feedback indicates that 
this effect is not likely to change the types or sizes of businesses located along these corridors, but the 
study team determined it could increase customer patronage of the businesses and ultimately reduce 
commercial vacancy rates. The Double Deck alternative could have a more positive effect on business 
corridors compared with the At‐grade alternative because traffic analyses show that more traffic would 
divert to the freeway from the local arterials under the Double Deck alternative. The At‐grade 
alternative would also place additional traffic on local arterials because the I‐94 interchange at Hawley 
Road would be closed, or only partial access to and from the west would be provided. Business corridors 
that are particularly affected by high traffic volumes include Bluemound Road in Wauwatosa and 
Milwaukee; Miller Park Way in West Milwaukee; Greenfield/National Avenue in West Allis; and National 
Avenue in Milwaukee. Exhibit 3‐40 shows the commercial corridors located along these arterial 
corridors. 
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	 Support the vitality of the numerous regional cultural, recreational and entertainment venues. The 
primary study area has numerous cultural, recreational and entertainment venues that draw visitors 
from the region and beyond. Because these venues draw from a large regional area, accessibility is a key 
factor in their long‐term viability. Stakeholder input has indicated that these venues create a synergy 
with local economic development and neighborhood revitalization efforts. Of note are the venues within 
and around the Menomonee Valley such as Miller Park, Potawatomi Hotel and Casino, Mitchell Park 
Horticultural Conservatory, the Hank Aaron State Trail and the new Three Bridges Park. These venues 
are within close proximity to adjacent residential areas that have ongoing neighborhood revitalization 
efforts such as Avenues West, Layton Boulevard West, and Clarke Square. See Exhibit 3‐40 for the 
locations of some of these venues and the locations of neighborhood revitalization areas. The venues 
help improve the quality of life for adjacent dense, urban residential areas by providing recreational 
opportunities and by bringing in potential customers to support local businesses. This will benefit 
environmental justice populations since many of these neighborhoods contain high percentages of low‐
income and minority residents. 

Transportation alone cannot cause land use change; therefore, the study team evaluated whether other 
local factors are present that support development within the primary study area. Based on the land use 
and development trend research, the study team found that the communities within the primary study area 
have policies and plans in place that support local economic development and neighborhood revitalization. 
All the communities in the primary study area utilize tax increment financing (TIF) districts and other tools to 
assemble land and provide needed infrastructure to encourage development. Also, several efforts are being 
made to revitalize urban neighborhoods and existing commercial corridors within the primary study area 
including the use of Business Improvement Districts, target investment neighborhoods (TINs) and various 
home improvement programs. Many of the efforts have been successful, as evidenced by employment 
growth in some areas of the primary study area (West Milwaukee and West Allis) and increasing population 
in some of the primary study area census tracts. Although adding additional travel lanes would help facilitate 
planned development in the primary study area, the magnitude of this effect is not expected to be 
substantial. The primary study area is a fully developed urban area with established land use patterns. It also 
has a mature transportation system that is composed of an extensive arterial network and numerous 
connections to the regional freeway system. As a result, the incremental mobility provided by new travel 
lanes in this context is not likely to be great enough to substantially change land use patterns within the 
primary study area. This is supported by research that has shown that the extent of indirect land use effects 
is influenced by the maturity of the regional transportation system; and greater effects are associated with 
new roads compared with existing roads that are expanded (National Cooperative Highway Research 
Program 2002) (Boarnet and Haughwout 2000). 

Consequences of the Modernization Alternative Land Use Effects 
Based on stakeholder feedback, the study team determined that planned development that may be 
facilitated by the Modernization Alternatives would generally be seen as positive and would help implement 
land use plans and economic development goals within the primary study area. Planned redevelopment and 
neighborhood revitalization would increase local tax bases and help pay for the cost of public services that 
are already in place. 

Redevelopment that could be facilitated by the Modernization Alternatives would also increase the 
availability of goods and services and employment opportunities within close proximity to a large population 
base in the primary study area. This could benefit minority and low‐income populations because most 
businesses within the primary study area are accessible by local transit services and in some cases by 
walking and biking. Furthermore, redevelopment and infill development help maintain the viability of 
existing urbanized areas and reduce the pressure to develop in outlying areas of the region. 

Research has shown that local government development policies play a large role in facilitating 
development and are essential for positive indirect land use and economic development effects to occur 
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(Strategic Highway Research Program 2012). Many local, state, and federal programs are available for local 
governments to encourage redevelopment efforts, business investment, and neighborhood revitalization: 

 Tax increment financing 
 Business lending programs 
 Site identification and selection services 
 Business Improvement Districts 
 Façade grants 
 Brownfield grant programs 
 State and federal tax credit programs 
 Small‐business revolving loan funds 
 Workforce development and training programs 
 Neighborhood investment and housing rehabilitation programs 

Based on land use trend research, the study team found that many of these tools are already being utilized 
by the local communities within the primary study area to create jobs and reuse lands that would otherwise 
be underutilized or vacant. 

Development that may be facilitated by the Modernization Alternatives could also have some less desirable 
consequences. Redevelopment in the primary study area could increase the intensity of land uses in some 
areas, which could change local character, create additional traffic on local streets and increase the demand 
for on‐street and off‐street parking. If not managed appropriately, redevelopment could impact historic 
properties or alter the character of historic districts. In addition, induced development within the primary 
study area could increase impervious areas and create more stormwater runoff that increases the risk for 
flooding and affects water quality. Induced development could also affect natural resources like wetlands 
and animal habitat, but this consequence would be minimal in this urban area because most of the 
remaining natural resources in the county are owned by Milwaukee County and preserved in perpetuity. 

Potential Mitigation Measures for Land Use Effects 
This section discusses potential mitigation measures that could be used to minimize or avoid negative 
effects associated with changes in the land use in the primary study area that may be influenced by the I‐94 
Modernization Alternatives. 

The best way to manage any negative effects associated with induced development is through local land use 
and development policies that are under the jurisdiction of local governments. Municipalities in the primary 
study area are already using a number of tools to manage development within their communities. All 
communities within the primary study area have plan commissions, comprehensive planning documents, 
and zoning regulations in place to direct the amount, type, and density of all development within their 
communities. Most of the communities also have planning and economic development departments to 
manage development and implement local plans. In addition, most local governments within the primary 
study already take measures to protect properties that are historically significant to their communities. 
The cities of Milwaukee, West Allis, and Wauwatosa have historic preservation commissions to review plans 
and make recommendations prior to local approval. 

To manage stormwater, all communities within the primary study area are part of the MMSD service area 
and are required to follow the MMSD Chapter 13 Surface Water and Storm Water Rules to control 
stormwater runoff and minimize the risk for flooding. MMSD’s rules apply to any development that 
increases impervious surfaces by one‐half acre or more. The rules also apply to redevelopment projects that 
disturb an area larger than one acre. 

To further support local regulations and policies, state and federal regulations help manage impacts to natural 
resources such as wetlands (WDNR Chapter 30 permits and the Corps of Engineers Section 404 permits), water 
quality (NR 151), and threatened and endangered species (NR 27 and Endangered Species Act). 
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3.28.4.2 Land Use Effects Related to New Travel Lanes—Secondary Study Area 
The following subsections discuss the indirect land use effects related to adding new travel lanes for the 
secondary study area 

No‐build Alternative Land Use Effects 
Under the No‐build alternative, the redistribution of population and employment between Milwaukee and 
Waukesha counties would continue because I‐94 already connects the two counties and already provides 
access to lands in Waukesha County. In addition, Waukesha County has an established arterial network that 
connects to the regional freeway system, and even the less developed portions of the county already are 
accessible by the region’s transportation system. As discussed previously, so much development has 
occurred in Waukesha County that it is difficult to distinguish the role of transportation from other factors 
that influence development such as local government policies and quality of life issues including a person’s 
place of employment, school districts and housing style choices. Waukesha County already has a substantial 
residential and employment base that is likely to generate additional growth in housing units and jobs 
regardless of the I‐94 East‐West alternative identified. 

Based on the population and employment trend research, the pace of the population and employment 
redistribution between the two counties has been slowing, and according to SEWRPC, it would continue to 
be moderated through 2050. These trends are likely to continue regardless of the alternative chosen for I‐94 
because they are influenced by larger‐scale national economic and demographic trends. For example, many 
urban areas around the United States over the past few decades have seen a resurgence of new 
development in downtowns and central locations, which is at least partially related to more young 
professionals and empty‐nesters choosing urban‐living lifestyles. This national trend can also be seen in 
Milwaukee. According to the 2012 market profile of downtown Milwaukee (Progressive Urban Management 
Associates 2012), households and population in downtown Milwaukee have increased 27.2 and 25.5 
percent, respectively, since 2000. 

The growing number of residents living in downtown Milwaukee and other urban neighborhoods means 
reverse commuting is on the rise. According to the 2012 market profile (Progressive Urban Management 
Associates 2012), only 3.2 percent (2,595) of the 81,001 workers employed in downtown also live in 
downtown. As a result, increasing congestion under the No‐build alternative could make it more challenging 
for downtown residents and other Milwaukee County residents to commute to other counties, especially to 
Waukesha County, which contains the second largest number of jobs in the region. 

Modernization Alternative Land Use Effects 
The I‐94 East‐West corridor is the major transportation link between employment centers in Milwaukee 
County and the suburban communities in Waukesha County. About 60,000 of Waukesha County’s workforce 
is employed in Milwaukee County, accounting for about 31 percent of Waukesha County workers. 

The proposed new travel lanes along the project corridor would improve mobility between these 
destinations by reducing travel times for commuters during peak travel periods and making travel times 
along the corridor more reliable. As discussed previously, transportation accessibility improvements can 
result in long‐term economic impacts by making land more attractive for investment. (Strategic Highway 
Research Program 2012) As a result, improved mobility between Milwaukee and Waukesha counties could 
facilitate additional residential development in Waukesha County by making it easier for people to work in 
downtown and other places in Milwaukee County and live in Waukesha County. A growing population 
would, in turn, encourage additional commercial and industrial development in Waukesha County. 

Since land use and transportation are inherently connected, adding new travel lanes could also facilitate the 
continued redistribution of population between Milwaukee and Waukesha counties. According to SEWRPC, 
about 52,300 people moved from Milwaukee County to Waukesha County between 2000 and 2010, and 
82,640 people moved from Milwaukee County to Waukesha County, resulting in a net in‐migration of 30,340 
people for Waukesha County (SEWRPC 2013). 
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Transportation alone cannot cause land use change or encourage economic development; therefore, the 
study team evaluated whether other local non‐transportation factors are present that support development 
in Waukesha County. Based on socioeconomic research, the study team found the largest historic 
redistribution of population and employment in the region occurred between Milwaukee and Waukesha 
counties. Between 1960 and 2010, Milwaukee County’s share of population and employment changed from 
66 percent to 47 percent, and from 75 percent to 49 percent, respectively. During the same time period, 
Waukesha County’s share of population and employment changed from 10 percent to 19 percent, and from 
5 percent to 23 percent, respectively. In addition, land use and development trend research indicates that 
many communities in Waukesha County have zoning and other policies in place to encourage residential, 
commercial, and industrial development, and communities are using TIF to encourage redevelopment and 
build industrial parks. Furthermore, many towns in the non‐urbanized areas of Waukesha County allow low‐
density residential subdivisions and very little agricultural preservation zoning remains within the county. 

Because land use and transportation are connected, it is reasonable to assume new travel lanes would 
support ongoing development in Waukesha County especially because local governments have established 
policies and plans that support development. However, the magnitude of induced development in 
Waukesha County is not expected to be substantial compared with existing conditions or the anticipated 
development levels of the 2035 regional land use plan. While the original construction of I‐94 greatly 
improved accessibility to Waukesha County and most likely helped to facilitate the spread of development 
along the I‐94 corridor in the county, the addition of new travel lanes is expected to have a much smaller 
effect on induced development in Waukesha County for the following three main reasons: 

	 I‐94 is an existing freeway corridor that is part of a mature regional transportation system that already 
has a high degree of accessibility. This is supported by research that has shown that the extent of 
indirect effects is influenced by the maturity of the regional transportation system; and greater effects 
are associated with new roads compared with existing roads that are expanded (National Cooperative 
Highway Research Program 2002) (Boarnet and Haughwout 2000). Waukesha County has 14 
interchanges along I‐94 within its county borders, and SEWRPC’s 2035 regional transportation plan 
recommends only one new interchange in Waukesha County—at Calhoun Road. Fourteen interchanges 
are available in Milwaukee County between the Milwaukee‐Waukesha county line and Lake Michigan. 
An extensive arterial network that connects with the regional freeway system has also been constructed 
to serve almost all areas within the two counties. Even the less developed areas of the region are still 
accessible by the transportation network. 

	 Travel‐time savings during peak travel periods is not expected to be great enough to substantially 
change regional land use patterns or to substantially shift development from one area of the region to 
another. For example, traffic analyses have estimated that the travel‐time savings in 2040 for the 
Double Deck alternative going westbound would be about 3 minutes to 3‐½ minutes on average during 
the PM peak period (3 to 6 PM). Many practitioners who study transportation‐related indirect effects 
believe at least 10 minutes of travel‐time savings is needed before intraregional land use patterns are 
substantially affected. (Avin, et al. 2007) In addition, adding new travel lanes would not shorten the 
distances among destinations, nor would it serve lands that do not already have access to the freeway. 
The new travel lanes also would not affect travel times during non‐peak periods, when traffic is 
currently typically free‐flowing. 

	 Land use patterns and development have already established themselves around I‐94 and other 
transportation corridors in the region. Because so much development has occurred, it is difficult to 
distinguish the role of the freeway from other factors that influence development, especially because 
the region already has a high level of transportation accessibility, and employment centers already are 
distributed throughout Milwaukee and Waukesha counties and other parts of the region. This is 
demonstrated by the almost equal traffic patterns between the two counties. According to SEWRPC, 
the average weekday person trips in 2001 between counties was 237,500 from Milwaukee County to 
Waukesha County, and 239,700 from Waukesha County to Milwaukee County—a difference of 
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2,200 trips. (SEWRPC 2006a) As discussed in the TRB report, isolating economic impacts from 
transportation projects within large, growing metropolitan areas is difficult because these impacts 
become more dispersed and obscured by other economic influences the farther away one moves from 
the transportation investment (Strategic Highway Research Program 2012). 

In addition, the amount of undeveloped land that is available in the suburban areas closest to the project 
corridor in eastern Waukesha County is limited because land uses within Brookfield, New Berlin, and 
Menomonee Falls have become established. The City of Brookfield is mostly built out, and with the 
exception of some remaining tracts of open land, the urbanized/sewered portions of New Berlin and 
Menomonee Falls largely are developed. The development intensity of the non‐urbanized areas of 
New Berlin and Menomonee Falls are limited by a lack of existing and planned water and sewer services. 
Furthermore, development under existing transportation conditions has already spread beyond the eastern 
Waukesha County communities and as far west as Oconomowoc. This conclusion is supported by a 
stakeholder meeting conducted with the Waukesha County planner manager, who stated that development 
has already spread to western Waukesha County and adding a new travel lane to the I‐94 corridor would not 
change already established land use patterns in the county. 

Development in the non‐urbanized areas of western Waukesha County is limited by a lack of sewer and 
water facilities, and large environmental corridors that largely are preserved by local zoning ordinances or 
public ownership. Also, the development potential of western Waukesha County is limited because it is 
farther from the existing concentrations of population and labor. This was confirmed by an interview with a 
local real estate developer who stated that locations in western Waukesha County such as Oconomowoc are 
less desirable for commercial and industrial development because they are farther from the population base 
and available workforce. Available infill development sites in Milwaukee County and eastern Waukesha 
County are much more desirable from a real estate perspective. 

Consequences of the Modernization Alternative Land Use Effects 
The primary concern raised by local stakeholders about development that may be facilitated by the 
Modernization Alternatives in the secondary study area is that it could increase the number of jobs that are 
not accessible by transit in Waukesha County. A lack of transit access affects the ability of lower‐income, 
transit‐dependent populations in the City of Milwaukee to obtain employment and it concentrates poverty 
within central city neighborhoods. The primary study area had an individual poverty rate of 30 percent in 
2010, which is substantially higher in comparison to Milwaukee County (19 percent) and Waukesha County 
(4.4 percent). Although the Modernization Alternatives are not expected to cause a substantial change in 
secondary study area land use trends, the study team recognizes that transportation and land use are 
inherently connected and that the low‐density development patterns that have been prevalent in the 
United States (and in the Milwaukee metropolitan area) over the past 60 years have affected the ability to 
provide cost effective transit services (USEPA 2013). 

MCTS provides good coverage to employment centers within Milwaukee County, providing access to 
93 percent of Milwaukee County’s employers with 500 or more employees (SEWRPC 2013). However, access 
to employment centers outside Milwaukee County is limited due to the lack of routes that cross the county 
line, unreasonable travel times (greater than 90 minutes), or transit schedules that are not coordinated with 
worker shifts. In addition, only one main connection point between MCTS and Waukesha Metro Transit is 
available at Brookfield Square Mall where the MCTS Route 10 meets Waukesha Metro Route 1. Also, the 
schedules of the freeway flyer routes operated by MCTS and Waukesha Metro Transit are oriented to 
bringing suburban workers to downtown Milwaukee and generally do not facilitate reverse commuting. 

Furthermore, residents in the primary study area, in comparison to other areas of the region, tend to have 
fewer vehicles available and as a result are more likely to rely on transit to get to work. Nearly 20 percent of 
the occupied housing units in the primary study do not have access to a vehicle. This is substantially higher 
in comparison to Milwaukee County (13 percent), Waukesha County (4 percent) and the Southeastern 
Wisconsin region (9 percent). Over 7 percent of workers in the primary study area use public transit to get to 
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work. This is higher in comparison to transit utilization percentages for Milwaukee County (6 percent), 
Waukesha County (1 percent) and the Southeastern Wisconsin region (3 percent). 

Several research studies have documented the concerns surrounding transit access and workers in the 
Milwaukee area. A 2004 report titled “Transportation Equity and Access to Jobs in Metropolitan Milwaukee” 
identified a “spatial mismatch” between Milwaukee metropolitan’s affordable housing supply in the City of 
Milwaukee and the availability of low‐skilled jobs in adjacent suburban areas (University of Wisconsin– 
Milwaukee, Center for Economic Development 2004). The report’s research found that while 81 percent of 
families living below the poverty line are located in the City of Milwaukee, only 30 percent of businesses with 
strong hiring projections for entry‐level workers are located in Milwaukee, and the remaining 70 percent are in 
the suburbs (University of Wisconsin–Milwaukee, Center for Economic Development 2004). 

More recently, the Public Policy Forum published a related report called Getting to Work: Opportunities and 
Obstacles to Improving Transit Service to Suburban Milwaukee Job Hubs (Public Policy Forum 2013). 
The report examines the challenges associated with accessibility to the major employment centers (a 
concentration of at least 10,000 jobs) in Milwaukee, Waukesha, Washington, and Ozaukee counties for 
workers in Milwaukee who do not have access to a vehicle for work trips. The report found that of the 
29 job centers located within these counties, 15 have relatively high levels of public transit access 
(Milwaukee County), four are completely inaccessible by transit (Washington and Waukesha counties) and 
10 are served by transit on a limited basis (all 4 counties). 

Additionally, the SEWRPC 2035 regional housing plan found that 17 percent of households in the City of 
Milwaukee did not have access to a car in 2005−2009 and only 41 percent of employers (with 500 or more 
employees) in the region are accessible by local or rapid transit service (SEWRPC 2013). As a result, 
households in the City of Milwaukee that lack access to a car are not able to access the majority of 
employment centers in Waukesha County and the region. 

The spatial mismatch is a complex issue and is also complicated by the lack of workforce housing outside 
Milwaukee County. The SEWRPC 2035 regional housing plan analyzed the ratio of available jobs and housing 
in the region to determine if communities with a substantial amount of existing and/or planned 
employment also have existing or planned workforce housing (SEWRPC 2013). The SEWRPC analysis found a 
current and projected jobs/housing imbalance for many of Milwaukee’s suburban communities. 
Municipalities such as Brookfield, New Berlin, Muskego, and others were found to have a lower‐cost 
job/housing imbalance and a moderate‐cost job/housing imbalance. This means that these communities 
have both a higher percentage of lower‐wage jobs than lower‐cost housing and they have a higher 
percentage of moderate‐wage jobs than moderate‐cost housing. According to SEWRPC, a moderate‐cost 
imbalance is the most common type of current and projected job/housing imbalance in the region and tends 
to occur in suburban communities. 

Local transit funding is another important factor affecting the ability of local transit services to provide 
access to suburban job locations. MCTS has four primary sources of revenue for its operations. In 2014, 
passenger fares accounted for 35 percent, the State of Wisconsin provided 43 percent, the federal 
government provided 11 percent, and Milwaukee County property taxes contributed about 11 percent to 
operating revenues (MCTS 2014). As discussed in the Public Policy Forum report, Milwaukee County’s Transit 
Crisis, public funding sources have not kept pace with growth in transit operating costs (Henken, Horton, 
and Schmidt 2008). The local share of funding public transit is largely provided by property taxes, which 
have to compete annually with funding for mandated services and projects. Increasingly, due to the 
constraints in property tax‐based funding and shortfalls and fluctuations in federal and state funding, MCTS 
has found it difficult to provide funding to maintain current service levels and address transit needs beyond 
the county border. To address its fiscal challenges, MCTS has reduced transit service levels, resulting in a 
22 percent decline in total annual bus miles between 2000 and 2012 (Peterangelo, Virginia, and Henken 
2013). While service reductions have mostly involved reduced trip frequencies and shorter hours of service, 
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several bus routes that once connected Milwaukee County residents with suburban job centers have been 
eliminated (Public Policy Forum 2013). 

Funding for transit is further complicated by the fact that Wisconsin legislation limits WisDOT’s ability to 
provide capital funding for transit outside traffic mitigation measures during construction projects. As stated 
in Section 85.062(2), Wisconsin Statutes, “No major transit capital improvement project may be constructed 
using any state transportation revenues unless the major transit capital improvement project is specifically 
enumerated under subsection (3).” In 2010, capital project revenue sources for MCTS were primarily funded 
by federal sources (80 percent) and from Milwaukee County (20 percent) (Gulotta‐Connelly 2010).34 

Potential Mitigation Measures for Land Use Effects 
The following bullets describe potential mitigation measures and responsible agencies that could address 
the indirect land use effects resulting from adding new travel lanes for the secondary study area. 

	 Freeway Project‐Related Measures. Because the provision and maintenance of transit services is under 
the jurisdiction of local governments in Wisconsin, WisDOT is not able to directly implement transit 
services. However, WisDOT has the ability to coordinate with local transit providers and select freeway 
reconstruction alternatives that could benefit transit or not preclude future transit options. For example, 
all of the I‐94 Modernization Alternatives would benefit existing freeway flyer transit services that 
operate in freeway travel lanes, as these services would benefit from improved traffic operations. 
See text box in Section 2.4.2. 

As part of the I‐94 East‐West corridor project, WisDOT has the ability to mitigate impacts to transit 
service during construction. These measures would be determined during subsequent design phases. 
Some examples of transit mitigation that have been used for other Southeastern Wisconsin freeway 
projects include the following: providing a temporary park‐and‐ride lot during reconstruction of an 
existing park‐and‐ride lot; providing funds to MCTS to add buses to fixed routes and freeway flyer routes 
to maintain headways during construction; and reimbursing MCTS on a per‐rider basis to provide free 
bus rides around closed roadways and/or bridges. 

WisDOT also has the ability to mitigate any transit impacts that may occur during freeway 
reconstruction projects. For example, additional transit service provided by WisDOT during the Zoo 
Interchange construction included the Burleigh and State Fair Shuttles from the Regional Medical Center 
during interchange closures in 2014 and 2015 (approximately 114 rides/day), UPASS expansion and 
Route 901 service in Waukesha County in 2015 (approximately 120 rides/day), and several, all‐day free 
transit service zones through and around the Zoo Interchange construction area in 2014‐2015. These 
free zones included 92nd Street, 84th Street, Hwy 100, Watertown Plank Road, 76th Street, and 
Bluemound/Wisconsin Avenue (approximately 335 rides/day combined). 

In addition, WisDOT is funding $13.5 million in bus transit services to reduce traffic congestion and 
provide transportation for workers between Milwaukee and the suburban job centers during 
construction as part of the construction of the Zoo Interchange reconstruction project. Also, $2 million 
of funds are being used for service enhancements. Routes funded by WisDOT include Route 61, Route 
279, and Route 6. Route 61 provides service from Milwaukee’s northwest side to Germantown. Route 
279 travels from 35th Street in Milwaukee to the Park Place business park on Milwaukee’s northwest side 
and the Menomonee Falls business park. Route 6 travels from Port Washington Road along Capital Drive 
to the New Berlin industrial park. 

	 Regional Transit Implementation‐Related Measures. According to SEWRPC, if the transit components 
of the 2035 regional transportation plan were implemented, many major employment centers that are 
not currently served by public transit would become accessible for people without access to a car, 

34 Under certain circumstances, federal highway funds can be expended on transit projects if the project meets certain conditions. See Title 23, USC 
119(d)(2)(G). 
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including those who work weekend hours and second and third shifts (SEWRPC 2013). The 2035 plan 
calls for a 100 percent increase in public transit from 2005 levels in terms of revenue transit vehicle 
miles. The increase in public transit includes the development of rapid and express transit systems and 
substantial expansion of local bus systems where development density is sufficient to generate ridership 
(SEWRPC 2006a). 

According to SEWRPC’s 2014 review and update of its 2035 transportation plan, the amount of transit 
service in Southeastern Wisconsin as of 2012 has declined since the plan was adopted 2006, including a 
decrease of almost 7 percent in fixed
in the 2035 plan was about 12 percent (SEWRPC 2014a). Local government entities (i.e., Milwaukee 

‐route bus service. The transit service increase envisioned by 2012 

County and Waukesha County) along with transit service providers (i.e., MCTS and Waukesha Metro) are 
the agencies responsible for implementing these measures. 

	 Transit Funding‐Related Measures. The transit expansion recommendations in the 2035 regional 
transportation plan were based on the assumption that state legislation would be passed to create a local 
dedicated transit funding source and that a renewal of adequate annual state financial assistance to transit 
would be provided as part of the state biennial budget. The plan also recognized that the transit plan 
would benefit from the creation of a regional transit authority (RTA). Transit funding‐related measures for 
this project will continue to rely on existing local, state, and federal funding sources. Most public transit 
systems nationwide have dedicated local funding, typically a sales tax of 0.25 percent to 1.0 percent, and 
are not nearly as dependent upon federal and state funding for operating assistance (SEWRPC 2006a). 

Attempts have been made at the state legislature in recent years to establish dedicated transit funding 
and RTAs, but these attempts have failed to pass the legislature. Between 2005 and 2011, state transit 
operating funding to Southeastern Wisconsin increased by 4 percent annually, federal transit operating 
funding increased about 1 percent, and local transit operating funding decreased slightly (SEWRPC 
2014a). According to SEWRPC, without dedicated local transit funding or more substantial increases in 
local or state funding, the expansion of public transit service recommended in the regional plan may not 
be implemented, and existing transit service is likely to continue to decline. 

MCTS has received federal grants to implement a system of express bus routes, known as MetroExpress. 
The routes primarily serve destinations in Milwaukee County. In 2012, MCTS started the RedLine, BlueLine, 
and GreenLine, and the GoldLine in 2015. These routes are largely funded by Congestion Mitigation and Air 
Quality Improvement program grants, which only provide up to 3 years of funding for transit service. Once 
the grants run out, MCTS will need to find alternate sources of operational funds. Although these routes 
are mostly within Milwaukee County, they do lay the foundation for future extensions to employment 
centers in the suburban communities adjacent to Milwaukee County if funding and approvals can be 
obtained. 

	 Housing‐Related Measures. Consistency with the SEWRPC recommendations in the 2035 regional housing 
plan could help to address the existing and projected jobs/housing balance discussed above. The plan 
advises local governments with existing and planned employment land uses that have sewer services to 
conduct detailed analyses of their communities to confirm if an existing or planned job/housing imbalance 
exits. For communities that have a higher percentage of lower‐wage jobs than lower‐cost housing, new 
affordable multifamily housing developments are recommended. For communities with a higher 
percentage of moderate‐wage jobs than moderate‐cost housing, additional modest sized single‐family 
homes on small lots would help to improve the imbalance. Progress towards achieving the 
recommendations in the SEWRPC Housing Plan is limited by the fact that SEWRPC is an advisory agency. 
Local governments would need to make substantial changes to local land use plans and zoning regulations 
to increase the region’s supply of housing that is available to workers. 

	 Land Use‐Related Measures. Local government consistency with the SEWRPC 2035 Regional Land Use 
Plan would help the region develop in a more compact manner that can support transit. The 2035 plan 
includes the following overall recommendations: 
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 Seek a centralized regional settlement pattern that moderates the current trend toward 
decentralized land development. 

 Stabilize and revitalize urban centers, particularly the Milwaukee urbanized area. 

 Encourage new development as infill in existing urban centers with defined growth emanating 
outward from the existing urban centers. 

 Plan new urban development at densities that effectively support essential urban services, including 
water, sewer, and public transit. 

 Protect remaining primary environmental corridors from incompatible urban development. 

 Discourage urban development in secondary environmental corridors. 

 Preserve prime agricultural lands.
 

Because land use is under the jurisdiction of local governments, the 2035 regional land use plan
 
recommendations primarily must be implemented by local governments in the region.
 

3.28.4.3 Land Use Effects Related to Interchange Modifications—Primary Study Area 
The following subsections discuss land use effects related to the proposed interchange modifications for the 
primary study area. 

No‐build Alternative Land Use Effects 
Under the No‐build alternative, the interchange configurations would remain in their existing configurations. 
This would avoid negative land use and economic development effects that could result from complete or 
partial closure of the Hawley Road interchange under the At‐grade alternative. The No‐build alternative 
would also maintain the existing freeway exit ramp that connects to 25th Street that is important to 
businesses in the Menomonee Valley. In addition, the No‐build alternative would maintain existing ramp 
lengths and would not make access less direct by using C‐D roads under the Double Deck alternative and 
braided ramps under both Modernization Alternatives for the east segment. 

It is the study team’s determination that interchange configurations under the No‐build alternative could 
diminish the overall economic development potential of the primary study area over time because the 
No‐build alternative would not make safety and traffic operation improvements to the interchanges. Many 
stakeholders including local real estate developers stated having safe access from the freeway to local business 
destinations was very important to facilitating planned redevelopment within the primary study area. 

Modernization Alternatives Land Use Effects 
Land uses in the primary study area have developed around the existing interchange access points. 
Stakeholder outreach conducted for this analysis demonstrates how important the access points are to the 
continued redevelopment and revitalization of the business and residential areas within the primary study 
area. Potential indirect land use effects related to the modifications of individual access points are discussed 
in the following bullets. 

	 70th Street/68th Street Interchange. The existing split diamond interchange serves commercial and 
residential areas in Wauwatosa, Milwaukee, and West Allis. Under the Double Deck alternative, a 
full‐access interchange would remain. The main change is that westbound travelers would exit the 
freeway farther ahead than they currently do under existing conditions. Currently, westbound I‐94 
traffic exits at about 66th Street. Under the Double Deck alternative, westbound travelers would have to 
merge into an exit‐only lane around Hawley Road (at about 60th Street) and proceed on a C‐D road that 
would take travelers to 68th and 70th streets. The exit ramp from eastbound I‐94 would be similar to 
existing conditions. 

Representatives from the City of West Allis have expressed concerns about the proposed changes to this 
interchange. They are concerned that under some alternatives, access will be less direct, making the 
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community’s redevelopment plans more challenging. The study team maintains that the interchange 
configuration proposed under the Double Deck alternative would not affect land use patterns within the 
primary study area or hinder economic competiveness because the alternative maintains the existing 
access points and improves safety. Travelers would quickly become accustomed to the modifications 
and would be able to follow freeway signage. The C‐D road would have posted speed limits between 
45 mph and 50 mph and no traffic lights, allowing efficient movement of traffic. Also, the addition of 
new travel lanes along the freeway mainline should help offset increases in travel time that may result 
from travel along a C‐D road. Most importantly, the commercial and employment districts that are 
served by the 68th Street and 70th Street corridors such as the Town Center, Summit Place, and MATC 
campus in West Allis, and the Bluemound Road and State Street corridors in Wauwatosa, contain 
neighborhood‐serving and destination‐type businesses and are not highway‐serving businesses such as 
gas stations and fast‐food restaurants that rely mostly on impulse stops from customers. These 
statements are supported by interviews conducted with local real estate developers who stated the C‐D 
roads would require people to learn a new behavior but would not affect development trends in 
Wauwatosa or West Allis. 

If the At‐grade alternative (preferred) were chosen for the west segment, the 68th Street/70th Street 
interchange would be reconstructed as a split diamond with no C‐D roads. This provides the most direct 
access and is most similar to existing conditions. The interchange option would be viewed most 
favorably from an economic development standpoint; however, closing the Hawley Road interchange is 
not an acceptable alternative to local stakeholders as discussed in the following section. 

	 Hawley Road Interchange. Under the Double Deck alternative, the Hawley Road interchange would 
remain open in a configuration that is similar to existing conditions. Maintaining the interchange access 
in all directions would continue to support existing neighborhoods, businesses and planned 
development within Milwaukee, Wauwatosa, and West Allis. This interchange is used by several 
neighborhoods to the north of I‐94 such as Bluemound Heights, Story Hill, Jacobus Park, Wick Field, and 
Washington Heights in Milwaukee and Wauwatosa and neighborhoods to the south of I‐94 such as 
Johnsons Woods, Six Points, and Jackson Park in West Allis, West Milwaukee, and Milwaukee. It also 
provides access to several commercial corridors in West Allis, Milwaukee, and Wauwatosa and to the VA 
Campus. See Exhibit 3‐40 for the location of neighborhoods and business districts near the Hawley Road 
interchange. 

Under the At‐grade alternative, two options area being evaluated for the Hawley Road interchange. One 
option would close all interchange ramps and the other option would provide partial access to/from the 
west. Based on stakeholder feedback, the study team determined that closing or partially closing the 
interchange would affect the development potential of the business corridors that it serves to the north 
and south of the freeway. The magnitude of this effect is not expected to be substantial for areas in 
Wauwatosa and Milwaukee because alternate access is available via interchanges with 68th Street/70th 

Street and US 41. However, the closure or partial closure of the interchange could have a negative effect 
on the City of West Allis. This effect is discussed in the following paragraphs. 

The study team determined the City of West Allis would be the most impacted by the closure or partial 
closure of the Hawley Road interchange, which serves important redevelopment areas and employment 
generators for the city. The loss of freeway access at Hawley Road could substantially diminish the 
economic competiveness of existing commercial uses and hinder additional redevelopment 
opportunities along the 60th Street corridor (Hawley Road turns into 60th Street in West Allis) (See 
Exhibit 3‐40). This area of West Allis is not well connected to the local street system and therefore, 
alternate access to nearby interchanges would be circuitous. 

According to an interview with the owner, Van Buren Management, of the Renaissance Faire office 
building located at 801 S. 60th Street, the closure or partial closure of the Hawley Road interchange 
would make it very difficult to attract new tenants to the office building and would likely result in the 
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loss of existing tenants. They state the office tenants selected this location for its convenient freeway 
access at Hawley Road. The office building is typically used for back office functions by larger employers 
in the area that need convenient travel between back office functions and their downtown locations. 
According to the owner of the building, if the interchange is removed they may not invest in future 
redevelopment phases of the Renaissance Faire building and would most likely not pursue other 
redevelopment opportunities in this corridor. 

The 60th Street corridor and the Renaissance Faire building are seen as a gateway to the City of West 
Allis and are important to the city’s job creation goals and ongoing redevelopment efforts. The potential 
loss of employment at this building and other nearby commercial uses along 60th Street could diminish 
existing and future employment gains that West Allis has been working to achieve over the past few 
decades to rebuild their local economy since the departure of Allis‐Chalmers in the 1980s. The 
diminished economic development potential of this area was also stated as a concern by other local real 
estate professionals that were interviewed for this analysis. They stated the closure of the Hawley Road 
interchange would be problematic for existing and planned development in West Allis along the 
60th Street corridor and the Six Points area. 

The closure or partial closure of the Hawley Road interchange would also place greater pressure on local 
arterials such as Bluemound Road, National Avenue, and Miller Park Way by diverting traffic to adjacent 
roadways. This would increase traffic on those routes and could make them less desirable places to 
conduct business. According to local stakeholders, many local arterials already have high traffic volumes 
and neighborhood quality of life and business development would be susceptible to additional increases 
in traffic volumes. 

After the public hearings for the Draft EIS, WisDOT and FHWA announced its preferred alternative is the 
At‐grade alternative with a half interchange at Hawley Road. To offset the loss of access to and from the 
east at the Hawley Road interchange, WisDOT will construct an extension of Washington Street in West 
Allis to link 70th and 60th streets as part of the alternative. The extension of Washington Street should 
provide a convenient local roadway that connects the 60th Street/Hawley Road corridor with the nearby 
I‐94 interchange at 70th Street. Also, the Washington Street extension could facilitate planned local 
economic development. Chapter 9 of the City of West Allis Comprehensive Plan recommends the 
Washington Street extension to improve traffic circulation in this area, contributing to the area’s 
revitalization and redevelopment of industrial buildings. 

	 Zablocki Drive bridge. The Zablocki Drive bridge is primarily used to access the VA Campus from 
Bluemound Road. It is an important access point because it connects the cemeteries on either side of 
I‐94 and maintains access between the cemeteries even during Miller Park events. Under the At‐grade 
alternative, Zablocki Drive would be replaced by a longer bridge in the same location. Under the Double 
Deck alternative, Zablocki Drive would be moved east next to, but separate from, Mitchell Boulevard. 
Since access is being maintained, no indirect effects are expected to the cemeteries or the VA from the 
reconstruction of Zablocki Drive bridge. 

	 Mitchell Boulevard Interchange. The Mitchell Boulevard interchange would be closed under all 
Modernization Alternatives, but Mitchell Boulevard would continue to cross I‐94. The interchange serves 
Miller Park, the VA Campus, and the Story Hill neighborhood. Based on stakeholder feedback, the 
removal of this interchange may cause some minor inconvenience for adjacent users, but most 
stakeholders agree that Mitchell Boulevard is not a safe location for an interchange. 

Land use effects are not anticipated from this closure because the interchange would be replaced by a 
new local road interchange within in the Stadium Interchange. Also, it is a relatively low‐volume 
interchange compared to the other interchanges within the I‐94 East‐West Corridor (except on Brewers 
game days). In addition, land uses are well established in this area and access across the freeway would 
be maintained by an over/underpass that is separate from Zablocki Drive. This would avoid conflicts 
between traffic going to the VA Campus and traffic going to Miller Park events. 
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	 Stadium Interchange. Under all Modernization Alternatives, the Stadium Interchange would be 
reconstructed as a hybrid between a service interchange and a system interchange. All of the exit ramps 
from I‐94 to US 41/Miller Park Way would be free‐flow ramps with no traffic signals. The ramps from 
southbound US 41 to eastbound I‐94 and from northbound Miller Park Way to westbound I‐94 would be 
controlled by a traffic signal. Also, a traffic signal would control through traffic on US 41/Miller Park 
Way. According to local stakeholder input, the US 41/Miller Park Way corridor provides convenient 
access to I‐94 for neighborhoods and business districts as far north as North Avenue and as far south as 
Lincoln Avenue (See Exhibit 3‐40). 

Representatives from the Village of West Milwaukee have expressed concerns about the proposed 
Stadium Interchange design and prefer a full system interchange with free flow ramps in all directions. 
They are concerned the proposed interchange will not handle traffic as well as a full system interchange 
and could increase congestion along Miller Park Way. According to village officials, Miller Park Way is 
already a heavily traveled corridor and more congestion could make it a less desirable commercial 
corridor. Some stakeholders from the City of Milwaukee were not concerned about the alternative from 
a land use perspective because they would like to see the portion of US 41 to the north of I‐94 
reconfigured into an arterial roadway that would provide better connections between neighborhoods 
and accommodate more modes of transportation. Representatives from the City of Wauwatosa stated 
that the proposed interchange would not affect Wauwatosa’s land use/development patterns because 
the existing local service interchanges along US 41 would remain open. 

It is the project team’s position that the proposed Stadium Interchange would not affect land use 
patterns because the interchange’s traffic operations would remain at an acceptable level of service. 
Also, the interchange maintains existing interchanges along US 41/Miller Park Way that provide access 
to Wauwatosa, Milwaukee, and West Milwaukee. 

	 New Local Road Interchange within Stadium Interchange. Under all Modernization Alternatives on the 
east segment (On‐alignment and Off‐alignment alternatives), a new local road interchange (44th/46th 

Streets) would be located within the Stadium Interchange. The purpose of the new interchange is to 
replace the access currently provided by the Mitchell Boulevard interchange. No land use effects are 
expected as a result of this interchange because the land around the interchange is developed, and the 
Menomonee River and Canadian Pacific Railway makes access to the adjacent land challenging. Also, the 
area already has access through the US 41 interchange at Wisconsin Avenue and the new local road 
interchange within the Stadium Interchange would not have a noticeable change on traffic patterns in 
the area. Furthermore, the City of Milwaukee does not have any changes to land use planned for this 
area that includes the Miller‐Coors facility. 

	 35th Street Interchange. The 35th Street interchange serves the Layton Boulevard West neighborhoods 
and the Silver City Main Street district along National Avenue to the south and destinations to the north 
such as the Merrill Park neighborhood, Marquette University High School, and the business center being 
redeveloped by the Potawatomi Business Development Corporation at the former Concordia College 
campus. This access point is important to neighborhoods and business areas containing environmental 
justice populations to the north and south of the freeway. 

Under all Modernization Alternatives on the east segment (On‐alignment and Off‐alignment 
alternatives), a full‐access interchange at 35th Street would be maintained, although in a slightly 
different configuration. Currently, the ramps are fairly close to 35th Street, but the westbound I‐94 
ramps do not begin or end at 35th Street. The westbound off ramp terminates at 34th Street and the on 
ramp begins at 36th Street. The current eastbound ramps directly connect with 35th Street for exiting and 
entering the freeway. Under the Modernization Alternatives, travelers would have to exit earlier in 
comparison to existing conditions, but all ramps would lead directly to 35th Street. This would 
consolidate access at 35th Street and give more certainty for travelers in terms of finding their way in 
and out of the neighborhoods to the north and south of the freeway. It is expected that travelers would 
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quickly become accustomed to the new interchange ramps and would be able to follow freeway
 
signage. As a result, it is the study team’s determination that the ramp modifications would not
 
adversely affect local land use and development patterns and would continue to facilitate planned
 
development and revitalization efforts.
 

A previous interchange option showed 35th Street being closed, which was very concerning to the Layton
 
Boulevard West neighborhoods and Marquette University High School. But, no concerns have been
 
raised by local stakeholders regarding the proposed full access interchange configuration.
 

Travelers originating from US 41/Miller Park Way would not be able to exit at 35th Street via I‐94.
 
The study determined no land use effects are anticipated because US 41 serves mostly local traffic,
 
which would be able to access 35th Street from nearby local arterials. The study team’s determination is
 
supported by local stakeholder input that stated the local street network was adequate to handle these
 
traffic movements.
 

	 27th Street Interchange. The existing on and off ramps in this area serve the Avenues West 
neighborhood to the north and the Menomonee Valley, Layton Boulevard West, Clarke Square and 
Muskego Way neighborhoods to the south. The Off‐alignment alternative would reconstruct the 
27th Street interchange so that all ramps directly connect to 27th Street, a state highway (WIS 57). 
This would make the interchange easier for motorists to navigate. It would change access to the 
Menomonee Valley because motorists would be required to make two right turns (St. Paul Avenue and 
25th Street) to access the Menomonee Valley. The On‐alignment alternative (preferred alternative) 
would maintain the existing ramp alignment in the interchange, where no ramps connect to 27th Street. 
The I‐94 westbound exit ramps is at 25th Street, the I‐94 westbound entrance ramp is at 28th Street, the 
I‐94 eastbound exit ramp is at 26th Street, and the I‐94 eastbound entrance ramp is at 25th Street. 

Consolidating access at 27th Street would likely help facilitate redevelopment plans along the 27th Street 
corridor to the north of the freeway, which would benefit environmental justice populations in that 
area. The Avenues West Association has been working to revitalize the 27th Street commercial corridor, 
and convenient access to the freeway is considered essential to their efforts. The potential for induced 
development would be moderated by the currently distressed economic conditions of the area. Per 
stakeholder input and census data, the 27th Street commercial corridor in the Avenues West 
neighborhood has a high rate of vacancies, and the surrounding neighborhoods have a high rate of 
poverty, which makes attracting reinvestment and redevelopment more challenging. 

Some businesses in the Menomonee Valley are concerned that the consolidated 27th Street interchange 
under the Off‐alignment alternative would hinder business development because it would remove the 
25th Street ramp and introduce extra turning movements for customers and freight trucks coming from 
the east. The Potawatomi Hotel and Casino is particularly concerned about losing the 25th Street ramp 
because access to the Valley at 13th Street can be blocked by freight trains. 

It is the project team’s position that the consolidation of the 27th Street interchange would not create a 
substantial negative land use or economic development effect because access to Menomonee Valley 
destinations would be retained. Also, businesses located within the Menomonee Valley are destination 
businesses, not highway‐serving businesses like gas stations or fast‐food restaurants, which rely on 
impulse stops for a large portion of their business. In addition, consolidating access at 27th Street would 
simplify access in the area, which may give business patrons in the Menomonee Valley more 
predictability in terms of finding their way in and out of the Menomonee Valley. 

Both Modernization Alternatives (On‐alignment and Off‐alignment alternatives) are not expected to 
affect neighborhoods to the south of the Menomonee Valley including the Layton Boulevard West, 
Clarke Square and Muskego Way neighborhoods. Under both Modernization Alternatives, these 
neighborhoods would maintain freeway access via the 27th Street viaduct. A consolidated interchange at 
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27th Street may have a slightly more positive benefit for these neighborhoods because it would simplify 
freeway access and make access easier for residents and visitors to these neighborhoods. 

Consequences of the Modernization Alternative Land Use Effects 
As discussed previously, the primary study area land uses have developed around the existing freeway 
access points and are important for the continued redevelopment of business areas and ongoing 
revitalization of neighborhoods within the primary study area. In most areas, the Modernization Alternatives 
maintain the existing access points along the I‐94 East‐West project corridor and would continue to support 
neighborhood revitalization and planned redevelopment within the primary study area. In a few areas, 
access is modified and or eliminated, which could result in some negative effects to development. 

Under the At‐grade alternative, freeway access from the Hawley Road interchange would be completely 
eliminated by the removal of all ramps or access would be diminished by a partial interchange that would 
only provide access to/from the west. The loss of access or partial access at Hawley Road could have land 
use effects to existing and planned development along the 60th Street corridor in West Allis such as the 
Renaissance Faire office building. The loss of access at this location would diminish the value of recent 
commercial developments and reduce the potential of future redevelopment and investment in this 
corridor. Ultimately, the area could become blighted if businesses choose to move out and go to another 
area with better freeway access. This effect would be minimized by the Washington Street extension that 
WisDOT intends to construct between 60th and 70th streets as part of the At‐grade alternative with a half 
interchange at Hawley Road. 

Another consequence of the Hawley Road closure or partial closure is that traffic on adjacent local arterials 
such as 68th Street, National Avenue, Miller Park Way, Wisconsin Avenue, and Bluemound Road would 
increase. The increased traffic could diminish the business environments along these arterials by creating 
more conflicts between pedestrians and vehicles and increasing the potential for more vehicle collisions. 
Local stakeholders have expressed concerns that these corridors are already impacted by high traffic 
volumes and additional traffic congestion on local roads could discourage future business investment. 

Some stakeholders have also expresses concern with changes to interchange access points that may make 
access less direct. 

Potential Mitigation Measures for Land Use Effects 
Indirect business impacts that may result from the complete closure or partial closure of the Hawley Road 
interchange could be minimized by improving the area’s connectively to the local street network so that 
access to adjacent interchanges is more convenient for customers and tenants that utilize businesses within 
this area. Increased traffic on local arterials that could result from the closure or partial closure of the 
Hawley Road interchange with I‐94 would be mitigated to some extent by local arterial improvements that 
could be constructed as part of the project traffic mitigation plan during construction. 

Under the preferred alternative, WisDOT has committed to constructing an extension of Washington Street 
between 60th and 70th streets in West Allis to minimize economic and traffic impacts that may result from 
the loss of access to and from the east at Hawley Road. WisDOT would also construct off‐interstate 
improvements at three local road intersections: 

 70th Street/Greenfield Avenue (Exhibit 2‐11) 
 National Avenue/Greenfield Avenue (Exhibit 2‐12) 
 Miller Park Way/National Avenue (Exhibit 2‐13) 

These intersections have been identified for potential upgrades to improve local road operations under the 
partial closure of the Hawley Road interchange. Each of the intersections would see a modest increase in 
traffic volumes as a result of the access change at Hawley Road. These types of roadway improvements 
would be the responsibility of WisDOT, and more detailed plans would be prepared during subsequent 
design phases of the project. See Section 3.27, Construction, for more information about construction 
mitigation. 
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Signage along the freeway and local streets could also be used to help travelers find neighborhood and 
business destinations. The importance of signage has been mentioned by the City of West Allis if the Hawley 
Road interchange is eliminated. Also, the Menomonee Valley Partners have also stated that signage will be 
very important to direct Valley visitors to St. Paul Avenue if access at 27th Street is consolidated under the 
Off‐alignment alternative. Freeway signage would need to be approved by WisDOT and local wayfinding 
signage would need to be provided by local communities. 

3.28.4.4 Neighborhood Encroachment-Alteration Effects 
The following subsections discuss the project’s potential neighborhood encroachment‐alteration effects. 

No‐build Alternative Neighborhood Effects 
The No‐build alternative would not create the potential for neighborhood encroachment effects beyond 
existing conditions because no property acquisitions would be required, and potential visual impacts 
associated with some of the Modernization Alternatives would not occur. However, the increasing 
congestion on the freeway would continue to raise air pollution emissions, as would stop‐and‐go traffic that 
diverts to local streets to avoid congested freeway conditions. Also, traffic that diverts to local arterials to 
avoid congestion on the freeway would continue to increase over time under the No‐build alternative. 
This affects neighborhood quality of life by creating more conflicts between pedestrians and vehicles and 
diminishing the redevelopment potential of some neighborhood‐oriented businesses. In addition, the 
No‐build alternative would not present the opportunity to construct noise barriers. According to 
Section 3.19, Noise, there is an existing noise impact as well as a noise impact with both Modernization 
Alternatives. Some residential areas to the north and south of the freeway on the east and west segments 
would be eligible for noise barrier construction under the Modernization Alternative. 

Modernization Alternatives Neighborhood Effects 
The west segment of the freeway corridor presents the greatest likelihood for neighborhood encroachment‐
alteration effects due to the combination of neighborhoods located on both the north and south sides of the 
freeway and the proposed features of the Modernization Alternatives for this segment. Neighborhoods 
adjacent to the west segment include Johnsons Woods, Bluemound Heights, and Story Hill. See Exhibit 3‐40 
for neighborhood locations. 

The proposed Modernization Alternatives would have some residential acquisitions and would have a wider 
footprint compared with existing conditions, moving the freeway closer to adjacent neighborhoods. Also, 
depending on the alternative, the freeway would be at a higher elevation compared with existing conditions, 
creating a visual impact. In addition, there is an existing noise impact as well as an anticipated noise impact 
under the Modernization Alternatives, as discussed in Section 3.19, Noise. The following paragraphs discuss 
the different neighborhood effects that may occur as a result of the Modernization Alternatives. 

Encroachment‐alteration effects under the At‐grade alternative on the west segment would be minimized 
along the mainline of the freeway because it has a smaller footprint; it reconstructs the freeway at‐grade; 
and it would have fewer residential relocations in comparison to the Double Deck alternative. However, 
other aspects of this alternative not associated with the mainline could affect neighborhood quality of life. 
Local arterials serving neighborhood areas would experience more traffic under the At‐grade alternative 
because less traffic is expected to divert to the freeway as a result of congestion that may occur along the 
narrow freeway segment through the cemetery. (Section 3.3, Transportation Service, discusses why narrow 
lanes lead to a reduced level of service for traffic.) Also, the At‐grade alternative would either close all I‐94 
interchange ramps at Hawley Road or provide partial access to and from the west. As discussed previously, a 
reduction in access at Hawley Road could diminish economic development potential in West Allis and would 
also make access to some residential areas less convenient. The closure or partial closure of Hawley Road 
interchange would also shift traffic to other local arterials such as 70th Street, 68th Street, Bluemound Road, 
Greenfield Avenue, National Avenue, and Miller Park Way. Many of these roads are already congested 
during peak travel periods, and according to local stakeholders, congestion along these routes diminishes 
neighborhood quality of life. Under the preferred alternative, WisDOT has committed to constructing an 
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extension of Washington Street between 60th and 70th streets in West Allis and improving three local road 
intersections (70th Street/Greenfield Avenue; National Avenue/Greenfield Avenue; Miller Park Way/National 
Avenue). This would minimize economic and traffic impacts, reducing the potential for neighborhood 
encroachment effects. 

The Double Deck alternative on the west segment would have the greatest potential for neighborhood 
encroachment‐alteration effects along the mainline. This alternative would require the acquisition of 10 
residences (mostly on the south side of I‐94 and near the Hawley Road interchange) and would have the 
widest footprint west of the cemeteries. Also, the Double Deck alternative would be at a higher grade 
compared with the existing freeway corridor. The top of the crash barriers of the elevated portion of the 
Double Deck alternative would be as high as 30 feet above adjacent grade for the all up option, and the 
elevated ramps would range from 0 feet to 30 feet (to the top of the crash barriers) above adjacent grade. 
As discussed in Section 3.10, Visual Character/Aesthetics, the Double Deck alternative west of Hawley Road 
would change the visual setting of the surrounding area due to the greater width and taller bridges 
associated with the Double Deck alternative compared to existing I‐94, it would be seen over a greater area 
than existing I‐94. 

The elevated structures associated with the Double Deck alternative and some of the elevated ramps 
associated with the Stadium Interchange have generated the most concern in adjacent neighborhoods, 
particularly the Story Hill neighborhood. This potential effect was discussed by local stakeholders, including a 
letter submitted by the Story Hill Neighborhood Association dated June 4, 2013, which states the height of the 
Double Deck freeway section would have negative effects on the neighborhood character. As discussed in 
Section 3.24, Historical Properties, WisDOT and FHWA have determined that the visual impacts of the all up 
and partially down options for the Double Deck alternative would have a potential Adverse Effect on the Story 
Hill Residential Historic District 2 and 3. 

Some aspects of the Double Deck alternative may benefit primary study area neighborhoods. For example, 
freeway traffic operations under the Double Deck alternative are expected to be better compared with the 
At‐grade alternative because more traffic would be diverted from local arterials to the freeway. Also, the 
Hawley Road interchange would be reconstructed as a full‐access interchange under this alternative. This 
would maintain access to adjacent neighborhoods and business districts and it would not shift traffic to 
other local arterials that already experience congestion during peak travel periods. 

The study team determined that the magnitude of neighborhood encroachment effects would be 
moderated by several factors: The neighborhoods adjacent to the west segment are some of the City of 
Milwaukee’s more stable, middle‐class neighborhoods that have relatively lower poverty rates, higher home 
ownership rates, and fairly stable population figures. The attributes that make these neighborhoods 
desirable places to live—central locations, close proximities to downtown, historic architecture and compact 
walkable neighborhoods—would not be changed by the Modernization Alternatives. In addition, WisDOT 
reduced the footprint of the Stadium Interchange design as part of the preferred alternative, further shifting 
the interchange from residential neighborhoods. 

The only residential area along the east segment is located north of I‐94 between the Stadium Interchange 
and 27th Street. This area is known as the Merrill Park neighborhood, which also includes Hilltoppers and 
Valley Park neighborhoods. The study team determined the potential for indirect neighborhood 
encroachment‐alteration effects is less likely for the east segment due to the land use make up and the 
proposed infrastructure improvements. Interchange access to the neighborhood at 35th Street would remain 
in all directions for both Modernization Alternatives and access to 27th Street would increase under the Off‐
alignment alternative. Only three residential relocations would be required for the east segment for both 
Modernization Alternatives, leaving the larger Merrill Park neighborhood intact. To the east of 32nd Street, 
the freeway alignment would actually shift south, away from the Merrill Park neighborhood under both 
Modernization Alternatives (150 feet to the south for On‐alignment and 400 feet for Off‐alignment). To the 
west of 32nd Street braided ramps that would serve local interchanges at 35th Street and 27th Street would be 
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constructed. The ramps would run along Park Hill Avenue and would replace the existing freeway ramps. 
Some portions of the ramps would be elevated while other portions would be at‐grade. According to Section 
3.10, Visual Character/Aesthetics, the elevated bridges would be consistent with the existing landscape 
because the area already has views of transportation infrastructure. 

Consequences of the Modernization Alternative Neighborhood Encroachment Effects 
As discussed previously, the greatest likelihood for neighborhood encroachment‐alteration effects would 
occur on the west segment of the project corridor and to a lesser extent along the east segment in the 
Merrill Park area. Neighborhood encroachment‐alteration effects could make the neighborhoods adjacent 
to I‐94 more susceptible to urban decline if people begin to move out of the neighborhood. Urban decline is 
often associated with diminished property values, lower homeowner rates, and increases in the occurrence 
of crime. 

The neighborhood encroachment effects would be moderated by the fact that the neighborhoods on the 
west segment are some of the City of Milwaukee’s more stable, middle‐class neighborhoods that have 
relatively lower poverty rates, higher home ownership rates, and fairly stable population figures. On the east 
segment, the city of Milwaukee is already taking steps to revitalize the Merrill Park neighborhood, which is a 
Targeted Investment Neighborhood. Furthermore, the attributes that make the neighborhoods adjacent to 
the freeway desirable places to live such as a central location, close proximity to downtown, historic 
architecture and compact walkable neighborhoods would not be changed by the Modernization 
Alternatives. 

Potential Mitigation Measures for Neighborhood Encroachment Effects 
The Modernization Alternatives would present an opportunity to construct noise barriers that could improve 
the quality of life for residents in closest proximity to the freeway. According to Section 3.19, Noise, there is 
an existing noise impact as well as a noise impact with both Modernization Alternatives. 

The Modernization Alternatives would reduce congestion along the freeway and minimize traffic that diverts 
to local streets. This would improve air quality by reducing idling and stop‐and‐go traffic. Also, it would 
improve safety on local streets by minimizing conflicts between pedestrians and vehicles especially on 
heavily traveled arterial corridors. 

Local governments in the primary study area are already taking measures to improve neighborhood 
environments. For example, the City of Milwaukee has various neighborhood investment and housing 
rehabilitation programs. The city uses a Targeted Investment Neighborhood strategy to concentrate 
available housing resources in targeted areas to improve owner‐occupancy rates and improve affordable 
rental housing. The primary study area has two Targeted Investment Neighborhoods—Burnham‐Layton and 
Merrill Park neighborhoods. Furthermore, the continued presence of neighborhood associations in the 
primary study area would help maintain a stable and cohesive neighborhood environment. 

3.28.4.5 Business Encroachment-Alteration Effects 
The following subsections discuss the project’s potential business encroachment‐alteration effects. 

No‐build Alternative Business Encroachment Effects 
Business encroachment effects under the No‐build alternative would not occur because the freeway would 
not be realigned and the proposed new bridge structure under the Off‐alignment alternative would not be 
built. Also, all access ramps at the Hawley Road interchange would remain in place and the Mitchell 
Boulevard interchange would remain. 

Modernization Alternatives Business Encroachment Effects 
The Off‐alignment alternative on the east segment is likely to result in business encroachment‐alteration 
effects to the south of the freeway in the Menomonee Valley. Under the Off‐alignment alternative, I‐94 
would be rebuilt several hundred feet south of the existing alignment in the area between 27th and 
25th streets to straighten the freeway mainline. 
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As documented at the June 6, 2013, focus group meeting, stakeholders indicated the proposed bridge 
carrying I‐94 over St. Paul Avenue under the Off‐alignment alternative would create a perceived barrier to 
the entrance of the Menomonee Valley and could have a blighting influence on adjacent lands over time 
(similar to other elevated freeway bridges in the Milwaukee area). Realigning of I‐94 could create areas of 
undevelopable land that could attract nuisance activities such as car break‐ins, graffiti, and litter. According 
to Menomonee Valley stakeholders, small pockets of existing remnant parcels next to the freeway between 
27th and 25th streets are already prone to nuisance activities. For these reasons, the study team determined 
the Off‐alignment alternative could hinder the redevelopment potential of the Menomonee Valley, 
particularly parcels along the St. Paul Avenue corridor. According to the Menomonee Valley plan update 
that is under way, the St. Paul Avenue corridor, and the adjacent riverfront properties have been identified 
as one of the next areas on which the city and the Menomonee Valley Partners will focus redevelopment 
efforts. 

In addition, the Off‐alignment alternative would go through or over some potential future redevelopment 
sites such as the former Wisconsin Department of Motor Vehicles site, potentially reducing future 
employment opportunities within the Menomonee Valley. In the Menomonee Valley, the On‐alignment 
alternative would also have some business impacts, although less than the Off‐alignment alternative. 
According to Menomonee Valley stakeholders, the businesses in the area provide job opportunities for 
residents in neighborhoods that are north and south of the Menomonee Valley. As a result, preserving and 
creating job opportunities in the Menomonee Valley is important because it provides jobs in close proximity 
to environmental justice populations that often rely on walking, biking, and transit as ways to get to work. 

As a result of the Off‐alignment alternative, some land used as highway right‐of‐way adjacent to I‐94 may no 
longer be needed for right‐of‐way. WisDOT may declare the land excess right‐of‐way, and the land could be 
redeveloped and converted to a different land use. 

The On‐alignment alternative (preferred alternative) would overall displace more businesses in comparison 
to the Off‐alignment alternative (six for the Off‐alignment and eight for the On‐alignment) along the east 
segment. However, the majority of the business displacements under the On‐alignment alternative would 
be located north of I‐94 around the 27th Street corridor because the 27th Street/St. Paul Avenue intersection 
would need to be expanded to accommodate the exit and entrance ramps that tie in to St. Paul Avenue 
rather than 27th Street. Removing established business from this area may make it more challenging to 
revitalize the 27th Street corridor as envisioned by the City of Milwaukee Near West Area Plan and the 
Avenues West Redevelopment Plan. 

Under the At‐grade alternative on the west segment, the Hawley Road interchange would be closed or only 
partial access would be provided to and from the west. As discussed previously, this would have negative 
effects to existing and planned development along the 60th Street corridor in West Allis such as the 
Renaissance Faire office building. The loss of access in this area could result in businesses moving out of the 
area, which would potentially cause blighting conditions from underutilized or vacant buildings. This effect 
would be minimized by the Washington Street extension that WisDOT intends to construct between 60th 

and 70th Streets as part of the At‐grade alternative with a half interchange at Hawley Road. 

Consequences of the Modernization Alternatives Business Encroachment Effects 
Realigning I‐94 on the east segment under the Off‐alignment alternative could diminish the future 
development potential of the St. Paul Avenue corridor and would eliminate some future redevelopment 
sites in this area. According to Menomonee Valley stakeholders, the businesses in the area provide job 
opportunities for residents in neighborhoods that are north and south of the Menomonee Valley. Preserving 
and creating job opportunities in the Menomonee Valley is important because it provides jobs in close 
proximity to environmental justice populations that more often rely on walking, biking, and transit as ways 
to get to work. In addition, land that would be vacated by the existing freeway alignment in the Menomonee 
Valley may not be developable due to the difficult grade changes in the area and the presence of freeway 
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infrastructure. This could result in vacant land that may attract nuisance activities and make it more 
challenging to redevelop the St. Paul Avenue corridor. 

Business relocation impacts under the On‐alignment alternative to the north of I‐94 may make it more 
challenging to achieve local land use and economic development goals for this corridor. The City of 
Milwaukee and the Avenues West neighborhood have been working to revitalize the 27th Street corridor by 
attracting new businesses, eliminating vacant properties, and reducing the commercial vacancy rate. This 
potential business encroachment effect would be minimized by the fact that the city of Milwaukee’s 
redevelopment efforts for the 27th Street corridor are focused on the area between Clybourn Street and 
Highland Avenue, which is north of the area that would be impacted by business relocations. 

Potential Mitigation Measures for Business Encroachment Effects 
For the 27th Street corridor to the north of I‐94 under the On‐alignment alternative, WisDOT will work with 
displaced businesses and conducts relocations in accordance with the Uniform Relocation Assistance and 
Real Property Acquisition Policies Act of 1970, as amended. If desired by the business and adequate space is 
available, WisDOT could help to relocate businesses nearby or in another location along 27th Street, which 
could help local revitalization goals. The City of Milwaukee could use redevelopment tools such as tax 
increment financing to help assemble parcels in the impacted area and create a more cohesive development 
site for a new business. Ongoing redevelopment efforts undertaken by the City of Milwaukee, the 
Menomonee Valley Partners, and private land owners would continue to strengthen this business district. 

See the proposed mitigation measures discuss under section, Land Use Effects Related to Interchange 
Modifications—Primary Study Area, for potential mitigation measures that could be used to address the 
closure or partial closure of the Hawley Road interchange. 

3.28.4.6 Natural Resource Encroachment-Alteration Effects 
The following subsections discuss the project’s potential natural resource encroachment‐alteration effects. 

No‐build Alternative Natural Resource Encroachment Effects 
Under the No‐build alternative, stormwater would continue to drain off the existing pavement and generally 
enter area waterways and ditches untreated. Water that drains off bridges would fall directly into 
waterways below. Few areas of I‐94 and the local roadway system would have treatment techniques to 
remove suspended solids from stormwater runoff. Less stormwater would drain off I‐94 and the local 
roadway system into the Menomonee River under this alternative compared to the Modernization 
Alternatives, but the level of pollutants would be higher. 

Modernization Alternative Natural Resource Encroachment Effects 
Under the Modernization Alternatives, there would be more stormwater runoff because I‐94 would have more 
pavement area due to an additional travel lane, wider shoulders in some locations, and longer on‐ and 
off‐ramps. As discussed in Section 3.11, Surface Water and Fishery, the increase in impervious area for the I‐94 
East‐West Corridor depends on the alternative and ranges from 11 to 22 percent for the west segment and 67 
percent to 91 percent for the east segment. This could indirectly affect areas downstream from the 
Menomonee River by increasing the volume of stormwater runoff to the river. Several stakeholders stated 
stormwater management and flooding is an important consideration for the primary study area since some 
areas are already susceptible to flooding such as some areas of the Menomonee Valley. 

Consequences of the Modernization Alternative Natural Resource Encroachment Effects 
Increases in stormwater runoff as a result of the Modernization Alternatives could indirectly affect the 
Menomonee River. As discussed in Section 3.11, Surface Water and Fishery, increases in runoff volumes in 
highly developed areas like the primary study area contribute to frequent and more severe flooding 
problems. Additionally, this runoff picks up a variety of pollutants from the surrounding landscape and 
carries it to the stream. Even small storms in highly developed areas can produce dramatic “pulses” of high 
flows and pollutant loads. Because these high flow pulses occur on a more or less regular basis, they can 
lead to stream channel erosion, bank instability, pollutant related toxicity to aquatic organisms and washout 
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of aquatic organisms that live in the stream upon which fish feed. For these reasons, the Milwaukee 
Metropolitan Sewerage District (MMSD) and other stakeholders have stated a concern over increases in 
impervious surface area from the I‐94 East‐West project as it relates to increased stormwater runoff within 
the immediate project area and downstream. 

Potential Mitigation Measures for Natural Resource Encroachment Effects 
WisDOT and FHWA are investigating retention/detention basins to manage stormwater from the 
Modernization Alternatives. The retention/detention ponds would also improve water quality by allowing 
solid pollutants (sand, grit, etc.) to settle out of the water before it flows into storm sewers or streams. Also, 
WisDOT and FHWA are evaluating the use of best management practices to reduce the level of pollutants in 
stormwater runoff and provide an opportunity to bring I‐94 and the local roadway system in compliance 
with Wisconsin’s stormwater management regulations. See Section 3.11, Surface Water and Fishery, for 
more information. 

Induced development within the primary study area could increase impervious areas and create more 
stormwater runoff that increases the risk for flooding and affects water quality. This consequence of 
development would be managed by local stormwater regulations. All communities within the primary study 
area are part of the MMSD service area and are required to follow the MMSD Chapter 13 Surface Water and 
Storm Water Rules to control stormwater runoff and minimize the risk for flooding. MMSD’s rules apply to 
any development that increases impervious surfaces by one‐half acre or more. The rules also apply to 
redevelopment projects that disturb an area larger than 1 acre. 

3.28.4.7 Historic Resources Encroachment-Alteration Effects 
The following subsections discuss the project’s potential historic resource encroachment‐alteration effects. 

No‐build Alternative Historic Resource Encroachment Effects 
Under the No‐build alternative, the freeway would remain in its current configuration and would not 
indirectly affect historic resources. 

Modernization Alternative Historic Resource Encroachment Effects 
The following National Register listed or eligible properties are located within close proximity to the I‐94 
East‐West corridor: 

 Northwestern Branch of the Soldiers’ Home NHL—listed in the National Register 

 Northwestern Branch of the National Home for Disabled Volunteer Soldiers Historic District (Soldiers’ 
Home Historic District)—listed in the National Register 

 Soldiers’ Home Reef NHL—also listed in the National Register 

 Calvary Cemetery—eligible for listing in the National Register 

 Story Hill Residential Historic District 1—eligible for listing in the National Register 

 Story Hill Residential Historic District 2 and 3—eligible for listing in the National Register 

As discussed in Section 3.24, Historic Properties, only a small amount of land (0.20 acre from the Soldiers’ 
Home NHL due to off‐interstate local road improvements) would be acquired from any of the historic 
properties as part of the I‐94 East‐West Corridor project. Nonetheless, the Section 106 process has 
determined that some of the alternatives under consideration would have an Adverse Effect, under Section 
106, on the following historic properties: 

	 The Double Deck alternative would result in an Adverse Effect under Section 106 to the Soldiers’ Home 
NHL and Soldiers’ Home Historic District due to the visual impacts to the setting and feeling of Wood 
National Cemetery and because parts of Zablocki Drive, a contributing element, would be realigned. 
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	 The Double Deck alternative would have a potential Adverse Effect on Calvary Cemetery and Story Hill 
Residential Historic District 2 and 3 due to visual impacts that could diminish the integrity of setting and 
feeling of the properties. 

FHWA, in consultation with the consulting parties, has determined that the At‐grade alternative could be 
designed to have No Adverse Effect on the Soldiers’ Home NHL and Soldiers’ Home Historic District under 36 
CFR 800.5(b) (FHWA 2014). The Programmatic Agreement, which is being created in consultation with the 
consulting parties, will stipulate the appropriate design review process and other steps to be taken to 
ensure that there will be No Adverse Effect on the Soldiers’ Home Historic District and the Soldiers’ Home 
NHL. 

The encroachment impacts to the Soldiers’ Home NHL are not expected to cause substantial indirect effects 
that would lead to disinvestment of the property. Efforts are underway to restore vacant buildings on the 
Soldiers’ Home property for reuse by the veterans’ community and the region in general. The historic 
property would remain intact and the Modernization Alternatives would not alter the functioning of the 
site’s primary use nor would it prohibit the functioning of special events. 

Indirect encroachment‐alteration effects to the Story Hill neighborhood could impact the neighborhood if 
people begin to move out of the neighborhood. However, the study team determined that the magnitude of 
this effect would be moderated by the fact that the Story Hill neighborhood would remain intact. Also, it is a 
stable middle class neighborhood that has a relatively low poverty rate, higher home ownership rate, and 
fairly stable population figures. As discussed previously, the attributes that make this neighborhood a 
desirable place to live such as a central location, close proximity to downtown, historic architecture and 
compact walkable neighborhoods would largely remain intact under the Modernization Alternatives. 

Consequences of the Modernization Alternative Historic Resource Encroachment Effects 
As discussed previously, the Double Deck alternative would have an Adverse Effect on the Soldiers’ Home 
NHL and Soldiers’ Home Historic District, Calvary Cemetery, and Story Hill Residential Historic District 2 and 
3. Since these resources would remain intact, impacts are not expected to have substantial indirect effects 
that would affect the functioning of Calvary Cemetery, the NHL, Historic District, and the Story Hill 
neighborhood. 

As discussed in Section 3.24, under the preferred alternative, there would be No Adverse Effect on historic 
Potential Mitigation Measures for Historic Resource Encroachment Effects 

properties. The Programmatic Agreement being developed for this project is designed to ensure that there 
will be No Adverse Effects on historic properties. To ensure the No Adverse Effect finding, the Programmatic 
Agreement will include minimization measures that include plans for: freeway design review, construction 
staging, Wood National Cemetery wall design, landscaping, and signage. The development of the 
Programmatic Agreement is ongoing, so the items included to minimize harm to historic properties may 
change through the consultation process. 

3.29 Cumulative Effects 

Section 3.29 summarizes the cumulative effects analyses. A more detailed discussion of cumulative effects is 
provided in the I‐94 East‐West Corridor Study Indirect and Cumulative Effects Analysis report (WisDOT 2016) 
located on the CD at the back of the document. A summary of the rationale and background for the land use 
effects in the cumulative effects land use analysis, I‐94 East‐West Corridor Study Indirect and Cumulative 
Land Use Effects – Influencing Factors memo (WisDOT, 2016), is located on the CD at the back of this 
document. 

The Code of Federal Regulations (CFR) Title 40 defines cumulative effects as follows: 

Cumulative effects are the impacts on the environment, which result from the incremental impact of the 
action when added to other past, present, and reasonably foreseeable future actions, regardless of what 
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agency or person undertakes such actions. Cumulative impacts can result from individually minor, but 
collectively significant actions taking place over a period of time (40 CFR § 1508.7). 

The cumulative effects analysis considers the resources that could be affected directly or indirectly by the I‐
94 East‐West Corridor Study alternatives when combined with other actions that potentially affect the same 
resources. Disturbances to resources from highway improvements or land use changes may impact an area’s 
hydrology, habitat quality and species diversity. Impacts may also affect human communities by causing 
changes in traffic patterns, aesthetics, and housing and employment patterns. 

The methodology used to assess cumulative effects for the I‐94 East‐West Corridor Study is based on the 
Council on Environmental Quality’s 11‐step process identified in the handbook titled Considering Cumulative 
Effects under the National Environmental Policy Act (Council on Environmental Quality 1997), and WisDOT’s 
Guidance for Conducting a Cumulative Effects Analysis (WisDOT 2007b). The process’s 11 steps were 
organized into the following three main steps: scoping, describing the affected environment, and 
determining the environmental consequences. Section 3.29.1 describes the cumulative effects scoping 
process and Section 3.29.2 describes the affected environment and environmental consequences for each 
resource. 

3.29.1 Step 1—Scoping Cumulative Effects 
The cumulative effects analysis considers the resources that could be affected directly or indirectly by the 
I‐94 East‐West Corridor Modernization Alternatives when combined with other past, present or reasonably 
foreseeable future actions that potentially affect the same resources or human communities. Based on the 
anticipated direct and indirect project effects, the following resources were reviewed for potential 
cumulative effects within the project corridor: 

 Environmental corridors and stream crossings 
 Surface water quality and quantity 
 Business areas 
 Neighborhoods 
 Municipal tax base 
 Regional land use patterns 
 Air quality 
 Construction impacts 

3.29.1.1 Cumulative Effects Issues 
As discussed in WisDOT and Council on Environmental Quality guidance, the cumulative effects analysis 
should consider resources that may be directly or indirectly affected by the project, focusing on the most 
important cumulative effects issues. To determine the resources that would be evaluated in the cumulative 
effects section, the study team reviewed the direct and indirect effects in Section 3, considered stakeholder 
input described in Section 3.28.1 and considered the demographic, land use, and natural, recreational and 
historic resources information discussed in Section 3.28.2. Table 3‐40 summarizes the resources evaluated 
for cumulative effects and lists the corresponding section in the EIS. 

TABLE 3‐40 
Evaluated Resource Areas and Corresponding EIS Section 

Resource Reference in EIS 

Environmental corridors and stream crossings EIS Section 3.12; Environmental Corridors and Natural Areas 

Surface water quality and quantity EIS Section 3.11; Surface Water and Fishery 

Business areas EIS Section 3.6; Commercial and Industrial Development 

Neighborhoods EIS Section 3.5; Residential Development and Section 3.8; 
Socioeconomic Characteristics 
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TABLE 3‐40 
Evaluated Resource Areas and Corresponding EIS Section 

Resource Reference in EIS 

Municipal tax base EIS Section 3.8; Socioeconomic Characteristics 

Historic properties EIS Section 3.24; Historic Properties 

Regional land use patterns EIS Section 3.28, Indirect Effects; Section 3.29 Cumulative 
Effects 

Air quality* EIS Section 3.20, Air Quality 

Construction impacts EIS Section 3.27; Construction 

* Air quality was included in cumulative effects discussion because air quality concerns have been raised by the public as a resource 
of concern. Based on the air quality analyses completed for the proposed improvements, the I‐94 East‐West corridor project will not 
contribute to any violation of the NAAQS. MSAT emissions will decrease with any of the Modernization Alternatives, and neither 
carbon monoxide nor PM2.5 levels will exceed the air quality standards. 

3.29.1.2 Cumulative Effects Study Area 
The study area for cumulative effects varies depending on the resource being discussed; the study areas for 
the direct and indirect effects of the project also are considered. The resource study areas are based on the 
scale of human communities, watersheds, and airsheds, as these boundaries consider the distance at which 
cumulative effects of past, present, and reasonably foreseeable actions listed in Table 3‐40 could occur. 
Table 3‐41 shows the cumulative effects study area for each evaluated resource 

TABLE 3‐41 
Cumulative Effects Study Area by Resource 

Resource Study Area 

Environmental corridors and stream crossings Milwaukee County 

Surface water quality and quantity Menomonee River watershed within Milwaukee County 

Business areas Milwaukee County 

Neighborhoods Milwaukee County 

Municipal tax base Milwaukee County 

Historic properties Milwaukee County 

Regional land use patterns Milwaukee and Waukesha counties 

Air quality Southeastern Wisconsin region 

Construction Milwaukee County 

3.29.1.3 Timeframe for the Analysis 
One of the goals of scoping is to determine a timeframe for the analysis. The Council on Environmental 
Quality guidance indicates that the analysis timeframe usually does not extend past the timeframe when 
project‐specific effects drop below a level determined to be significant. However, the analysis should also 
consider the project effects timeframe combined with other reasonably foreseeable actions within and 
beyond the project timeframe that could create a significant cumulative effect. 

The timeframe for the analysis assumes a maximum of 20 years after construction, which is 2040. This 
coincides with the design year, but also reflects the availability of data. The benefit of this timeframe is that 
it typically is consistent with the planning horizons used for regional land use and transportation planning 
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purposes. This timeframe is long enough for cumulative effects to unfold, but it is not so far into the future 
that the effects become too difficult for the study team to reasonably anticipate. 

The study team determined sufficient data and plans are available to assess anticipated conditions in 2040. 
The current regional land use and transportation plan time horizons are 2035, which leaves a 5‐year gap. 
However, other resources are available to assess trends beyond the 2035 timeframe. 

3.29.1.4 Identify Past, Present, and Reasonably Foreseeable Future Actions 
Milwaukee County has historically been exposed to development as urbanization pushed westward from the 
core cities along the lakefront. As discussed in Section 3.28.2, the I‐94 East‐West corridor is characterized as 
a fully built out and established urban area. The area also supports numerous regional attractions and 
employment destinations. In general, communities in the near the I‐94 East‐West Corridor are focusing on 
maintaining development and redeveloping underutilized commercial and industrial areas. 

Given the history of development around the project corridor and the ongoing redevelopment of former 
industrial areas, many past, present, and reasonably foreseeable future actions may contribute to 
cumulative impacts within the cumulative effects study areas. Table 3‐42 provides a list of other actions 
that, when considered in combination with the I‐94 East‐West corridor project, may have cumulative effects 
on the environment. 

TABLE 3‐42 
List of Past, Present, and Reasonably Foreseeable Future Actions 

Timeframe Action Location within Study Area 

Historic urban/suburban development Milwaukee and Waukesha counties 

VA Campus and medical center City of Milwaukee 

Miller Park City of Milwaukee 

Original construction of US 45, I‐94, I‐794, and I‐894 Milwaukee and Waukesha counties 

MMSD flood management projects and creek Milwaukee County 
restorations 

Past 
Redevelopment of former industrial areas Milwaukee, West Allis, West Milwaukee, and 

Wauwatosa 

Marquette Interchange Reconstruction City of Milwaukee 

Oak Creek Coal Power Plant expansion Milwaukee County 

MCTS declining service levels Milwaukee and Waukesha counties 

MCTS Express Routes Milwaukee County 

Reconstruction and widening of I‐94 North‐South corridor Milwaukee, Racine, and Kenosha counties 

Zoo Interchange freeway reconstruction and widening Milwaukee County 

I‐794 Lake Interchange ramp modifications and Downtown Milwaukee 
associated local road improvements/modifications 
(Lakefront Gateway transportation elements) 

US 41 Interstate Conversion (I‐41 signing) Milwaukee County 

Present New Milwaukee Bucks NBA Arena Downtown Milwaukee 

Development of the former Park East freeway corridor Downtown Milwaukee 

Milwaukee Streetcar Phase I route Downtown Milwaukee 

Speed limit change from 65 to 70 mph Western Waukesha County 

Menomonee Valley redevelopment City of Milwaukee 

MMSD flood management and fish passage projects Menomonee River watershed 

3‐201 



   

   
                 

           

 

             

               

         

                         

           
 

   

                      
 

           

               

               

         

             

 

                       
 

             

             
     

   

             
 

          

              

         
     

   

                       

                   

                 

 

 

                               
                           
                           

                             
                           
                       

                         
                         

                                 
                             

                           

I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

TABLE 3‐42 
List of Past, Present, and Reasonably Foreseeable Future Actions 

Timeframe Action Location within Study Area 

Historic urban/suburban development Milwaukee and Waukesha counties 

VA Campus and medical center City of Milwaukee 

Miller Park City of Milwaukee 

Original construction of US 45, I‐94, I‐794, and I‐894 Milwaukee and Waukesha counties 

MMSD flood management projects and creek Milwaukee County 
restorations 

Past 
Redevelopment of former industrial areas Milwaukee, West Allis, West Milwaukee, and 

Wauwatosa 

Marquette Interchange Reconstruction City of Milwaukee 

Oak Creek Coal Power Plant expansion Milwaukee County 

MCTS declining service levels Milwaukee and Waukesha counties 

MCTS Express Routes Milwaukee County 

Valley Power Plant conversion City of Milwaukee 

Ongoing redevelopment of former industrial areas Milwaukee, West Allis, West Milwaukee, and 
Wauwatosa 

Ongoing development in Waukesha County Waukesha County 

Freeway reconstruction and potential widening of I‐94 Waukesha County 
through Waukesha County 

Future 
Freeway reconstruction and potential widening of US 
45/I‐41 

Milwaukee, Waukesha, and Washington counties 

MMSD Menomonee River restoration projects Milwaukee County 

Lakefront Gateway developments (residential high‐rise Downtown Milwaukee 
and office buildings) 

Redevelopment of Milwaukee Mile at State Fair Park City of West Allis 

Freeway reconstruction and widening of I‐43 Milwaukee and Ozaukee counties 

Freeway reconstruction and widening of I‐894 Milwaukee County 

3.29.2 Steps 2 and 3—Describe the Affected Environment and Determine the 
Environmental Consequences and Potential Mitigation Measures 

This section describes the resources that could experience cumulative effects as a result of the I‐94 East‐
West Modernization Alternatives and the other past, present and reasonably foreseeable actions listed in 
Table 3‐42. For each resource, the affected environment is summarized first including an established 
baseline condition and the resources’ capacity to withstand stress in relation to regulatory thresholds. Then, 
an evaluation of the environmental consequences is conducted for each resource. This includes examining 
the cause‐and‐effect relationship between human activities and affected resources, and determining the 
magnitude and significance of the cumulative effects. The evaluation also considers avoidance, minimization 
and mitigation measures WisDOT can undertake for the Modernization Alternatives to minimize cumulative 
effects to the greatest practical extent. It also considers other local, state, and federal ordinances and laws 
that can further manage cumulative effects that result from the project’s direct and potential indirect 
effects. The findings of the analysis are summarized by resource in the following sections. 
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3.29.2.1 Environmental Corridors and Stream Crossings 
This section describes the potential cumulative effects to environmental corridors in Milwaukee County. 

Affected Environment 
The Menomonee River, which flows under I‐94, is located in a primary environmental corridor. SEWRPC 
reports the environmental corridors are home to the most important elements of the natural resource base, 
including wetlands, woodlands, prairies, wildlife habitat and streams, as well as historic, recreational, and 
scenic sites throughout the region. Primary environmental corridors are at least 400 acres in size, 2 miles 
long and 200 feet wide. Milwaukee County contains over 9,000 acres of primary environmental corridors, 
which is 5.8 percent of the county. The corridors typically follow stream valleys and surround major lakes 
and flood lands. 

Historically, land development has impacted natural resources throughout Milwaukee County. According to 
SEWRPC, nearly 83 percent of pre‐European‐settlement vegetation in Southeastern Wisconsin had been 
removed by 1990 (SEWRPC 1997). Past development has altered the Menomonee River corridor through 
removal of native vegetation and channelization, which in turn has led to soil erosion, increased stormwater 
runoff and flood flows, and lost wildlife habitat. 

In light of historical and planned development in Milwaukee County, the preservation of this resource base 
is especially important. SEWPRC reports that the preservation of environmental corridors reduces flooding 
and noise pollution; improves water quality; and reduces impacts to the man‐made environment. Therefore, 
local municipalities seek to protect these resources from further encroachment through zoning and 
permitting regulations. In Milwaukee County, the majority of environmental corridors are publicly owned to 
ensure their preservation. 

MMSD is in the process of removing 1,100 feet of a steep concrete bed in the Menomonee River north of 
Wisconsin Avenue and north of the I‐94 study limits. The project will eliminate a barrier to fish and wildlife 
passage. Stream restoration will open up 17 miles of river, plus 20 miles of tributaries, which will allow fish 
to reach the Lepper Dam in Menomonee Falls. The Corps of Engineers is reviewing the feasibility of 
removing the remaining 3,700‐foot section of concrete lining downstream of Wisconsin Avenue and 300 feet 
south of I‐94. Redevelopment activities in the Menomonee Valley have also allowed restoration to occur 
along the riverfront through re‐established natural banks and vegetation. 

Environmental Consequences/Potential Mitigation 
All Modernization Alternatives would maintain the one stream crossing of the Menomonee River; no new 
crossings would be created. The construction of new bridges for the reconstructed Stadium Interchange 
under the Modernization Alternatives would directly impact about 2 acres of environmental corridor along 
the Menomonee River. Design modifications have been made to minimize the impact, but no feasible 
solutions are available to completely avoid the impact. As a result, the project, in combination with past, 
present and reasonably foreseeable future actions may cumulatively affect the Menomonee River 
environmental corridor. 

SEWRPC’s regional land use plan recommends long‐term preservation of environmental corridors by limiting 
development within them to uses that are compatible with conservation such as transportation and utility 
facilities. Also, ongoing MMSD flood management and stream restoration activities would result in a positive 
cumulative effect that supports the environmental corridor functions. Thus, the likelihood of a cumulative 
effect to primary environmental corridors from other development actions would be limited. Other future 
transportation projects, such as the reconstruction of US 45, could potentially have similar impacts to the 
I‐94 East‐West Corridor Modernization Alternatives. Clear‐spanning the Menomonee River can minimize the 
direct impact and cumulative effect of highway development in the environmental corridor. 

Potential temporary effects from construction would be avoided and minimized by using WisDOT’s Standard 
Specifications for Road and Bridge Construction (WisDOT 2012) and complying with Wisconsin’s Trans 401 
regulations that oversee construction‐site erosion control and stormwater management. Local governments 
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would continue to be responsible for regulating through land use policies, zoning, and permitting rules 
development that could affect environmental corridors. 

3.29.2.2 Surface Water Quality and Quantity 
This section describes the potential cumulative effects to surface water quality and quantity within the 
Menomonee River watershed in Milwaukee County. 

Affected Environment 
The I‐94 East‐West corridor is located in the Menomonee River watershed. The watershed has 96 miles of 
rivers and streams, and it drains 136 square miles into Milwaukee, Ozaukee, Washington and Waukesha 
counties. Land cover within the watershed is primarily urban or suburban (52 percent) with substantial 
amounts of agriculture (22 percent) and open water and open space (14 percent) cover. The Menomonee 
River is 33 miles long and is a tributary to the Milwaukee River. The river originates in the Village of 
Germantown and the City of Mequon, and it flows in a southeasterly direction before it meets the 
Milwaukee and Kinnickinnic rivers in the Milwaukee Harbor Estuary. 

Water quality in the watershed has been affected by historic human activities, such as farming practices and 
urban development. Stormwater runoff from farm fields carry suspended solids from soil erosion, nutrients, 
and pesticides to streams. Runoff from urban environments contains suspended solids from eroding stream 
banks and impervious surfaces like parking lots, buildings, streets, and highways. Urban development is also 
the source of water pollutants such as fecal coliform bacteria, salts, and nutrients. As a result of pollutant 
loads in the watershed, the Menomonee River is listed on WDNR “Impaired Waters” list. It also has a Section 
303(d) designation, which means that the water body does not meet federal Clean Water Act standards. The 
pollution types present include fecal coliform, unspecified metals, polychlorinated biphenyls (PCBs), total 
phosphorus, and E. coli. Recreational restrictions are in place due to pathogens, chronic aquatic toxicity, 
contaminated fish tissue, and low dissolved oxygen. 

Sources of pollution are defined as either point or nonpoint sources of pollution. Point sources are 
pollutants that are discharged to surface waters at discrete locations (SEWRPC 2007). Common sources of 
point source pollution include discharges from sewage treatment plants and industrial discharges. Nonpoint 
sources of pollution are discharges of pollutants to the surface waters, which cannot be readily identified as 
point sources of pollution (SEWRPC 2007). Nonpoint sources enter surface waters via stormwater runoff 
from rural and urban land uses. 

Point sources of pollution have been highly regulated for decades through the federal Clean Water Act and 
the National Pollutant Discharge Elimination System. Regulations for nonpoint sources of pollution have 
been enacted more recently. WDNR regulates runoff from nonpoint sources for urban and rural land uses 
through the performance standards for runoff management provided in NR 151 of the Wisconsin 
Administrative Code (WDNR 2013). 

Throughout the Menomonee River watershed, point and nonpoint source pollution has degraded surface 
water quality. Table 3‐43 presents estimated pollution loads for point and nonpoint sources to the 
Menomonee watershed. Given the dispersed nature of nonpoint sources of pollution, it has been difficult to 
control. As a result, nonpoint sources of pollution are the largest contributor of pollutants to the 
Menomonee River watershed. WDNR has identified urban nonpoint pollution as a key water quality concern 
in the Menomonee River watershed. Between 1970 and 2000, urban land use increased from 50.9 percent 
of the watershed to 63.8 percent (WDNR 2010). 
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TABLE 3‐43 
Pollution Loads—Menomonee River Watershed 

Pollution Type Pointa Nonpoint b Estimated Total 

Biochemical oxygen demand 13.6% 86.4% 1,352,690 lb/year 

Total suspended solids 1.5% 98.5% 17,963,790 lb/year 

Fecal coliform bacteria 14.0% 86.0% 16,873 lb/year 

Phosphorus 37.7% 62.3% 53,120 lb/year 

Source: Water Quality Conditions and Sources of Pollution in the Greater Milwaukee Watersheds. Southeastern Wisconsin
 
Regional Planning Commission. Technical Report No. 39.
 
a Includes discharges from sewage treatment plants and separate sanitary sewer overflows and industrial discharges.
 
b Includes urban and rural runoff.
 

The quantity of stormwater runoff is also a concern for Milwaukee County and the Menomonee River 
watershed. According to MMSD, depending on soil conditions, as much as 50 percent of rainfall can be 
absorbed directly into the ground in areas with low levels of development, with only about 10 percent of 
this water running off the land. In contrast, where the land has been extensively developed as in highly 
urbanized areas such as Milwaukee County, very little water is absorbed into the ground. Instead, more than 
half of the water runs off the land and across the hard, impervious surfaces of buildings, streets, highways, 
and parking lots. According to MMSD, low‐flow conditions can be equally as stressful, creating conditions of 
lower flow and higher water temperature extremes during dry periods. This occurs because rainfall sheds off 
the land too quickly in urbanized areas, not allowing rainwater time to replenish the groundwater flow to 
the stream in a slow, sustainable manner. 

The amount of stormwater runoff from highways increases proportionately to the amount of impervious 
surface. Runoff from roadways can increase the amount of water in area streams above normally carried 
capacities. Stormwater that runs off of I‐94 is collected in storm sewers. About half of the storm sewers 
eventually discharge to the Menomonee River. The east end of the project corridor, from roughly 35th Street 
through the eastern project limit is in MMSD’s combined sewer service area. Stormwater collected in this 
area is directed to combined sewers, which flow to the sewage treatment plant, and is treated before 
discharging to Lake Michigan. 

MMSD and its partners have been working to reduce flooding along the Menomonee River. Extensive 
flooding that occurred in Milwaukee County in 1997, 1998 and 2000 caused $96 million of damage to 
homes, businesses, and neighborhoods (MMSD 2006). MMSD completed extensive work at the Milwaukee 
County Grounds to capture and store potential floodwater in one large basin that covers about 65 acres and 
holds 315 million gallons of water. A one‐half‐mile‐long underground tunnel that is 17 feet in diameter 
channels excess water from Underwood Creek into the basin. From there, the water will be slowly released 
into the Menomonee River, reducing the risk of flooding downstream (MMSD 2013). Also, MMSD completed 
the Hart Park project to reduce the risk of flooding in downtown Wauwatosa and downstream in Milwaukee 
along the Menomonee River. 

Environmental Consequence/Potential Mitigation 
Urban activities throughout the watershed in the project area also contribute to flooding events in the area. 
MMSD has stated its concern about the cumulative effect of increased impervious surface area within the 
Menomonee River watershed as it relates to increased stormwater runoff from freeway reconstruction in 
Milwaukee County. As shown in Table 3‐44, and discussed in Section 3.11, Surface Water and Fishery, the 
increase in impervious area for the I‐94 East‐West Corridor depends on the alternative and ranges from 11 
percent to 22 percent for the west segment and 67 percent to 91 percent for the east segment. The increase 
in impervious area would have only a slight change in total impervious area for the Menomonee River 
watershed, increasing the watershed’s impervious area by 0.34 percent to 0.39 percent. The impervious 
area within the Menomonee River watershed also would be increased by the following past, present, and 
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future freeway reconstruction projects: the Marquette Interchange (past,) the Zoo Interchange (current), US 
45 north of the Zoo Interchange project (future) and I‐94 in Waukesha County (future). 

TABLE 3‐44 
Impervious Surface Increase for the Menomonee River Watershed 

Area Element 
No build/ 

Existing Conditions 
Modernization 
Alternatives 

Land area (acres) 87,040 87,040 

Total Menomonee River Impervious surface area (acres) 12,656 12,696 to 12,712 

Watershed Impervious surface percent 14.54% 14.59 to 14.60% 

Impervious surface area percent increase 0% 0.32 to 0.44% 

I‐94 impervious surface area (acres) 80 120 to 136 

I‐94 East‐West Project 
Corridor I‐94 impervious surface percent increase 

0% (West Segment) 11 to 
22% 

(East Segment) 67 to 91% 

Notes: Menomonee River Total = 136 square miles (2010 Water Quality Management Plan Update); percent impervious computed 
based on land use from SEWRPC and TR‐55. 

While runoff volumes would increase under the Modernization Alternatives, the water quality analysis notes 
that the use of best management practices would reduce the level of pollutants in stormwater runoff 
compared with existing conditions and provide the opportunity to bring I‐94 and the local roadway system 
in compliance with Wisconsin’s stormwater management regulations. 

Current and future land development within the Menomonee River watershed could cumulatively impact 
water quality despite any improvements implemented during the reconstruction of the I‐94 East‐West 
corridor and other freeway reconstruction projects. Redevelopment and development activities occurring in 
the watershed, such as ongoing activities in the vicinity of the Watertown Plank/US 45 interchange, increase 
impervious area. Increased impervious area from these developments could increase the likelihood of 
stormwater carrying sediment and other pollutants in streams that are already heavily degraded from 
historic urbanization. 

As discussed in Section 3.11, Surface Water and Fishery Impacts, WisDOT and FHWA are evaluating several 
best management practices to minimize the amount of runoff that enters water bodies, reduces flow 
velocity, and improves the water quality of the runoff. The use of retention/detention basins to manage 
stormwater from the proposed improvement is being evaluated along all sections of the project as the most 
practical and efficient practice. 

Short‐term highway construction impacts to water quality would be avoided or minimized by using WisDOT’s 
Standard Specifications for Road and Bridge Construction (WisDOT 2012) and complying with Trans 401, which 
regulates construction site erosion control and stormwater management for transportation facilities. WisDOT 
would monitor performance of its control measures through its WisDOT‐WDNR cooperative agreement 
(“Memorandum of Understanding on Erosion Control and Stormwater Management”). This memorandum of 
understanding requires WisDOT to implement a stormwater management program for its projects that is 
consistent with Section 402(p) of the Clean Water Act, Chapter 283 of the State Statutes, and NR 216 (WDNR 
2014). WisDOT is required to implement stormwater management measures to remove 40 percent of the total 
suspended solids discharged from their storm sewers after construction. Best management practices required 
under stormwater and non‐point runoff rules are expected to improve water quality as future projects and 
ongoing redevelopment occur. 

As noted above, Trans 401 outlines stormwater management and erosion‐control procedures for WisDOT 
projects. A regional policy is in place to maintain the peak discharge rate at the design‐year storm event, 
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which would be determined by location but is generally the 25‐year or 50‐year storm event. Another 
mitigation measure is construction of buffer areas upstream of waterways and wetlands. Additional 
coordination with WDNR will determine stormwater management measures if the build alternative is 
selected as the preferred alternative. WisDOT would implement best management practices for stormwater 
control and, therefore, would not cumulatively contribute to water quality impacts. 

Compared with the No‐build alternative, implementing best management practices for stormwater control 
under the preferred alternative can mitigate the direct effects of existing and increased stormwater runoff, 
which reduces the cumulative effects of past projects and other reasonably foreseeable future roadway 
projects. These measures, which would include stormwater retention, focus on stormwater quality, but have 
a secondary benefit of managing stormwater volume. 

WDNR and local governments are responsible for monitoring the performance of stormwater management 
measures and making corrective actions for non‐WisDOT projects. To mitigate the impact of non‐point 
source runoff, NR 151 sets forth performance standards for stormwater quality‐control measures. 
For example, 80 percent of the total suspended solids from site runoff must be removed on new 
construction sites 1 acre or larger. After construction, permanent measures must be in place to continue 
removing 80 percent of total suspended solids in stormwater runoff from the site. 

3.29.2.3 Businesses 
This section describes the potential cumulative effects to businesses within Milwaukee County. 

Affected Environment 
Milwaukee County contains the largest number of jobs compared with the other counties in the region.
 
It has historically been the economic hub in Wisconsin, providing the region with a source of high‐paying
 
management and professional jobs in downtown as well as a supply of service and manufacturing jobs.
 
With the exception of the 2000s, Milwaukee County has experienced a net gain of employment each decade
 
going back to at least the 1950s. Declines in employment during the 2000s were associated with the national
 
economic recession of the late 2000s. During this time, the region lost 2.7 percent of its employment.
 
The majority of the job losses occurred in Milwaukee County, where employment declined by 42,900.
 

The communities within the primary study area have been redeveloping former industrial areas over the
 
past two decades to rebuild their economic bases. As a result, some areas within the primary study area
 
such as West Allis and West Milwaukee have experienced growth in employment. Part of the economic
 
vitality of the primary study area is due to its access to I‐94 and the presence of a large population base and
 
workforce.
 

Environmental Consequences/Potential Mitigation 
The Modernization Alternatives would displace between 7 and 10 businesses. The preferred alternative 
would displace 10 active businesses. This direct project impact when combined with other past, present and 
future freeway reconstruction projects could cumulatively affect businesses within Milwaukee County. 
Between 19 and 21 businesses would be impacted by Southeastern Wisconsin freeway reconstruction 
projects in Milwaukee County that have been completed, are under construction, or are in the planning 
phase. Additional businesses are likely to be relocated in Milwaukee County as the remaining segments of 
the freeway network are reconstructed along I‐894, US 45, I‐43, and I‐94 in the future. This is particularly 
true for the City of Milwaukee, which has multiple freeway corridors within its boundaries and had 
substantial loss of businesses from the original construction of the freeway system. Maintaining jobs in 
Milwaukee County is especially important for environmental justice populations, which are often dependent 
on transit because most areas of the county are accessible by transit. 

The business impacts are not expected to have a substantial cumulative effect on the Milwaukee County 
economy. The business impacts make up a very small portion of the 20,015 business establishments that are 
located in Milwaukee County as of 2010 (U.S. Census Bureau 2014). Also, the business displacements are 
expected to be offset by business development in other nearby areas. As discussed in Section 3.28.4, the 

3‐207 



   

                           
                           

                               
                         

                             
                               

                               
                             

                    

 
                        

   
                       

                         
        

                                   
                             

                               
                                 

                               
              

                                       
                           

                                         
                         

                               
                                   

          

                                 
                                 

                           
                               

                               
                                     

                           
                                 

                             
   

                                 
                             

                             
                                 
                                   

                             
                                 
                               

                           

I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

Modernization Alternatives (with the exception of the potential removal of the Hawley Road interchange 
under the At‐grade alternative) are expected to have the indirect effect of facilitating planned 
redevelopment within the primary study area. This conclusion is supported by a recent TRB report that 
reviewed 100 transportation case studies (Strategic Highway Research Program 2012). The research found 
that highway projects could cause localized negative job impacts if property‐takings are required, but in 
almost all the case studies, these impacts were offset by new economic activity that occurred somewhere 
else nearby. In addition, space is available to which businesses can be relocated within Milwaukee County. 
WisDOT’s acquisition and relocation program would facilitate relocation assistance and it is likely that many 
of the displaced businesses would be relocated within Milwaukee County. 

3.29.2.4 Neighborhoods 
This section describes the potential cumulative effects to neighborhoods within Milwaukee County. 

Affected Environment 
Historically, many transportation options have been developed within Milwaukee County, including city 
streets. The faster moving interurban routes operated along dedicated rights‐of‐way, which were somewhat 
more intrusive to neighborhoods. 

One example of such an interurban route within the study area is a line that operated from downtown 
Milwaukee and extended west between Clybourn Street and the former Milwaukee Road railroad line, past 
the north side of the former Milwaukee Road’s Menomonee Valley Shops, adjacent to the 35th Street 
Viaduct, and continued west between the VA complex and the Calvary Cemetery, west of Hawley Road. The 
route turned south at about 100th Street, turned west between Greenfield Avenue and Lincoln Avenue, and 
continued west to Waukesha, Oconomowoc, and Watertown. 

The portion of the interurban line that ran along the north side of the Menomonee Valley had little effect on 
neighborhood connectivity because the industrial area that developed in the valley to the west/southwest 
of downtown largely separated the north side of the city from the south side of the city. To the west of 
Hawley Road, the right‐of‐way for the interurban line bisected residential neighborhoods, but historical 
aerial photography indicates that local street connectivity in this area was maintained. Some of the former 
interurban right‐of‐way is still present on the north side of I‐94 (west of Hawley Road) and is currently right‐
of‐way for ATC power lines. 

Construction of the first I‐94 East‐West freeway segment began in the March 1952 and ended in January 
1962. It included I‐94 between 13th and 68th Streets and the Stadium Freeway (US 41/Miller Park Way) 
between Wisconsin and National Avenues. In contrast to the interurban line, the east‐west freeway 
disconnected several local roads along the west segment of the I‐94 freeway west of Hawley Road. 
Following construction of I‐94, four out of the nine streets that originally connected Fairview Avenue north 
of I‐94 and Dixon Street to the south, remained: Hawley Road; 64th Street, 68th Street, and 70th Street. The 
east‐west freeway construction resulted in a split of north/south neighborhoods west of Hawley Road, 
which is still present today. In the east segment, the original I‐94 freeway construction did not split 
neighborhoods, since this area was already separated from the industrial land uses associated with the 
Menomonee Valley. 

While the original construction of I‐94 resulted in the relocation of some homes and businesses, it also 
provided many benefits to those living along what would become the I‐94 East‐West Corridor. The 
construction of I‐94 improved safety and congestion on local roadways by removing through traffic from 
local roads and placing it on a higher‐capacity freeway better equipped to handle the larger volume of 
traffic. The construction of I‐94 also afforded local residents access to I‐94 to allow for more efficient and 
convenient travel to destinations outside of the local community and more efficient and convenient access 
to the local community and businesses from locations further away. Many of these benefits are similar to 
the Purpose and Need of the current I‐94 East‐West Corridor study, such as improving safety, decreasing 
crashes, and accommodating existing and future traffic volumes at an acceptable level of service. 
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Today, well‐established residential neighborhoods can be found throughout the study area in the cities of 
Milwaukee, Wauwatosa, and West Allis, and the Village of West Milwaukee. Maintaining infrastructure is 
important to a community’s quality of life. Highways and other transportation infrastructure generally 
provide reliable access to employment and cultural centers and improve mobility of people and goods— 
both of which encourage continued investment throughout the community and within neighborhoods. 

Conversely, infrastructure in and adjacent to neighborhoods, particularly neighborhoods that have been 
impacted by past infrastructure development, can cause direct and proximity impacts such as right‐of‐way 
acquisition, displacements, and increased air, noise, and visual impacts. The combination of these impacts 
can negatively impact quality of life. Neighborhoods close to large infrastructure become more vulnerable to 
these impacts as the infrastructure expands. 

Environmental Consequences/Potential Mitigation 
The I‐94 East‐West Corridor project would displace between seven and 13 residences, depending on the 
Modernization Alternative. The preferred alternative would displace eight residences. This direct project 
impact, when combined with other past, present and future freeway reconstruction projects, could 
cumulatively affect neighborhoods within Milwaukee County. Between 41 and 47 residences would be 
impacted by Southeastern Wisconsin freeway reconstruction projects in Milwaukee County that have been 
completed, are under construction, or are in the planning phase. Additional residences are likely to be 
displaced in Milwaukee County as the remaining segments of the freeway network are reconstructed along 
I‐894, US 45, I‐43 and I‐94 in the future. This is particularly true for the City of Milwaukee, which has 
multiple freeway corridors within its boundaries and had substantial loss of residences from the original 
construction of the freeway system. 

The anticipated impact is not substantial compared with the overall population in Milwaukee. However, 
there is a potential cumulative impact to Milwaukee neighborhoods where past and future freeway 
construction has and could occur. The City of Milwaukee is particularly concerned about the future 
reconstruction of the Southeastern Wisconsin freeway system, noting the vulnerability of neighborhoods 
that are subjected to the cumulative adverse impacts of expanding highways. 

WisDOT has developed design modifications that avoid and minimize relocations to the extent possible. Other 
project features can also minimize the potential cumulative effect of the build alternatives. Noise barriers are 
feasible and reasonable in up to six locations) five if no noise barrier on bridges) along the project corridor. 
Traffic currently using local streets to avoid freeway congestion would also divert back to I‐94, potentially 
reducing congestion on local streets and improving air quality. Improved traffic operations reduce emissions, 
which benefits air quality. Additionally, as noted in Section 3.5.3, per the Uniform Act, WisDOT will provide 
relocation assistance, including providing money for acquisition price, replacement dwelling costs, moving 
expenses, increased rental or mortgage payments, closing costs, and other relocation costs. 

3.29.2.5 Municipal Tax Base 
This section describes the potential cumulative effects to municipal tax bases within Milwaukee County. 

Affected Environment 
Local taxes are used for many basic services by local governments including garbage collection, police and 
fire protection, local road construction and maintenance, public facilities, and other services. Local 
government tax revenues in Wisconsin have become more challenging in recent years as new development 
slowed due to the economic recession of the late 2000s, state aid for local governments has declined, and 
strict levy limits have been created that cap the amount of money local governments can raise through 
property taxes. According to the Wisconsin Department of Revenue Town, Village, and City Taxes report, the 
full value of taxable property in Milwaukee County was $58.3 billion in 2014. The total municipal taxes 
collected for Milwaukee County was $425.5 million in 2014. This figure is for village and city tax collections 
only. It does not include county or school district taxes. The City of Milwaukee’s full value of taxable 
property was $26.1 billion in 2014 and its total municipal tax collected was $ 248.2 million. 
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Environmental Consequences/Potential Mitigation 
The Modernization Alternatives for the I‐94 East‐West corridor project could cumulatively affect local 
government tax bases in Milwaukee County when combined with past, present, and future freeway 
reconstruction projects. 

According to EIS documents, tax‐base impacts have occurred in municipalities that are adjacent to freeways 
that have been reconstructed or are in the planning phases for reconstruction. This includes a loss of the 
following municipal tax revenues: $70,314 for the I‐94 North‐South corridor, $76,990 for the Zoo 
Interchange, $59,100 to $63,200for I‐94 East‐West corridor and $237,700 for I‐43 North‐South corridor. 
Property tax‐base impacts were not calculated for the Marquette Interchange. 

The tax revenue losses are small in comparison to the total annual property taxes collected that were 
discussed previously. However, a loss of tax base can affect a community’s ability to provide municipal 
services. This is particularly true for the City of Milwaukee that has multiple freeway corridors within its 
boundaries and had substantial tax base loss from the original construction of the freeway system. Also, 
additional municipal property tax base in Milwaukee County is likely to be impacted as the remaining 
segments of the freeway network are reconstructed along I‐894, US 45, I‐43, and I‐94 in the future. 

Of properties affected by right‐of‐way acquisition for the I‐94 East‐West project, about 80 percent of the 
properties are non‐taxable parcels, which minimize the impact to the municipal tax base. Maintaining safety, 
access, and traffic operations can help support existing and planned commercial development in the area, 
which in turn helps maintain the municipal tax base. 

3.29.2.6 Historic Properties 
Affected Environment 
The study area is densely developed and includes a wide array of historic properties. Historic properties 
include buildings, structures, sites, objects, and districts. WisDOT surveyed properties to identify historically 
significant resources within the study area corridor for the I‐94 East‐West Corridor project. WisDOT has 
identified the following historic properties, which are further described in the EIS: 

 Northwestern Branch of the National Home for Disabled Volunteer Soldiers National Historic Landmark 
(or Soldiers’ Home NHL) 

 Northwestern Branch of the National Home for Disabled Volunteer Soldiers Historic District (or Soldiers’ 
Home Historic District) 

 Soldiers’ Home Reef NHL 

 Calvary Cemetery, eligible for listing on the National Register 

 Story Hill Residential Historic District 1, eligible for listing on the National Register 

 Story Hill Residential Historic District 2 and 3, eligible for listing on the National Register 

 Paradise Theater, eligible for listing on the National Register 

Section 106 of the National Historic Preservation Act requires federal agencies (in this case FHWA) to consult 
with SHPO and consulting parties on the effects of proposed projects on historic properties. A similar state law, 
the Wisconsin Historic Preservation Act requires similar consulting requirements for state‐funded projects. 

Federally funded US Department of Transportation projects are also subject to Section 4(f) of the 
Department of Transportation Act. This law requires that projects can use land from historic resources only 
if there is no prudent and feasible alternative to using the land, and measures to minimize harm are 
included in the project. 

Environmental Consequences/Potential Mitigation 
Ongoing development and redevelopment and lack of investment to maintain historic properties within the 
communities adjacent to the freeway could potentially affect historic properties through demolition or 

3‐210 



 

   

                             
                                         
                                 

                               
                             

                           
                               
                         

     

                           
                                   

                             
                                   

                           
                               
                       

                                 
                                   

                                   
    

 
                             

                           
                             
                                     

  

                           
                               

                                     
                             

                                   
        

                             
                           
                             

                               
                           

                                       
                                 

                                 
                             
                             

                                   
                         

                

                         
                           
                       

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

alterations that affect the property’s historic integrity. Both federal and state laws help protect properties 
that are NHLs, or are eligible for or listed in the National Register (all NHLs are listed in the National Register). 
These laws require sponsors of state and federally funded projects to consult with the SHPO; however, these 
laws do not always apply to privately initiated actions that could affect historic resources where neither 
federal nor state permits/approvals are required. In addition to listed state and federal historic properties, 
local governments take measures to protect properties that are historically significant to their communities. 
To help avoid and minimize impacts to locally designated historic properties, the cities of Milwaukee, West 
Allis and Wauwatosa have historic preservation commissions to review plans and make recommendations 
before local approval. 

FHWA has determined through the Section 106 process that the At‐grade alternative (preferred alternative) 
could be designed to have No Adverse Effect on the Soldiers’ Home NHL and Historic District. The project’s 
Programmatic Agreement stipulates the appropriate design review process and other steps to be taken to 
ensure there will be No Adverse Effect on the Soldiers’ Home Historic District and the Soldiers’ Home NHL. 
Additionally, FHWA determined through the Section 106 process that the At‐grade alternative would have 
No Adverse Effect on the Soldiers’ Home Reef NHL, Calvary Cemetery, Story Hill Residential Historic District 
1, Story Hill Residential Historic District 2 and 3, and Paradise Theater. 

FHWA has also determined through the Section 106 process that the Double Deck alternative would have an 
Adverse Effect on the Soldiers’ Home NHL and Historic District, and a potential Adverse Effect on Story Hill 
Residential Historic District 2 and 3 and Calvary Cemetery. The Double Deck alternative is not part of the 
preferred alternative. 

3.29.2.7 Regional Land Use Patterns 
The evaluation of cumulative effects on regional land use patterns considered the recommendations for the 
regional freeway system in Southeastern Wisconsin and the status of its implementation in combination 
with the proposed Modernization Alternatives for the I‐94 East‐West corridor and the other past, present 
and future actions in Table 3‐42 to fully assess the potential cumulative effect to regional land uses and its 
consequences. 

The 2035 regional transportation plan recommends widening 127 miles of the 270‐mile regional freeway 
system in Southeastern Wisconsin (SEWRPC 2006a). This includes adding travel lanes to I‐94, I‐43, I‐894, and 
US 45 in Milwaukee County, and adding travel lanes to I‐94 in Waukesha County. Eight lanes (four in each 
direction) are recommended for the I‐94 corridor between downtown Milwaukee and WIS 16 in Waukesha 
County, which would add one new travel lane in each direction. The remainder of I‐94 in Waukesha County 
would have six lanes. 

To date, WisDOT has finished reconstructing the Marquette Interchange in downtown Milwaukee, and it has 
completed the Milwaukee County portion of the I‐94 North‐South corridor known as the Mitchell 
Interchange. WisDOT continues to complete reconstruction plans for I‐94 in Racine and Kenosha counties as 
part of the I‐94 North‐South project. Those improvements are expected to be completed by 2021. Most 
recently, WisDOT initiated the construction of the Zoo Interchange project in Milwaukee County, which 
allows for the addition of new travel lanes if needed in the future. In addition to the I‐94 East‐West Corridor 
study, WisDOT completed the EIS in 2014 for the I‐43 North‐South corridor between Silver Spring Drive in 
Milwaukee County and WIS 60 in Ozaukee County. Construction is not yet scheduled for the I‐94 East‐West 
and I‐43 North‐South corridors, but if funding is approved, construction could occur around 2020. WisDOT 
has not yet initiated studies for several freeway segments in Milwaukee and Waukesha counties and 
construction has not been scheduled for these remaining segments. If funding is obtained, it is likely that the 
reconstruction of the remaining freeway segments in Milwaukee and Waukesha counties would be 
implemented within the 2040 timeframe of this analysis. 

Other non‐transportation actions that affect regional land use patterns include past suburban development 
in Waukesha County, ongoing and future infill development and redevelopment within the urbanized areas 
of Waukesha County, ongoing and future development of low‐density subdivisions within the non‐
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urbanized/non‐sewered portions of Waukesha County that is not consistent with the SEWRPC 2035 regional 
land use plan. Also, several redevelopment projects are occurring or are in the planning phase in Milwaukee 
County. (See Section 3.28.2 for more information about land use and development patterns.) 

Affected Environment 
To understand regional land use patterns, it is important to first understand the historic growth patterns of 
metropolitan areas in the United States and the Milwaukee metropolitan area. The physical layout of U.S. 
cities during the first half of the 20th century was compact and focused around a central business district 
that contained a mixture of uses. Neighborhoods tended to be built on a street grid and small shops and 
businesses were often located along a main street district within walking distance to homes. Lands that 
were closest to the central business district often were the most valuable because they had the greatest 
accessibility to employment, transportation, and goods and services. 

During the second half of the 20th century, after World War II, land development patterns changed 
dramatically as development spread to more outlying areas and people and businesses moved farther from 
the central business district. Residential, commercial, and industrial land uses were separated and the street 
grid was replaced with an arterial roadway system. Driving became essential for most trips. This change is 
attributable to multiple factors, including rising income levels, the expansion of the automobile industry in 
the United States, the implementation of the federal Interstate Highway System, federal housing policies 
that encouraged homeownership, and local zoning ordinances. These land use pattern changes also 
occurred during a time period when the United States was undergoing great economic growth and large 
population increases due to the post‐WWII baby boom phenomenon. The result has been metropolitan 
areas characterized by multiple clusters of development dispersed throughout a region instead of one 
central business district (USEPA 2013). 

The story has been similar for the Southeastern Wisconsin region. According to SEWRPC, “over the 100‐year 
period from 1850 to 1950, urban development in the region occurred in a pattern resembling concentric 
rings around existing urban centers, resulting in a relatively compact regional settlement pattern. After 
1950, there was a significant change in the pattern and rate of urban development in the region. While 
substantial amounts of development continued to occur adjacent to established urban centers, considerable 
development also occurred in isolated enclaves in outlying areas of the region” (SEWRPC 2006b). The 
population density of the urban portion of the Southeastern Wisconsin region decreased significantly, from 
10,700 persons per square mile in 1940 to about 5,100 in 1970; 3,900 in 1980; 3,500 in 1990; and 3,300 in 
2000 (SEWRPC 2006b). 

As the original construction of the Interstate system greatly improved accessibility to outlying areas and as a 
growing population and market forces attracted people to suburban locations, the value of central 
downtown locations diminished and disinvestment pursued (Boarnet and Haughwout 2000). Low‐income 
and minority residents became concentrated in central city locations as people with economic means moved 
to suburban locations. Also, as jobs decentralized, it became increasingly difficult for transit‐dependent, low‐
skilled workers to obtain employment in areas of the region not served by public transportation. 

A substantial concentration of minority populations is located in the City of Milwaukee’s near‐north, 
northwest and near south‐side neighborhoods. The region’s highest rates of poverty are located within the 
City of Milwaukee, especially north of I‐94 and east of US 41. Areas of the city’s south side also had high 
rates of poverty to the south of I‐94 and east of 27th Street. In Waukesha County, the only substantial 
concentration of minority and low‐income individual is in the central portion of the City of Waukesha. The 
remainder of the county has low poverty rates and low percentages of minority populations. 

Environmental Consequences 
The changes in the regional land use pattern discussed previously have not only impacted natural resources, 
but have also had social and economic implications for portions of the population. The primary concern 
raised by local stakeholders is that adding new travel lanes to the freeway system in Milwaukee and 
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Waukesha counties could continue to facilitate low‐density development patterns in Waukesha County and 
increase the number of jobs that are not accessible by transit. 

As discussed in Section 3.28.4, MCTS provides good coverage to employment centers within Milwaukee 
County, but access to employment centers outside of Milwaukee County is limited for those who do not 
have a vehicle due to the lack of transit routes that cross the Milwaukee County line, unreasonable travel 
times (greater than 90 minutes), or transit schedules that are not coordinated with reverse commuting and 
worker shifts. 

Several research studies have documented the concerns surrounding transit access and workers in the 
Milwaukee area. A 2004 report titled “Transportation Equity and Access to Jobs in Metropolitan Milwaukee” 
identified a “spatial mismatch” between Milwaukee metropolitan’s affordable housing supply in the City of 
Milwaukee and the availability of low‐skilled jobs in adjacent suburban areas (University of Wisconsin– 
Milwaukee 2004). The report’s research found that while 81 percent of families living below the poverty line 
are located in the City of Milwaukee, only 30 percent of businesses with strong hiring projections for entry‐
level workers are located in Milwaukee, and the remaining 70 percent are in the suburbs (University of 
Wisconsin–Milwaukee 2004). 

More recently, the Public Policy Forum published a related report called Getting to Work: Opportunities and 
Obstacles to Improving Transit Service to Suburban Milwaukee Job Hubs (Public Policy Forum 2013). 
The report examines the challenges associated with accessibility to the major employment centers 
(a concentration of at least 10,000 jobs) in Milwaukee, Waukesha, Washington, and Ozaukee counties for 
workers in Milwaukee who do not have access to a vehicle for work trips. The report found that of the 
29 job centers located within these counties, 15 have relatively high levels of public transit access 
(Milwaukee County), 4 are completely inaccessible by transit (Washington and Waukesha counties) and 10 
are served by transit on a limited basis (all 4 counties). 

Additionally, the SEWRPC 2035 regional housing plan found that 17 percent of households in the City of 
Milwaukee did not have access to a car in 2005‐2009 and only 41 percent of employers (with 500 or more 
employees) in the region are accessible by local or rapid transit service (SEWRPC 2013). As a result, 
households in the City of Milwaukee that lack access to a car are not able to access the majority of 
employment centers in Waukesha County and the region. 

The spatial mismatch is a complex issue, and it is complicated by the lack of workforce housing outside 
Milwaukee County. The SEWRPC 2035 regional housing plan analyzed the ratio of available jobs and housing 
in the region to determine if communities with a substantial amount of existing and/or planned 
employment also have existing or planned workforce housing (SEWRPC 2013). The SEWRPC analysis found a 
current and projected jobs/housing imbalance for many of Milwaukee’s suburban communities. 
Municipalities such as Brookfield, New Berlin, Muskego, and others were found to have a lower‐cost 
job/housing imbalance and a moderate‐cost job/housing imbalance. This means that these communities 
have both a higher percentage of lower‐wage jobs than lower‐cost housing and they have a higher 
percentage of moderate‐wage jobs than moderate‐cost housing. According to SEWRPC, a moderate‐cost 
imbalance is the most common type of current and projected job/housing imbalance in the region and also 
tends to occur in suburban communities. 

Local transit funding is another important factor affecting the ability of local transit services to provide 
access to suburban job locations. MCTS has four primary sources of revenue for its operations. In 2014, 
passenger fares accounted for 35 percent, the State of Wisconsin provided 43 percent, the federal 
government provided 11 percent, and Milwaukee County property taxes contributed about 11 percent to 
operating revenues (MCTS 2014). As discussed in the Public Policy Forum report, Milwaukee County’s Transit 
Crisis, public funding sources have not kept pace with growth in transit operating costs (Henken, Horton, 
and Schmidt 2008). The local share of funding public transit is largely provided by property taxes, which 
have to compete annually with funding for mandated services and projects. Increasingly, due to the 
constraints in property tax‐based funding and shortfalls and fluctuations in federal and state funding, MCTS 
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has found it difficult to provide funding to maintain current service levels and address transit needs beyond 
the county border. To address its fiscal challenges, MCTS has reduced transit service levels, resulting in a 22 
percent decline in total annual bus miles between 2000 and 2012 (Public Policy Forum 2013). While service 
reductions have mostly involved reduced trip frequencies and shorter hours of service, several bus routes 
that once connected Milwaukee County residents with suburban job centers have been eliminated (Public 
Policy Forum 2013). 

Funding for transit is further complicated by the fact that state statutes limit WisDOT’s ability to provide 
capital funding for transit outside traffic mitigation measures during construction projects. As stated in 
Section 85.062(2), Wisconsin Statutes, “No major transit capital improvement project may be constructed 
using any state transportation revenues unless the major transit capital improvement project is specifically 
enumerated under subsection (3).” In 2010, capital project revenue sources for MCTS were primarily funded 
by federal sources (80 percent) and from Milwaukee County (20 percent) (Gulotta‐Connelly 2010). 

Magnitude and Significance of Cumulative Effect 

While the original construction of I‐94 in Milwaukee and Waukesha counties in combination with post 1950s 
historic development patterns played a large cumulative role in the decentralization of development and 
jobs in the past, the study team has determined the subsequent improvements and widening to I‐94 in 
Milwaukee and Waukesha counties would have a much smaller cumulative effect on regional land use 
patterns and redistribution of population and employment between Milwaukee and Waukesha counties. 
(National Cooperative Highway Research Program 2002) (Boarnet and Haughwout 2000). 

As discussed in Section 3.28.4, the land use patterns in Milwaukee and Waukesha counties have developed 
around a mature transportation system that already has a great deal of transportation accessibility. 
Research shows that the extent of land use effects is influenced by the maturity of the regional 
transportation system; and greater effects are associated with new roads compared with existing roads that 
are expanded (National Cooperative Highway Research Program 2002) (Boarnet and Haughwout 2000). 
Because so much development has occurred, it is difficult to distinguish the role of the freeway from other 
factors that influence development. Several stakeholders that participated in outreach for the ICE analysis 
stated they believe the location of one’s workplace, school districts and housing style choices are the 
primary driving forces behind the residential location decisions within the region. Also, many stakeholders 
could not distinguish any substantial differences in land use and development patterns when asked to 
consider the I‐94 East‐West corridor project in combination with the reconstruction and widening of the 
entire freeway system in Milwaukee and Waukesha counties. 

Plus, the suburban areas in Waukesha County closest to the project corridor including Brookfield and the 
urbanized areas of New Berlin and Menomonee Falls are largely built out and development has already 
spread as far west as Oconomowoc. This was confirmed at an interview with the Waukesha County planning 
manager who stated development has spread throughout the county and that adding new lanes to I‐94 
would not change these already established land use patterns in Waukesha County. Also, local real estate 
professionals and many stakeholders at the June 6, 2013 focus group meeting did not think adding capacity 
to I‐94 in Milwaukee and Waukesha counties would have much effect on existing land use and development 
patterns. Instead, they stated that adding capacity to I‐94 was important to the continued development and 
redevelopment of business areas in Milwaukee County, because congestion makes it more difficult for 
Milwaukee County business districts (including downtown) to compete with other locations in the region 
that have less congestion. 

Furthermore, development in the non‐urbanized areas of western Waukesha County is limited by a lack of 
sewer and water services, large environmental corridors that are preserved by local zoning and local zoning 
ordinances that permit low‐density development. Most importantly, the development potential of western 
Waukesha County is limited because it is farther from the existing concentrations of population and labor. 
This was confirmed by an interview with a local real estate developer who stated locations in western 
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Waukesha County such as Oconomowoc are less desirable for commercial and industrial development 
because they are farther from the population base and available workforce. 

Population and employment trends show that the redistribution of population and employment between 
Milwaukee and Waukesha counties has slowed in recent decades and Milwaukee County has been gaining 
population. In addition, many communities and neighborhoods along the I‐94 project corridor have been 
redeveloping former industrial areas and focusing on neighborhood revitalization. This has increased the 
availability of jobs that are accessible via transit, walking, or biking, which is important for environmental 
justice populations in Milwaukee County. In addition, redevelopment in Milwaukee County has made some 
older urban neighborhoods more attractive to residents who prefer walkable neighborhoods, historic 
architecture, and other recreational and cultural amenities offered by these communities. Infill development 
has helped maintain the viability of these existing urbanized areas, which has helped to minimize 
development that may have otherwise occurred in Waukesha County or other parts of the region. 

In 2014, SEWRPC completed Report No. 215, Review and Update of the Year 2035 Regional Transportation 
Plan. The report contains a review and update of the 2035 regional transportation plan and includes an 
assessment of the plan’s implementation status. The update found that implementation of the 2035 
regional transportation plan is lagging for all transportation components, including bicycle accommodations, 
roadways, and transit. Since the plan was originally adopted in 2006, only 13 percent of the arterial street 
and highway system capacity improvements have been implemented, and fixed route bus service has been 
reduced by 7 percent. According to SEWRPC, the lag in plan implementation is a result of significantly 
constrained transportation funding from the elimination of motor fuel tax indexing and the failure of RTA 
legislation (SEWRPC 2014a). 

Given the funding situation, the 2014 plan update identified a fiscally‐constrained year 2035 regional 
transportation plan, which includes the elements of the 2035 plan that likely can be achieved within existing 
and reasonably expected available revenues. According to SEWRPC, the effect on the highway system 
element is a delay in capital projects being implemented and the effect on the transit element is a lack of 
transit improvement and expansion identified in the 2035 plan, reductions in current transit service, and 
increases in transit fares above the rate of inflation (SEWRPC 2014a). 

Appendix B of the SEWRPC report evaluates the impacts and benefits of the fiscally constrained 2035 
regional transportation plan on minority and low‐income populations in southeastern Wisconsin. The 
analysis found that because the segments of freeway proposed to be widened under the 2035 fiscally 
constrained plan would directly serve areas of minority and low‐income populations, these populations 
would benefit from the expected improvement in arterial street and highway accessibility to employment 
associated with the proposed freeway widening. According to the SEWRPC report, this is based on the fact 
that 45 percent of the trips that use I‐94 between 16th Street and 70th Street are from areas with a minority 
or low‐income population greater than the regional average (SEWRPC 2014a). 

For Appendix B, SEWRPC compared the 2035 fiscally constrained transit system plan to the location of 
minority and low‐income populations. According to SEWRPC, the analysis indicates that most (but not all) of 
the transit system would serve the principal concentrations of minority and low‐income populations. Also, 
most of the higher‐quality bus routes would serve areas of minority and low‐income populations under the 
plan (SEWRPC 2014a). 

Based on SEWRPC’s findings for the 2014 plan update, the study team determined that minority and low‐
income populations in Milwaukee County can expect to receive accessibility benefits from freeway segments 
in Milwaukee County that are improved. However, the continued constraints with transit funding and the 
decrease in transit service anticipated by the SEWRPC 2014 plan update would not improve access to jobs in 
suburban locations, particularly Waukesha County, for transit‐dependent populations in Milwaukee. As a 
result, minority and low‐income populations in Milwaukee who are transit dependent would continue to 
experience challenges accessing jobs that are not accessible from transit. 
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Mitigation Measures 
Transit access to jobs in suburban locations outside Milwaukee County is a complex issue that would require 
coordination between many different levels of government including federal, state, and local agencies. 
Potential mitigation measures that would help improve transit access to jobs in suburban locations are 
summarized below and discussed in detail in Section 3.28.4. 

Freeway Project‐Related Measures 
Because the provision and maintenance of transit services is under the jurisdiction of local governments in 
Wisconsin, WisDOT is not able to directly implement transit services. However, WisDOT has the ability to 
coordinate with local transit providers and select freeway reconstruction alternatives that could benefit transit 
or not preclude future transit options. For example, adding new travel lanes to the freeways in Milwaukee and 
Waukesha counties would benefit existing freeway‐flyer transit services that operate in freeway travel lanes as 
these services would benefit from improved traffic operations. Also, WisDOT could allow transit buses to 
operate in the freeway shoulders, where it is safe and practicable to do so. Bus‐on‐shoulder transit operations 
would require cooperation between WisDOT, a local government entity like Milwaukee County and/or 
Waukesha County, and their designated transit service providers (MCTS and Waukesha Metro). 

WisDOT also has the ability to mitigate transit impacts that may occur during freeway reconstruction projects. 
During the final design phase, WisDOT and FHWA would evaluate the diversion routes to determine if 
improvements to the routes are necessary to accommodate transit movements. These improvements could 
include parking restrictions and intersection improvements. For example, additional transit service provided 
by WisDOT during the Zoo Interchange construction included the Burleigh and State Fair Shuttles from the 
Regional Medical Center during interchange closures in 2014 and 2015 (approximately 114 rides/day), 
UPASS expansion and Route 901 service in Waukesha County in 2015 (approximately 120 rides/day), and 
several, all‐day free transit service zones through and around the Zoo Interchange construction area in 
2014‐2015. These free zones included 92nd Street, 84th Street, Hwy 100, Watertown Plank Road, 76th Street, 
and Bluemound/Wisconsin Avenue (approximately 335 rides/day combined). In addition, as part of the 
construction of the Zoo Interchange project, WisDOT is funding $13.5 million in bus transit to reduce traffic 
congestion and provide transportation for workers between Milwaukee and the suburban job centers during 
construction. Also, $2 million of funds are being used for service enhancements. Routes funded by WisDOT 
include Route 61, Route 279, and Route 6. Route 61 provides service from Milwaukee’s northwest side to 
Germantown. Route 279 travels from 35th Street in Milwaukee to the Park Place business park on 
Milwaukee’s northwest side and the Menomonee Falls business park. Route 6 travels from Port Washington 
Road along Capital Drive to the New Berlin industrial park. WisDOT will provide over 4 years of funding for 
increased transit to suburban job centers. 

Regional Transit Implementation‐Related Measures 
According to SEWRPC, if the transit components of the 2035 regional transportation plan were 
implemented, many major employment centers that are not currently served by public transit would 
become accessible for people without access to a car, including those who work weekend hours and second 
and third shifts (SEWRPC 2013). According to the 2014 Review and Update of the Year 2035 Regional 
Transportation Plan, which SEWRPC conducts every 4 years, little progress has been made on the transit 
component of the regional transportation plan. In fact, the amount of transit service in Southeastern 

Waukesha County), along with transit service providers (i.e., MCTS and Waukesha Metro), are the agencies 
responsible for implementing these measures. 

Wisconsin as of 2012 has declined since the plan was adopted in 2006, including a decrease of almost 7 
percent in fixed‐route bus service (SEWRPC 2014). Local government entities (i.e., Milwaukee County and 

Transit Funding‐Related Measures 
The primary reason the transit component of the regional plan has not been implemented is that the plan 
assumes state legislation would be passed to create a local dedicated transit‐funding source and that a 
renewal of adequate annual state financial assistance to transit would be provided as part of the State 

3‐216 



 

   

                           
    

                                 
                                 
                         
                           

                             
                           

                               
                               

                                 
   

                               
                           

                               
                                 

                                 
                             
                           

          

                         
                             

                         
                               

                             
                             

                         
   

                               
                         
                             

                               
                       

                         
                           
                             

                               
                                    

     
                               

                                 
                       

                           
                                 

                       

 
                             
                                   

SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

biennial budget. Transit funding‐related measures continue to rely on existing local, state, and federal 
funding sources. 

Attempts have been made at the state legislature in recent years to establish dedicated transit funding and 
RTAs, but these attempts have failed to pass the legislature. Between 2005 and 2011, state transit operating 
funding to Southeastern Wisconsin increased by 4 percent annually, federal transit operating funding 
increased about 1 percent, and local transit operating funding decreased slightly (SEWRPC 2014). Although 
overall transportation funding has been decreasing, from 2014 to 2015, state transit funding increased by 
4.0 percent and has remained constant. The state’s 2016‐2017 biennial budget maintained state transit 
funding at $111 million for both 2016 and 2017. According to SEWRPC, without legislation for dedicated 
local transit funding or more substantial increases in state funding, the expansion of public transit service 
recommended in the regional plan may not be implemented, and existing transit service is likely to continue 
to decline. 

MCTS has been obtaining federal grants to implement a system of express bus routes, known as 
MetroEXpress. The routes primarily serve destinations in Milwaukee County. In 2012, MCTS started the 
RedLine, BlueLine, and GreenLine, and the GoldLine in 2015. These routes are largely funded by Congestion 
Mitigation and Air Quality Improvement program grants, which only provide up to 3 years of funding for 
transit service. Once the grants run out, MCTS will need to find alternate sources of operational funds. 
Although these routes are mostly within Milwaukee County, they do lay the foundation for future 
extensions to employment centers in the suburban communities adjacent to Milwaukee County if funding 
and approvals can be obtained. 

WisDOT is encouraging the implementation of transit in the Milwaukee area. The Modernization 
Alternatives for the I‐94 East‐West Corridor study do not preclude transit. WisDOT has committed to 
financially participate in the planning process of Milwaukee County’s BRT study connecting downtown 
Milwaukee with the Milwaukee Regional Medical Center along a corridor parallel to I‐94. WisDOT provides a 
subsidy for the Amtrak Hiawatha train route between Milwaukee and Chicago and is reconstructing the 
passenger train concourse at the Milwaukee Intermodal Station, which involves removal of the existing train 
shed and construction of a new, more welcoming structure designed for ADA requirements. 
Housing‐Related Measures 
Consistency with the SEWRPC recommendations in the 2035 regional housing plan could help to address the 
existing and projected jobs/housing imbalance. The plan advises local governments with existing and 
planned employment land uses that have sewer services to conduct detailed analyses of their communities 
to confirm if an existing or planned job/housing imbalance exits. For communities that have a higher 
percentage of lower‐wage jobs than lower‐cost housing, new affordable multifamily housing developments 
are recommended. For communities with a higher percentage of moderate‐wage jobs than moderate‐cost 
housing, additional modest‐sized single‐family homes on small lots would help to improve the imbalance. 
Progress towards achieving the recommendations in the SEWRPC Housing Plan is complicated by the fact 
that SEWRPC is an advisory agency. Local governments would need to make substantial changes to local 
land use plans and zoning regulations to increase the region’s supply of housing that is available to workers. 

Land Use‐Related Measures 
Local government consistency with the SEWRPC 2035 Regional Land Use Plan would help the region develop 
in a more compact manner that can support transit. The 2035 regional land use plan supports centralized 
regional settlement patterns, revitalization of urban centers, infill development, and new urban 
development at densities that effectively support essential urban services including water, sewer, and public 
transit. Because land use is under the jurisdiction of local governments, the 2035 regional land use plan 
recommendations primarily need to be implemented by local governments in the region. 

3.29.2.8 Air Quality 
Based on the air quality analyses completed for the proposed improvements, the I‐94 East‐West corridor 
project will not contribute to any violation of the NAAQS. MSAT emissions will decrease with any of the 
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Modernization Alternatives, and neither CO nor PM2.5 levels will exceed the air quality standards. Air quality 
was included in cumulative effects discussion because air quality concerns have been raised by the public as 
a resource of concern. This section discusses the potential cumulative effects to air quality in Southeastern 
Wisconsin. 

Affected Environment 
The Clean Air Act of 1970 established NAAQS. These were established to protect public health, safety, and 
welfare from known or anticipated effects of air pollutants. The most recent amendments to the NAAQS 
contain criteria for SO2, particulate matter (PM10, 10‐micron and smaller, along with PM2.5, 2.5‐micron), CO, 
NO2, O3, and Pb. 

The study area freeway system is located within the Southeastern Wisconsin Intrastate Air Quality Control 
Region #239. Milwaukee County is currently in attainment status for five of the six criteria pollutants, and 
has been redesignated to a maintenance area for PM2.5 (see Section 3.20, Air Quality, for more information). 

Environmental Consequences/Potential Mitigation 
The Modernization Alternatives, along with other activities and developments in the study area (see 
Table 3‐42), may have a cumulative impact on air quality in the region. Other activities in the region such 
as the expanded Oak Creek coal‐fired power plant and continued regional traffic growth are sources of air 
pollutants. By the year 2040, average weekday traffic along the I‐94 project corridor is expected to 
increase by 15 percent and current and future development in the region has the potential to continue to 
impact air quality. 

WDNR manages, monitors, and enforces air quality programs in Wisconsin. To help manage the air quality 
program, WDNR works with a range of industries, agencies, interest groups, and individuals to develop the 
SIP that demonstrates how Wisconsin will attain compliance with national air quality standards. FHWA also 
provides congestion management and air quality grants for transportation projects in non‐attainment areas 
that will reduce transportation related air emissions. 

Ultimately, USEPA plays a major role in managing Wisconsin’s compliance with the Clean Air Act, which 
includes monitoring the SIP. If the state and southeast Wisconsin region cannot achieve attainment 
standards, USEPA can impose sanctions, such as stricter emissions rates for new developments and 
withholding federal funds for transportation projects. 

To obtain federal funding, the reconstruction of the I‐94 East‐West Corridor must be included in 
transportation plans that conform to the SIP. At the regional level, SEWRPC prepares a TIP to assure 
conformance with the SIP. Conformity with the SIP means projects contained in the TIP will not worsen air 
quality or delay attainment of air quality standards. The next phase of the project is not included in the 
recently approved 2015‐2018 SEWRPC TIP because funding has not yet been allocated to the project for this 
biennium. Funding for final design activities is being pursued and will be obtained, with inclusion in the TIP, 
prior to the signing of the project’s ROD. The ROD is currently scheduled for mid‐2016. While the project 
may contribute to a cumulative air quality impact, it will also have some beneficial impacts (Section 3.20.2). 
Thus, it is not expected to be a substantial contributor, as measured by current pollutant standards. 

WisDOT compared the projected 2040 design year traffic volumes for the I‐94 East‐West Corridor with the 
2035 design year traffic volumes which served as the basis for the CO modeling conducted for the Interstate 
I‐94, I‐894, and U.S. Highway 45 (Zoo Interchange) project. The mainline, cross street, and ramp volumes for 
the Zoo Interchange project were all greater than I‐94 East‐West project and the modeled CO 
concentrations were less than 75 of the NAAQS, therefore, the CO concentrations would be well below the 
CO NAAQS from the proposed I‐94 East‐West project. 

The project has been determined by the Transportation Conformity Workgroup to not be a project of air 
quality concern for PM2.5. In addition to meeting air quality standards, there is growing concern over the 
direct and cumulative effect of MSATs. WisDOT and FHWA evaluated the potential change in MSATs from 
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SECTION 3—EXISTING CONDITIONS, ENVIRONMENTAL IMPACTS, AND MEASURES TO MITIGATE ADVERSE IMPACTS 

the Modernization Alternatives and the No‐build alternative. Section 3.21, Air Quality, contains detailed 
discussions of MSAT analysis. 

According to the MSAT analysis, MSATs will decrease in the future because of USEPA’s national pollution 
control programs. In 2007, a new USEPA rule to regulate MSATs, “Control of Hazardous Air Pollutants from 
Mobile Sources,” went into effect. The rule sets new standards for fuel consumption, vehicle exhaust 
emissions, and evaporative losses from portable containers that will be phased in between 2011 and 2015. 

The MSAT analysis indicates that by 2040 MSAT pollutants will decrease 70 to 87 percent for 6 of the 7 
priority air toxics and over 96 percent for diesel particulate matter from 2008 conditions. 

When a highway is widened and, as a result, moves closer to receptors, the localized level of MSAT 
emissions may increase. However, this could be offset by increases in speeds and reductions in congestion, 
which are associated with lower MSAT emissions. 

As discussed in Section 3.9.4, the Wisconsin Department of Health Services reports a high prevalence of 
asthma occurring among minorities, particularly African Americans. Asthma attacks or episodes are 
triggered by a number of factors, including allergens, infections, and irritants such as chemicals, tobacco 
smoke, and air pollution. The most recent data on statewide asthma statistics show that Milwaukee County 
has the second highest rate of asthma hospitalization and hospital emergency department visits in the state 
(Wisconsin Department of Health Services, 2013). Menominee County, a rural county in northern Wisconsin, 
has the highest rates.35 Air emissions from I‐94 East‐West Corridor could have a cumulative effect on air 
quality, which could, along with other contributing environmental factors, trigger asthma episodes in 
adjacent neighborhoods. Since the I‐94 East‐West Corridor would meet air quality standards, this effect is 
expected to be minimal with the build alternative due to reduced traffic congestion. As the Wisconsin 
Department of Health Services reports, proper asthma management, which includes receiving the influenza 
vaccine, visiting the doctor for routine asthma visits, and having a written asthma management plan, can 
limit or prevent asthma attacks. Limiting exposure to asthma triggers is also an important part of managing 
asthma, and exposure to environmental tobacco smoke is noted as both a cause of asthma in children and 
an asthma trigger. 

Greenhouse gas emissions are also a concern in the I‐94 East‐West Corridor air quality study area. While 
there are no accepted quantitative tools to estimate greenhouse gases at the project level, vehicles using 
the I‐94 East‐West corridor can be expected to contribute to greenhouse gas emissions within the region. 
Currently, the major way to reduce emissions of greenhouse gases from transportation is to reduce the 

Modernization Alternatives is not expected to substantially increase in a region with a mature 
transportation infrastructure that already provides a high degree of accessibility and limited travel time 
savings in a corridor with established land use patterns. 

amount of fuel consumed. This can be accomplished by reducing congestion (more efficient driving 
conditions), reducing driving, and more fuel‐efficient vehicles. Induced travel resulting from the 

Local governments can help manage and reduce greenhouse gases by utilizing appropriate land use and 
zoning policies that reduce travel demand within individual communities and southeast Wisconsin. A study 
published by the Urban Land Institute indicates that the continuing growth of VMT may offset emissions 
reduction gained through technological improvements in vehicles and fuels (Ewing, et al. 2007). The study 
points to the importance of reducing vehicle miles of travel by managing growth and land use patterns. 
Several studies on the relationship between land use and vehicle trips found that where diverse land use, 
accessible destinations, and interconnected streets exist, households drive 33 percent less compared to 
households in low density developments. Local government plans that are consistent with the SEWRPC 
regional land use and transportation plans would help ensure the most efficient land use and zoning policies 
within the region. 
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Increased amounts of greenhouse gas in the atmosphere can have impacts on the environment and human 
health across the planet. Examples of these impacts include rising sea levels, causing erosion of beaches and 
shorelines, destruction of aquatic plant and animal habitat, floods of coastal cities, and disruption of ocean 
current flows; a warming trend over much of the planet, broadening the range for many insect borne 
diseases; and chronic stress of coral reefs. The possible impacts of global warming to Wisconsin include 
warmer and drier weather; decreases in the water levels of the Great Lakes, inland lakes, and streams 
(which may affect shipping operations); increases in water temperature (lowering water quality and favoring 
warm water aquatic species); changes in ecosystem and forest composition; increases in droughts and 
floods (impacting crop productivity); and reduction of snow and ice cover (WDNR and Public Service 
Commission of Wisconsin 2008). 

3.29.2.9 Construction Impacts 
This section describes potential cumulative effects from ongoing freeway construction within Milwaukee 
County. 

Affected Environment 
The Southeastern Wisconsin freeway system, which includes 270 miles of freeway, is nearing the end of its 
service life and needs to be reconstructed over the next 20 to 30 years. As a result, WisDOT has begun 
construction on major portions of the freeway system and is planning for the reconstruction of addition 
segments. To date, WisDOT has completed the reconstruction of the Marquette Interchange in downtown 
Milwaukee and has completed the Milwaukee County portion of the I‐94 North‐South corridor (Mitchell 
Interchange). WisDOT recently initiated the construction of the Zoo Interchange project in Milwaukee County 
and is planning for the reconstruction of the I‐94 East‐West corridor and the I‐43 North‐South corridor. 

The City of Milwaukee has expressed concerns about the duration of construction on its effects on local 
communities. In particular, concerns included impact of increased traffic diverted to local streets during 
construction and a lack of transit options that would be provided to allow travelers to choose alternate 
transportation and help alleviate local street traffic congestion. The concern is primarily based on past 
freeway construction of the Marquette Interchange, current construction of the Zoo Interchange and future 
construction of the I‐94 East‐West corridor. Other construction‐related impacts could include noise and 
vibration, air quality and water quality. 

Environmental Consequences/Potential Mitigation 
During construction, traffic on the I‐94 East‐West Corridor may divert to local streets to avoid potential 
delays. Traffic diversion could have a cumulative adverse impact on local streets including reduced traffic 
operations, increased wear and tear, increased safety hazards, and difficulty accessing local neighborhoods, 
services and businesses during construction‐related closures. Furthermore, declining transit service limits 
the availability of local transportation options that could help reduce congestion‐related impacts on local 
streets, as well as the freeway system. 

WisDOT will implement a TMP, which has the purpose of improving safety, minimizing congestion and 
adverse traffic impacts and providing for improved public satisfaction during construction. Some of the key 
strategies of the TMP will include temporary traffic control measures and devices, local road improvements, 
public involvement and outreach and transportation operations (variable message signs, for example) and 
incident management strategies. Depending on additional coordination with local officials, WisDOT will fund 
additional transit routes, as warranted, to mitigate impacts to traffic within the project area during the 
construction phase of the project. The following are some recent examples of transit mitigation strategies 
on the I‐94 North‐South freeway reconstruction project undertaken by WisDOT: 

	 Providing a temporary park‐and‐ride lot during reconstruction of an existing park‐and‐ride lot 

	 Providing funds to MCTS to add buses to fixed routes and freeway flyer routes to maintain headways 
during construction 

	 Reimbursing MCTS on a per rider basis to provide free bus rides around closed roadways and/or bridges 
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 Providing funds to a private bus service to offer reduced fares to and from baseball games during 
freeway construction in Kenosha 

Additional transit service provided by WisDOT during the Zoo Interchange construction included the 
Burleigh and State Fair Shuttles from the Regional Medical Center during interchange closures in 2014 and 
2015 (approximately 114 rides/day), UPASS expansion and Route 901 service in Waukesha County in 2015 
(approximately 120 rides/day), and several, all‐day free transit service zones through and around the Zoo 
Interchange construction area in 2014‐2015. These free zones included 92nd Street, 84th Street, Hwy 100, 
Watertown Plank Road, 76th Street, and Bluemound/Wisconsin Avenue (approximately 335 rides/day 
combined). 

Noise and vibration from construction activities will vary by type of equipment in use and frequency of 
equipment use. The cumulative effect of these temporary impacts are managed through WisDOT special 
provisions for construction, which include requirements for contractors to maintain equipment and operate 
in compliance with relevant state, federal and local laws and regulations. Other ongoing construction 
projects are also typically subject to nuisance ordinances, including the City of Milwaukee’s Chapter 80 
nuisance ordinance. 

Dust and air emissions from equipment and construction activities are common air quality impacts, which 
are managed by adhering to USEPA emissions standards for equipment and on‐site management strategies 
such as idling times, equipment maintenance, clean fuel, and diesel‐emission control devices. Standard dust 
control measures such as on‐site watering and equipment cleaning minimize impacts. For other construction 
projects, the City of Milwaukee’s nuisance ordinance also regulates excessive discharge of air polluting 
materials such as dust. 

Cumulative effects on water quality from construction activities are typically related to erosion from 
exposed soils. Erosion control is managed through compliance with WisDOT’s Standards and Provisions for 
Road and Bridge Construction, Wisconsin Administrative Code Chapter Trans 401, and the WisDOT/WDNR 
Cooperative Agreement. For other construction projects, WDNR also enforces erosion control through 
NR 216, and the City of Milwaukee enforces water quality through its stormwater management regulations 
in Chapter 120 of the city’s ordinances. 

3.30 Relationship of Local and Short-term Uses versus 
Long-term Productivity 

Highway construction projects require the investment or commitment of resources in the project area. 
Short‐term uses refer to the immediate consequences of the project, whereas long‐term productivity relates 
to direct and indirect effects on future generations. 

The No‐build alternative would involve minimal short‐term and localized construction impacts associated 
with pavement and structure maintenance and spot safety improvements. Projected traffic growth in the 
study area would further reduce the operational efficiency of the existing highway, reducing safety, and 
mobility, and result in the possible loss of economic growth opportunities, within and outside the study 
corridor, reflecting the importance that the corridor holds on the region and state. 

The following are short‐term consequences of the Modernization Alternatives: 

 Committing public funds to construct the highway improvements. Because highway funding is derived 
mainly from vehicle user fees and motor fuel taxes, motorists using the highway ultimately pay for the 
improvements. 

 Removing private properties, thereby reducing the local tax base. 

 Converting residential and commercial land, wetland, and other uses to transportation uses. 
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	 Displacing residences. Although displacement costs would be reimbursed through state and federal 
relocation assistance programs, displaced residents may relocate outside the project area, thus further 
reducing or shifting the local tax base. 

	 Acquiring right‐of‐way from some residential properties, which may result in non‐conforming lot sizes 
and residences that are closer to I‐94. 

	 Increasing travel time and inconvenience for through and local traffic, area residents, and businesses 
during the construction period. 

	 Generating construction noise and dust that may affect residences, schools, and businesses near 
construction areas. 

Long‐term benefits of the Modernization Alternatives include the following:
 

 Reduced congestion and increased safety.
 
 Increased operational energy efficiency.
 
 Added roadway capacity to address future traffic demand.
 
 Redevelopment potential of adjacent land.
 

The local short‐term impacts and use of resources by the Modernization Alternatives are consistent with
 
maintenance and enhancement of long‐term productivity.
 

3.31 Irreversible and Irretrievable Commitments of 
Resources 

The No‐build alternative would involve substantial commitments of resources to maintain the existing 
deteriorating pavement and structures, and to make spot safety improvements. Under the Modernization 
Alternatives, land acquired for highway construction is considered an irreversible commitment during the 
time period such land is used for highway purposes. Considerable amounts of fossil fuel, labor and highway 
construction materials such as cement, aggregate and asphaltic material would be required. Considerable 
labor and natural resources would be used in the fabrication and preparation of construction materials. The 
resources generally are not retrievable. However, they are expected to remain in adequate supply. 

Expenditure of public funds for construction of the Modernization Alternatives is considered an irretrievable 
commitment. In addition, land converted from private to public use would reduce local tax revenues. 

As an alternative to total use of new resources, clean construction demolition materials and recycled 
cement or asphaltic materials will be considered. Depending on current technology available when the 
project would be constructed, alternative types and sources of materials may be available. 

The proposed commitment of resources is based on the concept that residents in the study area, region, and 
state would benefit from the improved quality of the highway. Benefits, which are expected to outweigh the 
commitment of resources, will include improved safety, preservation of an important transportation 
corridor, and reduced travel times, depending on the alternative identified. 
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1. MATC West Campus Project Limits 

2. Montessori High School
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4. Woodlands School
5. Hawley Environmental School
6. Marquette University High School
7. St. Rose and St. Leo Catholic School 
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The Zablocki Dr. bridge over I-94 would be replaced by a longer bridge in the same location (At-grade alternative). 
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Zablocki Dr. would be moved east toward Mitchell Blvd. and would cross under I-94 next 
to Mitchell Blvd. (All Up and Partially Down options).
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Existing Condition: From Dixon Street west of Hawley Road looking northeast at I-94 overpass. 

Simulation: Double Deck alterntive. 

CON
U.S. Department of Transportation Exhibit 3-29aFederal Highway 
Administration Key Observation Point 1 
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Existing Condition: From Dana Court adjacent to Beth Hamedrosh Hagodel Cemetery looking south towards I-94 and 
Spring Hill Cemetery (note: Spring Hill Cemetery mausoleum – building behind white Beth Hamedrosh Hagodel 
Cemetery sign). 

Simulation: Double Deck alternative with the All Up option. 
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Existing Condition: From east end of Beth Hamedrosh Hagodel Cemetery looking southeast at fence screening view of I-94 
freeway lanes and main part of Wood National Cemetery. 

Simulation: Double Deck alternative with the All Up option. 
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Administration Key Observation Point 3 
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Existing Condition: From Wood National Cemetery (north side of I-94) looking south at I-94 and main part of Wood National Simulation: Double Deck alternative with Partially Down option and openings on the lower deck. 
Cemetery beyond. 
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Simulation: Double Deck alternative with All Up option. Simulation: Double Deck alternative with All Up option and openings on the lower deck.U.S. Department of Transportation 

Federal Highway Exhibit 3-29d 
Administration Key Observation Point 4 
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Existing Condition: From Spring Hill Cemetery (east end next to Wood National Cemetery) looking north over I-94 at north 
parcel of Wood National Cemetery. 

Simulation: Double Deck alternative with the All Up option. 
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Administration Key Observation Point 5 
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Existing Condition: From Wood National Cemetery (south side of I-94) looking north at north parcel of Wood National Cemetery. Simulation: Double Deck alternative with the Partially Down option and openings on the lower deck. 

Simulation: Double Deck alternative with All Up option. Simulation: Double Deck alternative with the All Up option and openings on the lower deck. 
CON

U.S. Department of Transportation Exhibit 3-29fFederal Highway 
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Existing Condition: From Story Parkway looking southeast towards Miller Park and parking areas. 

Simulation: Double Deck alternative with the All Up option. Simulation: Double Deck alternative with the Partially Down option. 
CON
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Final Environmental Impact Statement 
TR0315151044MKE 3-29g_Key_Obeservation_Points_v3 08.20.15 sls 

http:08.20.15


 

S I S IN W 

OF 

D
E

PA
R

TM
E NT 

ORT
A T

IO
N 

PS 
TRAN 

Existing Condition: From Story Parkway and Pinecrest Street looking south at I-94 sign and Miller Park parking areas. 

Simulation: Double Deck alternative with All Up option. 
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Existing Condition: From Story Parkway looking southeast over Yount Drive towards the Stadium Interchange, Miller Park 
parking areas, and the northeastern edge of Miller Park. 

Simulation: Reconstructed Stadium Interchange. 
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Existing Condition: From Yount Drive (just east of Story Parkway) looking southeast towards entrance to Miller Park, 
parking areas, and the Stadium Interchange. 

Simulation: Reconstructed Stadium Interchange. 
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Existing Condition: From 36th Street north of Park Hill Avenue looking south. 

Simulation: Both east segment alternatives (On-alignment and Off-alignment). 
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Existing Condition: From 32nd Street north of Park Hill Avenue looking south at I-94 overpass. 

Simulation: Both east segment alternatives (On-alignment and Off-alignment). 
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Existing Condition: From Wood National Cemetery (south of I-94) looking north at north parcel of Wood National Cemetery. 

Simulation: At-Grade alternative with no connection to VA from Mitchell Boulevard south of I-94. Simulation: At-Grade alternative with connection to VA from Mitchell Boulevard south of I-94. 
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LAND TRANSFER HISTORY 
The original site of the Northwestern Branch contained approximately 
400 acres. Over the course of the twentieth century, the VA disposed 
of excess land it no longer needed. By 1957, the VA had transferred 
approximately 125 acres in the northeast corner of the site to the 
county and city for the purpose of building the Milwaukee County 
Baseball Stadium as well as an east-west expressway (areas A, B, and 
C). The VA then transferred approximately 16 acres of land in the 
northern portion to the county in 1969 (area D). An easement covering 
approximately 7 acres of land in the southeastern corner of the campus 
was granted to the State of Wisconsin in 1971 for the expansion of 
44th Street, which eventually became Highway 41 (area E). Between 
1974 and 1985, nearly 46 acres of land occupied by the cemetery along 
the western boundary were conveyed to the National Cemetery 

D Administration, which maintains jurisdiction of Wood National 
Cemetery to this day (area F). The property boundaries changed as 

HALS boundary, which encompasses approximately 125 acres and is 
delineated below. 
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SECTION 4 

Final Section 4(f) Evaluation 

4.1 Introduction 
This section provides FHWA's final evaluation of the applicability of Section 4(f) to certain properties, 
assessment of use, and de minimis impact determinations associated with preferred alternative actions. 

Changes from the Draft 4(f) Evaluation to the Final 4(f) Evaluation 
Table 4-1 summarizes the changes in Section 4(f) determinations made for the preferred alternative within 
this Final Section 4(f) Evaluation compared to those made for the At-grade/On-alignment alternatives in the 
Draft Section 4(f) Evaluation that was included in the Draft EIS published in November 2014. At the time the 
Draft EIS for this project was published it was believed that the At-grade alternative might be a Section 4(f) 
avoidance alternative, but it was not yet known whether it was a feasible and prudent Section 4(f) 
avoidance alternative. Specifically, it was not known if the At-grade alternative would meet purpose and 
need adequately or result in unacceptable safety or operational problems. It was known that the Double 
Deck alternative fully met project purpose and need but would require the use of a Section 4(f) property. 
Therefore, both the At-grade and Double Deck alternatives were retained for detailed study in the Draft EIS. 
It has since been determined that the At-grade alternative with half interchange at Hawley Road option 
adequately meets purpose and need. 

The At-grade with half interchange at Hawley Road/On-alignment alternative described in the Draft EIS has 
been identified as the preferred alternative and would result in no more than de minimis impacts of any 
Section 4(f) properties. This Final Section 4(f) Evaluation does not contain additional analysis of the Double 
Deck alternative because that alternative results in the use of two Section 4(f) historic properties: the 
Northwestern Branch, National Home for Disabled Volunteer Soldiers’ NHL (Soldiers’ Home NHL) and the 
Northwestern Branch, National Home for Disabled Volunteer Soldiers’ Historic District (Soldiers’ Home 
Historic District). For more information on the Double Deck alternative, see Section 2.2 of this Final EIS. 

TABLE 4-1 
Comparison of FHWA’s Section 4(f) Property Use Determinations for the Preferred Alternative from the Draft Section 
4(f) Evaluation to the Final Section 4(f) Evaluation 

Section 4(f) Property 
Draft Section 4(f) Evaluation

(Draft EIS) 
Final Section 4(f) Evaluation

(Final EIS) 

Soldiers’ Home NHL Temporary Occupancy De minimis determination 
Exception 

Soldiers’ Home Historic District Temporary Occupancy De minimis determination 
Exception 

Story Parkway No use No use 

If noise barrier constructed it If noise barrier constructed, 
would be a use preliminary de minimis 

determination 

One additional Section 4(f) property, the former Paradise Theater, was identified as a result of the preferred 
alternative’s inclusion of off-interstate improvements; the Paradise Theater would not be adversely affected 
by the project and would not result in a Section 4(f) use (see Section 4.4.1.7). 

Regulatory Background 
U.S. DOT’s Section 4(f) law (49 USC 303 and 23 USC 138) states that FHWA and other U.S. DOT agencies 
cannot approve the use of land from significant publicly owned parks, recreation areas, wildlife or waterfowl 
refuges, or significant public and private historic sites unless it is determined that there is no feasible and 

4-1 



  

   
      

     
 

    

    
      

    
  

     
   

   
 

  
    

     
    

     
    

   

     

    
     

     
   

   
  

 
    

 
   

 

  
     

     
   

    
     

      
    

      
     

     
 

    

  

I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

prudent alternative to the use of land from such properties, and the action includes all possible planning to 
minimize harm to the property resulting from such use or the use is de minimis. 

Section 4(f) applies only to the actions of agencies within the U.S. DOT, including FHWA. While other 
agencies may have an interest in Section 4(f), FHWA is responsible for Section 4(f) applicability 
determinations, evaluations, findings, and overall compliance for highway projects. 

23 CFR 774 implements 23 USC 138 and 49 USC 303, which were originally enacted as Section 4(f) of the U.S. 
DOT Act of 1966, and are still commonly referred to as “Section 4(f).” 

4.1.2.1 Section 4(f) Use and De Minimis Impact Definitions 
Permanent Incorporation 
Pursuant to 23 CFR 774.17, a use related to permanent incorporation occurs when land from a Section 4(f) 
property is permanently incorporated into a transportation project. This may occur as a result of partial or 
full acquisition of the Section 4(f) property, permanent easements, or temporary easements that exceed 
regulatory limits. 

Temporary Occupancy 
As defined in 23 CFR 774.17, a use related to temporary occupancy occurs when there is a temporary 
occupancy of land that is “adverse in terms of the statute’s preservation purpose as determined by the 
criteria in 23 CFR 774.13(d).” If the criteria in 23 CFR 774.13(d), listed below, are met, the “temporary 
occupancy exception” applies and there is no “use” of the Section 4(f) property. If the criteria in 23 CFR 
774.13(d) are not met, the action will be considered a use of the Section 4(f) property. 

•	 Duration is temporary, and there is no change in ownership of the land. 

•	 Scope of work is minor and nature/magnitude of changes to Section 4(f) property is minimal. 

•	 There will be no anticipated permanent adverse physical impacts or interference with the protected 
activities, features, or attributes of the property either temporarily or permanently. 

•	 The land being used will be fully restored and returned to a condition that is at least as good as that 
which existed prior to the project. 

•	 There is documented agreement on the above conditions with officials having jurisdiction over the 
Section 4(f) property. 

Constructive Use 
As defined in 23 CFR 774.15(a), a constructive use occurs when a transportation project does not 
incorporate land from a Section 4(f) property, but the project’s proximity impacts are so severe that the 
protected activities, features, or attributes that qualify a property for protection under Section 4(f) are 
substantially impaired. 

De Minimis Impact Determinations 
In August 2005, Section 6009(a) of the Safe, Accountable, Flexible, Efficient Transportation Equity Act: 
A Legacy for Users (SAFETEA-LU), made the first substantive revision to Section 4(f) since the 1966 U.S. DOT 
Act. Section 6009, which amended existing Section 4(f) legislation at both Title 49 USC Section 303 and Title 
23 USC Section 138, simplified the process and approval of projects that have only 
lands impacted by Section 4(f). Pursuant to 23 CFR 774.3(b), if the U.S. DOT determines that the use of the 

de minimis impacts on 

property, including any measure(s) to minimize harm (such as any avoidance, minimization, mitigation, or 
enhancement measures), will have a de minimis impact, analysis of avoidance alternatives are not required, 
and the Section 4(f) evaluation process is complete. In other words, a de minimis impact determination is 
made for the net impact on the Section 4(f) property. 

If the official with jurisdiction does not agree with a de minimis impact determination, an analysis of 
avoidance alternatives must be conducted. If the analysis concludes that there is no feasible and prudent 
alternative to use of the Section 4(f) property, FHWA may only approve the alternative or alternatives that 

4-2 

http://frwebgate.access.gpo.gov/cgi-bin/getdoc.cgi?dbname=109_cong_public_laws&docid=f:publ059.109
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SECTION 4—FINAL SECTION 4(F) EVALUATION 

cause the least overall harm. A least overall harm analysis is conducted to determine which alternative/s 
may proceed. A de minimis impact determination is inappropriate where a project results in a constructive 
use (23 CFR 774.3(b) and 23 CFR 774.17). 

• Parks, Recreation, and Refuges. As defined in 23 CFR 774.5 and 774.17, a de minimis impact on a public 
parkland, recreational area, or wildlife and waterfowl refuge is defined as that which does not adversely 
affect the features, attributes, or activities qualifying the property for protection under Section 4(f). This 
determination can be made only with the concurrence of the official with jurisdiction, and can be made 
only after an opportunity for public review and comment on the proposed determination. 

• Historic Properties. As defined in 23 CFR 774.5 and 774.17, a de minimis impact determination is made 
for an historic site if FHWA makes a determination for a property of “No Adverse Effect” or “No Historic 
Properties Affected” through consultation under Section 106 of the National Historic Preservation Act 
(NHPA), and the official with jurisdiction concurs with that determination. 

4.2 Description of Section 4(f) Properties 
All properties adjacent to I-94 in the project’s study area were evaluated as possible Section 4(f) properties 
if they are, or are perceived to be, one or more of the following: publicly owned land of a park, recreation 
area, or any land of an historic site (in public or private ownership). There are no publicly owned wildlife or 
waterfowl refuges in the project area. Of the adjacent properties, 12 were determined to be Section 4(f) 
properties (Exhibit 4-1). FHWA’s determination regarding Section 4(f) applicability to the adjacent 
properties is summarized in Sections 4.2.1 through 4.2.15. Public parks and recreation areas discussed in 
this section are presumed to be significant by FHWA because they are listed as parks on the County’s Parks 
Department website or planning documents, have park signage, or have other attributes associated with 
public parks and recreation areas. The impacts of the No-build alternative and Modernization Alternatives 
on Section 4(f) properties are evaluated in Section 4.4. Other Section 4(f) properties in the vicinity, but not 
adjacent to I-94 or any preferred alternative actions, are illustrated in Exhibit 3-38, Recreational 
Resources/Public Use Lands. These parks and playgrounds are far enough from I-94 that they would not be 
affected by the project. Additional properties were evaluated to determine if they were eligible for the 
National Register, but were determined to be ineligible (see Section 3.23, Cemeteries, and Section 3.24, 
Historic Properties). 

Seven of the Section 4(f) properties are eligible for or listed in the National Register. Of those seven, two 
are also NHLs. The seven properties are: Calvary Cemetery; Soldiers’ Home NHL; Soldiers’ Home Historic 
District; Soldiers’ Home Reef NHL; Story Hill Residential Historic District 1; Story Hill Residential Historic 
District 2 and 3; and the former Paradise Theater. 

Two of the Section 4(f) properties, Doyne Park and the Oak Leaf Recreational Trail, are also subject to the 
requirements of Section 6(f) of the Land and Water Conservation Fund (LWCF) Act, as amended (16 USC 
4601), because Milwaukee County used LWCF grants to develop the park and trail. Properties purchased or 
developed with LWCF grants may not be converted to any use other than outdoor public recreation without 
the approval of WDNR and the National Park Service. LWCF also states that land acquired from such 
properties must be replaced with property of at least equal fair market value and of reasonably equivalent 
usefulness and location, or must be compensated through other means in consultation with WDNR (the 
agency responsible for administering the LWCF in Wisconsin) and the National Park Service (the federal 
agency responsible for administering LWCF). The National Park Service and WDNR have taken the position 
that if LWCF grant(s) were used to acquire or develop a portion of a recreational facility, then the entire 
facility is subject to Section 6(f) (National Park Service 2008). 

4-3 
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Calvary Cemetery 
Calvary Cemetery is the oldest operating Catholic 
cemetery in the City of Milwaukee. The 75-acre site 
is owned by the Milwaukee Archdiocese, and was 
consecrated in 1857. The property features hilly 
terrain and winding drives amid more than 80,000 
internments. The cemetery’s entrance is on 
Bluemound Road east of Hawley Road and west of 
Zablocki Drive (Exhibit 4-1). 

Calvary Cemetery is eligible for listing in the 
National Register under Criterion C for the notable 
design features and historical associations of the 
cemetery grounds and architectural value of the 
chapel. The cemetery exhibits architectural 
elements of the Late Victorian and Classical Revival 
periods. It is also possibly eligible under Criterion B: Important Persons, as the burial place of numerous 
early settlers and key figures in the history and development of Milwaukee and Wisconsin. 

The property contains a large hill on its east side. Known as “Jesuit Hill” or “Chapel Hill,” it is one of the 
highest points in the City of Milwaukee and the final resting place for a number of local Catholic clergy. 
Initially, a large wooden cross topped the hill, but it was replaced in 1899 by the current chapel. Among the 
interred are some of the city’s more prominent historical figures, such as founder Solomon Juneau. Calvary 
Cemetery is home to two intact and representative Erhard Brielmaier1-designed buildings and eight 
monumental vaults, graves, and mausoleums. 

There are 690 soldiers’ graves at the far south end of Calvary Cemetery. Wood National Cemetery 
maintenance staff maintain the headstones, while Calvary Cemetery mows the grass adjacent to the 
headstones. 

While the setting and feeling of the cemetery were diminished by the construction and use of the adjacent 
freeway, there are sufficient trees (in spring and summer) and winding roads to distract from the visual and 
audible intrusions. The cemetery retains integrity of association, feeling, location, materials, workmanship, and 
design. 

Calvary Cemetery is not adjacent to I-94; part of Wood National Cemetery and an electrical transmission line 
corridor lie between the freeway and Calvary Cemetery. At its closest point, Calvary Cemetery is about 150 
feet north of I-94. Mitchell Boulevard is located approximately 140 feet east from Calvary Cemetery; 
Zablocki Drive is located between the cemetery and Mitchell Boulevard, just outside the cemetery’s east 
boundary. 

The State Historic Preservation Office (SHPO) and the Advisory Council on Historic Preservation are the 
officials with jurisdiction over the property due to its eligibility for the National Register. 

This holding vault is representative of the historically 
significant architecture within Calvary Cemetery. 

Section 4(f) applies to the Calvary Cemetery because it is a significant historic site. 

Northwestern Branch, National Home for Disabled Volunteer Soldiers’
National Historic Landmark (Soldiers’ Home NHL) 

The VA Campus, with the exception of the more recent Zablocki Medical Center, is part of the Soldiers’ Home 
NHL, which was designated as an NHL in 2011. Wood National Cemetery, adjacent to both sides of I-94, is a 

1 Erhard Brielmaier designed more than 800 Catholic churches during his 50-year career, more than any architect in the country. His firm, 
E. Brielmaier & Sons, Co., was based in Milwaukee (Calvary Cemetery Determination of Eligibility). 
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contributing element of the Soldiers’ Home NHL. The NHL district comprises approximately 90 acres, which 
does not include large modern buildings outside the period of significance nor their associated parking lots. 
Of the 90 acres within the NHL, about 41 acres on both sides of I-94 compose the Wood National Cemetery. 
The federal military cemetery covers 50.1 acres in total, but only 41.1 acres are within the NHL boundary, 
36. 1 acres south of I-94, and 5 acres north of I-94 (Exhibit 4-2 and Exhibit 4-3). 

NHLs are defined as “nationally significant historic places designated by the Secretary of the Interior because 
they possess exceptional value or quality in illustrating or interpreting the heritage of the United States. 
Today, fewer than 2,500 historic places bear this national distinction” (National Park Service 2014). The 
Soldiers’ Home NHL is nationally significant under NHL Criterion 1 for its association with events that made a 
contribution to our past, and under NHL Theme IV, shaping the political landscape and government 
institutions, under Health/Medicine. Other areas of significance are architecture, landscape architecture, and 
social history. The Soldiers’ Home NHL is an “outstanding representation of the development of a national 
system of medical and residential benefits for disabled veterans” (National Park Service 2010). The Soldiers’ 
Home was designed around the high bluffs and deep ravines in a park-like setting. The buildings and curving 
roads took advantage of the existing topography, dense woods, and long views. The NHL property maintains a 
high degree of integrity of location, design, setting, materials, workmanship, feeling, and association. The 
Soldiers’ Home NHL period of significance is 1866 to 1930 (National Park Service 2010). 

The National Asylum for Disabled Volunteer Soldiers, as it was originally named, was established in 1865. 
Following the organization of the Soldiers’ Home system, a National Board of Managers designated the first 
branches: an Eastern Branch in Maine, a Central Branch in Ohio, and the Northwestern Branch in 
Milwaukee. The Milwaukee Soldiers’ Home campus is the only one of the three original sites to have its 
majestic Soldiers’ Home intact, and it is also the only one with the majority of its surrounding recuperative 
village remaining. 

The cemetery was established in 1871 as the Soldiers’ Home Cemetery, on the grounds of the National 
Asylum for Disabled Soldiers, to inter the remains of soldiers who died under the care of the Soldiers’ 
hospital. The cemetery is a contributing resource to the Soldiers’ Home NHL and, together with the planned 
landscape, are significant resources. The landscape was designed by Thomas Budd Van Horne, who had 
previously planned military cemeteries at Chattanooga, Tennessee (1863), and Marietta, Georgia (1864). 

burials and grave markers in the cemetery which, by design, are visible from nearly every building in the 
district. 

It became a National Cemetery in 1973 and is the only National Cemetery in Wisconsin. Veterans of conflicts 
ranging from the war of 1812 to the Iraq war are buried in the cemetery. There are approximately 30,000 

Van Horne designed the landscape and cemetery in the Picturesque style, which included the overall site 
plan, the circulation patterns around the campus, building locations, and water features. The design 
incorporated the natural landscape features, and, in accordance with the Picturesque style, took full 
advantage of the existing viewshed from all vantage points. The 19th century Picturesque style generally 
used the existing topography to create curving pathways and carriageways to provide transport, but also to 
control views while traversing the landscape. Van Horne’s design included landscaped areas for repose and 
reflection by creating a relaxing and tranquil setting. The landscape design of the cemetery area evoked a 
sense of serenity with the planting of shade trees around the original lake, filled in for the construction of I-
94 in 1962. Although I-94 divided the cemetery, the northern section of the cemetery is included in the NHL 
because it continues to serve its original purpose, and a pathway connects the two sides of the cemetery 
(National Park Service 2010). 

What is now known as Zablocki Drive within the Soldiers’ Home NHL was originally constructed between 
1937 and 1951, after the Solders’ Home NHL’s period of significance (1867–1930) (Exhibit 4-4). The original 
Zablocki Drive connected to Bluemound Road on the north and ended at the streetcar line on the south, 
which today is the electrical transmission line corridor. In 1959, the Zablocki Drive bridge over I-94 was 
opened to traffic, and a new roadway was constructed to connect the bridge to Mitchell Boulevard near the 
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Story Parkway/Mitchell Boulevard intersection. Although the roadway system within the NHL is a 
contributing element of the Soldiers’ Home NHL and the National Register district, Zablocki Drive is not 
identified as a contributing or a non-contributing element of the NHL or Historic District. North of I-94, it is 
not built in the same curvilinear design as the other roadways within the Soldiers’ Home NHL. Rather, it is 
mostly straight, with earth berms supporting the roadway in some locations and modest cuts into the 
landscape in other. Nor does it take advantage of the existing viewshed like other roadways in the NHL. As a 
result, it does not evoke the feeling of the Picturesque/designed historic landscape. 

Land was acquired from the cemetery to build I-94 in the early 1960s and I-94 divided the cemetery in 1962. 
Forty-two graves were relocated out of the path of the freeway. Currently, the cemetery is located both 
north and south of I-94 and contains about 39,200 interments. About 3,000 interments are north of I-94, 
and the rest are south. At some point between 1963 and 1973, the Zablocki Drive bridge connection to 
Mitchell Boulevard was removed and the Zablocki Drive alignment that previously stopped at the streetcar 
line was extended to the bridge to form Zablocki Drive’s current alignment (Exhibit 4-4). 

Currently, the VA owns and maintains Zablocki Drive, with the following exception: WisDOT owns and 
maintains the Zablocki Drive bridge over I-94. Therefore, Zablocki Drive is within the Soldiers’ Home NHL, while 
the portion of the Zablocki Drive bridge within I-94 right-of-way is outside of the Soldiers’ Home NHL. Zablocki 
Drive serves as a direct connection between Bluemound Road and the VA campus for the public and VA staff, 
as well as a connection across I-94 for cemetery maintenance, which includes moving off-road cemetery 
maintenance equipment. See Section 3.24.1.1, Affected Environment, for more information on the Soldiers’ 
Home NHL. 

The SHPO, Advisory Council on Historic Preservation, and National Park Service are the officials with 
jurisdiction over the property due to its NHL status. 

Section 4(f) applies to the Soldiers’ Home NHL because it is a nationally significant historic site. 

Northwestern Branch, National Home for Disabled Volunteer Soldiers’
Historic District (Soldiers’ Home Historic District) 

The Soldiers’ Home Historic District boundary is similar to the Soldiers’ Home NHL. The Soldiers’ Home Historic 
District contains less of the VA property in the southeast corner of the VA Campus than the Soldiers’ Home 
NHL but more of the VA campus in the southwest corner than the NHL (Exhibit 4-2 and Exhibit 4-3). The 
Soldiers’ Home Historic District contains about 150 acres, compared to 90 acres for the Soldiers’ Home NHL. 
The 30 contributing resources (buildings, sites, and other structures) in the Soldiers’ Home NHL are all included 
in the Soldiers’ Home National Register District. All of Wood National Cemetery in the vicinity of I-94 is in both 
the Soldiers’ Home NHL and the Soldiers’ Home Historic District. North of I-94, the Soldiers’ Home Historic 
District includes not only the narrow Zablocki Drive connection to Bluemound Road but also the western half 
of Mitchell Boulevard Park, adjacent to Zablocki Drive, because this area contained the original entrance to the 
Soldiers’ Home. Mitchell Boulevard Park is not in the Soldiers’ Home NHL. 

The Soldiers’ Home Historic District is listed under Criterion A for its significance as a collection of resources that 
document and illustrate the development of care of disabled veterans as a nationwide program of the federal 
government that ultimately established the VA. The district is also significant under Criterion C, Architecture, for 
the largely intact group of institutional resources created for the care of disabled and aged veterans of U.S. wars. 
The district (including buildings, structures, objects, and the designed landscape) maintains a high integrity of 
location, association, feeling, design, materials, and workmanship (National Park Service 2005). The National 
Register district emphasizes to a greater extent than the NHL the history, development, and growth of the VA and 
extends the period of significance to include this broader history through 1955. As with the Soldiers’ Home NHL, 
Wood National Cemetery and the landscape design are contributing elements of the Soldiers’ Home Historic 
District. 
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Land was acquired from the cemetery to build I-94 in the early 1960s and I-94 divided the cemetery in 1962. 
Forty-two graves were relocated out of the path of the freeway. Currently, the cemetery is located both 
north and south of I-94 and contains about 39,200 interments. About 3,000 interments are north of I-94, 
and the rest are south. At some point between 1963 and 1973, the Zablocki Drive bridge connection to 
Mitchell Boulevard was removed, and the Zablocki Drive alignment that previously stopped at the streetcar 
line was extended to the bridge to form Zablocki Drive’s current alignment (Exhibit 4-4). 

Currently, the VA owns and maintains Zablocki Drive, with the following exception: WisDOT owns and 
maintains the Zablocki Drive bridge over I-94. Therefore, Zablocki Drive is within the Soldiers’ Home Historic 
District, while the portion of the Zablocki Drive bridge within I-94 right-of-way is outside of the Soldiers’ 
Home Historic District. Zablocki Drive serves as a direct connection between Bluemound Road and the VA 
campus for the public and VA staff, as well as a connection across I-94 for cemetery maintenance, which 
includes moving off-road cemetery maintenance equipment. See Section 3.24.1.2, Northwestern Branch, 
National Home for Disabled Volunteer Soldiers Historic District, for more information on the Soldiers’ Home 
Historic District. 

The SHPO and the Advisory Council on Historic Preservation are the officials with jurisdiction over the 
property due to its listing in the National Register. 

Section 4(f) applies to the Soldiers’ Home Historic District because it is a nationally significant historic site. 

Mitchell Boulevard Park 
Mitchell Boulevard Park is located along Mitchell Boulevard north of I-94 and south of Bluemound Road. 
The western half of Mitchell Boulevard Park, including Mitchell Boulevard, which runs north and south 
through the park, is inside the boundary of the Soldiers’ Home Historic District, although the entire park is 
owned by Milwaukee County (Exhibit 4-5). Mitchell Boulevard has historic significance because it was the 
original entrance to the Soldiers’ Home Historic District. 

Milwaukee County is an official with jurisdiction over the property because it owns the park. SHPO and the 
Advisory Council on Historic Preservation are also officials with jurisdiction over the portion of the park that 
is within the Soldiers’ Home Historic District due to its listing in the National Register. 

The 15.6-acre park includes open space, shrubs and trees, native plantings (located between Mitchell 
Boulevard and Zablocki Drive), parking, a picnic shelter, restrooms, a tot lot, and public art (“Tree of Life” 
sculpture). Outdoor concerts are held in the park pavilion at the north end of the park, about 1/3-mile north 
of I-94. Three concerts were scheduled at the pavilion in 2013. 

According to the Milwaukee County Parks Department, the VA gave Milwaukee County most of the land for 
the park in 1969. In exchange, the county constructed Zablocki Drive and the Zablocki Drive bridge over I-94. 
A sign on the park picnic shelter states that the park was acquired by Milwaukee County through the Federal 
Land to Parks Program administered by the National Park Service. The Federal Land to Parks Program has 
provisions similar to Section 6(f) for converting land to non-recreational use. No LWCF grants were used to 
fund the development of the park. Mitchell Boulevard’s alignment was originally through the center of the 
park. Between 2001 and 2004, Milwaukee County shifted Mitchell Boulevard west to its current alignment 
(Exhibit 4-4). Milwaukee County did not indicate any plans to change the park. 

Section 4(f) applies to Mitchell Boulevard Park because it meets the definition of a publicly owned park, and 
the western half of the park is within the Soldiers’ Home Historic District. 
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Soldiers’ Home Reef National Historic Landmark 
The Soldiers’ Home Reef NHL is located within the 
boundaries of the Soldiers’ Home NHL and Soldiers’ 
Home National Register District. The boundary of the 
reef follows the north and east face of the reef for 
approximately 560 feet and then back approximately 
250 feet from that face (Exhibit 4-1). The Soldiers’ Home 
Reef NHL is significant in its own right as an important 
site in the history of geology in the United States and for 
the central role it played in the recognition of fossil reefs 
throughout North America. It is significant under 
Criterion B for its association with the 19th and early 20th 

century geologists James Hall, Thomas Crowder 
Chamberlin, and Increase Allen Lapham. The period of 
significance of the NHL is 1836 to 1939. The Soldiers’ Home Reef NHL retains integrity of location, 
association, design, materials, workmanship, and feeling. The integrity of setting has been diminished by the 
construction and use of the adjacent Miller Park (National Park Service 1993). 

At its closest point, it is about 1,200 feet from I-94. See Section 3.24.1.3, Soldiers’ Home Reef National 
Historic Landmark, for more information on the Soldiers’ Home Reef NHL. 

The SHPO, Advisory Council on Historic Preservation, and National Park Service are the officials with 
jurisdiction over the property due to its NHL status. 

Soldiers' Home Reef NHL adjacent to Frederick Miller 
Way, near Miller Park. 

Section 4(f) applies to the Soldiers’ Home Reef NHL because it is a nationally significant historic site. 

Miller Park 
Miller Park, a professional sports venue and home of Major League Baseball’s Milwaukee Brewers franchise, 
is a 43,000-seat baseball stadium in the southwest quadrant of the Stadium Interchange. Miller Park also 
hosts other large-scale events, such as concerts. Its parking lots are located in all four quadrants of the 
Stadium Interchange (Exhibit 3-38). Although FHWA’s Section 4(f) Policy Paper does not include specific 
guidance for a sports venue such as a professional baseball stadium, it does offer guidance for public 
fairgrounds (Question 20: Are publicly owned fairgrounds subject to the requirements of Section 4(f)?) 
(FHWA 2012c). Fairgrounds contain many of the same key characteristics as sports venues, such as an entry 
fee and the primary purpose of commerce. According to FHWA guidance, Section 4(f) is not applicable to 
fairgrounds that function primarily for commercial purposes rather than as a park or recreational space. 
Question 19 of FHWA’s Section 4(f) Policy holds some relevance. It addresses aquariums, museums, and 
zoos, and states that those facilities are typically not considered a Section 4(f) property. Additionally, 
Milwaukee County Stadium (which preceded Miller Park) was not considered a Section 4(f) property when 
WisDOT and FHWA prepared a Section 4(f) evaluation for improvements to the Stadium Interchange to 
accommodate Miller Park’s construction. 

The property and the baseball stadium are owned by the Southeast Wisconsin Professional Baseball Park 
District2 (71 percent) and the Milwaukee Brewers (29 percent). 

2 “The Southeast Wisconsin Professional Baseball Park District is a special district that is a local unit of government, a body corporate and politic that 
is separate, distinct, and independent from the state. The District is composed of Milwaukee, Ozaukee, Racine, Washington, and Waukesha Counties. 
The District has been charged with the oversight and monitoring of planning, financing, designing, constructing, commissioning, operating, and 
maintaining Miller Park. The District is managed by an appointed Board of Directors composed of 13 individuals representing the five-county area.” 
(Southeast Wisconsin Professional Baseball Park District 2014). 
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The entire property is approximately 227 acres on 7 parcels of land. The property contains Miller Park, 
multiple parking lots and access roads, and Helfaer Field. A fee is required to park and enter the stadium, 
and the stadium is closed, except during events. Helfaer Field is located in the Miller Park parking lot. It has a 
youth baseball field with seating for several hundred people. Youth baseball teams can rent the field for a 
fee. It is not open to the general public, except prior to some Brewer games. 

Miller Park was funded through a public-private venture between the Southeast Wisconsin Professional 
Baseball Park District and the Milwaukee Brewers. Public funding originates from a five-county sales tax. No 
LWCF grants or other special funds were used to acquire or develop Miller Park. 

Section 4(f) does not apply to Miller Park because it is a professional sports venue, and therefore, does not 
meet the definition of a publicly owned park or recreational facility. 

Story Hill Residential Historic District 1 
Story Hill Residential Historic District 1 is on the west side of US 41 and north side of I-94 (Exhibit 4-6). It is 
bordered by Wisconsin Avenue on the north, US 41 on the east, Bluemound Road on the south, and 
51st Street on the west. The period of significance of the district is 1909 to 1936. It is eligible for listing in the 
National Register under Criterion C as a good example of a cohesive collection of architectural styles from 
the early 20th century, including Colonial Revival, Craftsman, and Arts and Crafts. 

The district has a significant concentration of architect-designed buildings from the 1910s and 1920s that 
retain a high degree of integrity (WisDOT 2011).The district retains integrity of design, materials, 
workmanship, setting, feeling, location, and association. 

The SHPO and Advisory Council on Historic Preservation are the officials with jurisdiction over the property 
due to its eligibility for the National Register. 

Section 4(f) applies to the Story Hill Residential Historic District 1 because it is a significant historic site. 

Story Hill Residential Historic District 2 and 3 
Story Hill Residential Historic District 2 and 3 is located south of Bluemound Road, bounded by Story 
Parkway on the east and south, and Mitchell Boulevard Park on the west (Exhibit 4-6). 

The Story Hill Residential Historic District 2 and 3 is eligible for listing in the National Register under Criterion 
C for a significant concentration of Period Revival-style residences, as well as Craftsman-style bungalows and 
contemporary-style residences. Due to the original deed restrictions, the district evokes a distinct time and 
place. Restrictions included the following: single family houses only and consistent setbacks from the road 
(as well as no farm animals), and the developer reserved the right to refuse designs for aesthetic reasons. 
The houses are generally modest in scale and share brick, stucco, and stone-veneer exteriors. Well-known 
Milwaukee architects Hugo C. Haeuser and Roy J. Jacobs and the George Schley & Sons architectural firm 
designed houses within the district. The district contains 150 contributing buildings and 3 non-contributing 
buildings. The district retains a high degree of integrity as demonstrated by the high number of contributing 
structures. The period of significance is 1924 to 1963 (WisDOT 2013d). The district retains integrity of 
setting, feeling, design, materials, workmanship, location, and association. The setting has been impacted by 
the elevated roadways within the viewshed of the district. 

Story Parkway and Bluemound Road are not included in the historic district boundaries because they were not 
an integral part of the development of the district. The boundaries are based in the 1920s residential property 
lines, so the exterior roadways are not included. 

The SHPO and the Advisory Council on Historic Preservation are the officials with jurisdiction over the 
property due to its eligibility for the National Register. 

Section 4(f) applies to Story Hill Residential Historic District 2 and 3 because it is a significant historic site. 
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Story Parkway 
Story Parkway is located along the south and east sides of the Story Hill Neighborhood (Exhibit 4-7). The 
parkway comprises North Story Parkway (a road) and right-of-way on both sides of the roadway. The right-
of-way is approximately 150 feet wide, including 10 to 15 feet of front yards and residential driveways on 
Story Parkway, the roadway and land on the south and east sides of the roadway. The Milwaukee County 
Parks Department considers Story Parkway to be a park because it manages and maintains the parkway. 
Story Parkway is not included in Story Hill Residential Historic District 2 and 3 because it was built earlier than 
the neighborhood. 
The parkway is owned by Milwaukee County. Milwaukee County is the official with jurisdiction. The 
approximately 8-acre parkway contains trees, shrubs, a grassy area, open space, Miller Park Pedestrian 
Walkway (Exhibit 4-7), two roadways (Story Parkway and approximately 150 feet of Yount Drive at its 
intersection with Story Parkway), and a sidewalk along Story Parkway. The Miller Park Pedestrian Walkway 
provides pedestrian access to Miller Park and is primarily used as a transportation facility during events. 
No LWCF grants or other special funds were used to acquire or develop Story Parkway. 

Section 4(f) applies to Story Parkway because it meets the definition of a publicly owned park. 

Bluff Park Property 
The Bluff Park property is a steep slope located on the west side of the Miller Park parking lot. It is largely west 
of Yount Drive but includes part of Yount Drive itself and part of the Miller Park parking lot. It wraps around the 
east and southeast sides of Story Hill Residential Historic District 2 and 3, below the Story Parkway 
(Exhibit 4-7). 

The Wisconsin Department of Administration owns the Bluff Park property. The Bluff Park property was a part 
of Milwaukee County’s first land purchase in 1910, following the institution of a mill tax for parks. Ownership 
of the property transferred to the Wisconsin Department of Administration during the construction of Miller 
Park. The Environmental Assessment for the realignment of US 41 to accommodate Miller Park’s construction 
(approved 1996) defined Bluff Park as the stadium parking lot and the steep slope west of the parking lot that 
extends to Story Parkway. WisDOT’s I-94 study team coordinated with the Department of Administration to 
determine if the Bluff Park property was a park. During that coordination, the Department of Administration 
stated that Bluff Park is not considered a park because it is zoned as an institutional district. More information 
on that coordination is provided in Section 4.5, Coordination. 

The approximately 4-acre Bluff Park parcel contains shrubs and trees, a sidewalk along Yount Drive, Yount 
Drive, and part of the adjacent Miller Park parking lot. Most of the parcel is on a steep slope that is difficult to 
traverse. There is a walkway on the south end of the parcel, adjacent to I-94, called the Miller Park Pedestrian 
Walkway. The Miller Park Pedestrian Walkway connects to Mitchell Boulevard Park on the west and the Miller 
Park parking lot on the east. Miller Park Pedestrian Walkway, Yount Drive, and the sidewalk along Yount Drive 
provide access to Miller Park and are primarily used as transportation facilities during events, not recreation. 
They are therefore considered part of the local transportation system. The Stadium District shares 
maintenance responsibilities for the Miller Park Pedestrian Walkway with Milwaukee County. The sidewalk 
along Yount Drive is not plowed during the winter. 

Although the Bluff Park parcel is publicly owned, it is not managed as a park by the Wisconsin Department of 
Administration, nor is it listed as a park on Milwaukee County’s Park System Map (Exhibit 4-8). FHWA’s 4(f) 
Policy Paper (Question 15A: Do the requirements of Section 4(f) apply to shared use paths or similar facilities?) 
states that if a publicly owned facility is primarily used for transportation and is an integral part of the local 
transportation system, the requirements of Section 4(f) do not apply because it is not a recreational area. No 
LWCF grants or other special funds were used to acquire or develop Bluff Park. 

Section 4(f) does not apply to the Bluff Park property because it does not meet the definition of a publicly 
owned park or recreational facility. 
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Oak Leaf Recreational Trail 
The Oak Leaf Recreational Trail is a multi-use trail that loops through many county-owned parkways and 
parks in Milwaukee County. The trail is composed of off-road paved trails, park drives, and municipal streets 
(where necessary to maintain continuity). The trail is open to bicyclists, skaters, runners, and walkers. In the 
project study area, the trail is located in Doyne Park in the northwest quadrant of the Wells 
Street/Wisconsin Avenue/US 41 interchange (Exhibit 4-1). Section 6(f) applies to the Oak Leaf Recreational 
Trail because portions of it were funded with LWCF grants. 

The Oak Leaf Recreational Trail is owned by Milwaukee County and features 114 miles of multiple loops. 
Milwaukee County has official jurisdiction over the property and did not indicate any plans to change the 
trail. 

LWCF grants were used to fund the construction of some segments of the Oak Leaf Recreational Trail. 

Section 4(f) applies to the Oak Leaf Recreational Trail because it meets the definition of a publicly owned 
recreational facility. 

Doyne Park 
Doyne Park is located in the northwest quadrant of the Wells Street/Wisconsin Avenue/US 41 interchange, 
next to the Menomonee River. The park was once a landfill. A methane extraction system was installed, and 
the landfill was capped. The park, owned by Milwaukee County, is 35.4-acres in size and includes open space, 
shrubs and trees, parking, a 9-hole golf course, a park building, a soccer field, a tot lot, a basketball court, and 
the Oak Leaf Recreational Trail runs through the park (Exhibit 4-1). Milwaukee County did not indicate any 
plans to change the park. 

LWCF grant(s) were used to fund the development of Doyne Park; therefore, Section 6(f) applies to the park. 

Section 4(f) applies to Doyne Park because it meets the definition of a publicly owned park. 

Hank Aaron State Trail 
The Hank Aaron State Trail (HAST) is a multi-use trail that crosses Milwaukee County from the lakefront in 
downtown Milwaukee to the Oak Leaf Recreational Trail at the Milwaukee County/Waukesha County line 
(Exhibit 4-1). The trail, owned by WDNR, is open to walkers, runners, bicyclists, and skaters and provides an 
off-road gravel trail from its western boundary to 94th Street, an asphalt trail from 94th Street to the 6th Street 
viaduct, and on-road bike lanes and sidewalks from 6th Street to the lakefront. In total, the HAST contains 
10 miles of continuous connection via dedicated trails and marked on-street routes. 

The HAST is subject to the rail banking provisions of the 1983 National Trails System Act, which means that the 
corridor must be maintained so that it could be returned to use as a railroad if needed at some point in the 
future. Although the HAST provides recreational opportunities, WisDOT and WDNR agree that the trail’s 
primary use is for transportation. The determination was made based on the use of federal Congestion 
Mitigation and Air Quality for its construction and its subjection to the rail banking provisions of the 
National Trails System Act. 23 CFR 774.11(h), which states, “When property formally reserved for a future 
transportation facility temporarily functions for park, recreation, or wildlife and waterfowl refuge purposes 
in the interim, the interim activity, regardless of duration, will not subject the property to Section 4(f).” 
Additionally, WisDOT and WDNR entered into a Memorandum of Understanding during the Zoo Interchange 
study that states that the trail’s primary purpose is for transportation and is not subject to Section 4(f). 

The HAST would also meet the criteria set forth under 23 CFR 774.13(f)(3) and (4), which states that the 
following types of resources are exempt to the requirement for Section 4(f) approval, “Certain trails, paths, 
bikeways, and sidewalks, in the following circumstances: (3) Trails, paths, bikeways, and sidewalks that 
occupy a transportation facility right-of-way without limitation to any specific location within that right-of-
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way, so long as the continuity of the trail, path, bikeway, or sidewalk is maintained; and (4) Trails, paths, 
bikeways, and sidewalks that are part of the local transportation system and which function primarily for 
transportation.” 

The off-street HAST trail follows the north side of Canal Street just south of I-94. Also, an on-street route 
known as the HAST Extension crosses under I-94 on 44th Street, which is a City of Milwaukee street. The 
HAST off-street trail also passes through the Soldiers’ Home NHL and Soldiers’ Home Historic District and 
crosses 70th Street near the Washington Street extension. 

The HAST acquisition was funded by WDNR Stewardship Funds. Trail construction was funded by WisDOT 
and FHWA Congestion Mitigation and Air Quality Improvement funds. 

Section 4(f) does not apply to the HAST because the corridor has been formally reserved for a future 
transportation use pursuant to 23 CFR 774.11(h), and it meets exceptions(3) and (4) of 23 CFR 774.13(f). 

Valley Park 
Valley Park, which is jurisdictionally owned and administered by Milwaukee County, is located in the northeast 
quadrant of the Stadium Interchange between 42nd Street and the Menomonee River (Exhibit 4-9). The 1.5-
acre park includes a multi-use path, open space, and a tot lot. Milwaukee County did not indicate any plans to 
change the park. 

Milwaukee Metropolitan Sewerage District (MMSD) funded parts of the park as a flood barrier to prevent 
flooding in the adjacent Valley Park Neighborhood. 

Section 4(f) applies to Valley Park because it meets the definition of a publicly owned park. 

Paradise Theater 
The former Paradise Theater (now the Epikos Church), was designed and built by Urban F. Peacock in 1929 
in the 20th century revival style. It sits on a triangular lot formed by Greenfield and National avenues in the 
city of West Allis, Milwaukee County (see Exhibit 4-1). The building exhibits classical, Art Deco, and French 
Renaissance stylistic elements. The opulent auditorium and lobby are largely intact, including ceramic tile 
floors, decorative plaster moldings with fruit and flower motifs, and the original grand staircase. The 
auditorium seating and the original ticket booth also remain. 

The former Paradise Theater is a local example of a building type that was once commonly found in 
downtown and neighborhood areas of most communities throughout the United States in the 1920s. It is 
eligible for the National Register under Criterion C for its architectural elements and as a very good example 
of a 1920s theater that exhibits a good degree of interior or exterior integrity (WisDOT 2015). 

The SHPO and the Advisory Council on Historic Preservation are the officials with jurisdiction over the 
property due to its eligibility for listing in the National Register. 

Section 4(f) applies to the Paradise Theater because it is a significant historic site. 

4.3 Purpose and Need, and Proposed Action
Purpose and Need 

As discussed in Section 1, Purpose and Need for the Project, the I-94 East-West Corridor project would 
accomplish the following: 

• Maintain a key link in the local, state, and national transportation network. 

• Address the obsolete design of I-94 to improve safety and decrease crashes. 
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• Replace deteriorating pavement. 

• Accommodate existing and future traffic volumes at an acceptable level of service. 

Proposed Action (Preferred Alternative) 
After evaluating project purpose and need, cost, impacts to the human and natural environment, and public 
and agency comments received throughout the NEPA process and in direct responses to the Draft EIS, in 
February 2015, WisDOT identified the At-grade alternative with the half interchange at Hawley Road in the 
west segment and the On-alignment alternative in the east segment as the preferred alternative for the I-94 
East-West Corridor study. The preferred alternative would cost $852 million in 2014 dollars and $1.106 
billion in year-of-expenditure dollars3, which includes $18 million for the Washington Street extension and 
$5 million for the three off-interstate intersection improvements (2014 dollars). The amount includes the 
cost of designing the roadways, right-of-way acquisition, utility relocation, and construction. Replacing the I-
94 East-West Corridor in its current configuration would cost an estimated $379 million in 2014 dollars. See 
Section 2 for additional information about the proposed action and for further discussion on the range of 
alternatives considered. 

Identification of a preferred alternative was based on resource agency input, local government input, public 
input, cost, impacts to the human/natural environment, and input from the public, state and federal 
resource agencies, Cooperating and Participating Agencies, and local officials. The process for identifying a 
preferred alternative was performed in accordance with the Clean Water Act’s Section 404 (b)(1), Sections 
106 and 110(f) of the National Historic Preservation Act as amended, and the U.S. DOT’s Section 4(f) law. 

FHWA has determined that the preferred alternative has de minimis impacts to Section 4(f) properties in the 
project area. Per 23 CFR 774.3(b) and 774.17, because the preferred alternative would not result in a use of 
a Section 4(f) resource, no feasible and prudent avoidance alternative analysis is required. 

4.3.2.1 Description of Preferred Alternative 
West Segment 
The west segment of the study area is I-94 from 70th Street to Yount Drive, just west of the Stadium 
Interchange (Exhibit 2-1). This segment includes the existing 68th Street/70th Street, Hawley Road, and the 
existing Mitchell Boulevard service interchanges. All alternatives were developed to avoid a direct impact on 
the cemeteries (Beth Hamedrosh Hagodel Cemetery, Spring Hill Cemetery, and Wood National Cemetery) 
adjacent to I-94 in this segment. 

The At-grade alternative with a half interchange at Hawley Road (preferred alternative) would reconstruct I-
94 to 8 travel lanes (4 in each direction) at essentially the same elevation as the existing freeway (Exhibit 2-
2). To avoid impacting the Section 4(f)-protected cemetery properties (Calvary Cemetery and Wood National 
Cemetery within the Soldiers’ Home NHL and Historic District), the reconstructed I-94 would have less than 
12-foot driving lanes and narrow shoulders in the approximate 2,000-foot segment between the adjacent 
cemeteries (Hawley Road to Zablocki Drive). East and west of the cemeteries, the freeway would have 
standard 12-foot lanes and 12-foot shoulders. 

At its narrowest point, roughly 110 feet would be available for the construction footprint of I-94 between 
the cemeteries. Lane widths would be as narrow as 11 feet for a short distance (Exhibit 2-3). Eastbound and 
westbound traffic would travel in 11-foot lanes for roughly 30 feet in each direction4. The lanes would 
transition from 12 to 11 feet for several hundred feet east and west of the 11-foot-lane segment. For 
eastbound traffic, the transitions from 12- to 11-foot lanes would be roughly 780 feet to the west and 

3 Year-of-expenditure (YOE) is the total project cost, including inflation assuming construction will take place during a given period of time in the 
future. For this study, construction is expected to take place between 2019 and 2023. 

4 In the Draft EIS, it was noted that 11-foot lanes would be required for 121 feet for eastbound I-94 and 42 feet for westbound I-94. The distances 
were reduced due to refined design, specifically, maximizing the lane width transitions to keep the lanes as wide as possible, given available space. 
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800 feet to the east of the short section of 11-foot lanes. For westbound traffic, the transition from 12- to 
11-foot lanes would be roughly 580 feet to the west of the short section of 11-foot lanes and 890 feet to the 
east. 

Shoulder widths would vary in this segment as the available right-of-way varies (the shoulders would be as 
narrow as 2 feet). For eastbound traffic, the outside shoulder would transition from 12 to 8 feet for 85 feet, 
and then would consist of a shoulder width between 2 and 8 feet for the next 1,230 feet. The outside 
shoulder width would transition from 8 to 12 feet over the next 75 feet. The eastbound inside shoulder 
would transition from 12 to 8 feet for 230 feet, and then between 2 and 8 feet wide for the next 950 feet. 
The inside shoulder width would transition from 8 to 12 feet over the next 280 feet. 

For westbound traffic, the outside shoulder would transition from 12 to 8 feet for 55 feet and then would be 
between 2 and 8 feet for the next 960 feet before transitioning immediately back to 12 feet. The westbound 
inside shoulder would transition from 12 to 8 feet for 270 feet, and then would be between 2 and 8 feet for 
the next 990 feet. The inside shoulder width would transition from 8 to 12 feet over the next 220 feet. 

To summarize, for eastbound traffic, there would be less than 12-foot lanes for about 1,610 feet, less than 
12-foot inside shoulder for 1,460 feet, and less than 12-foot outside shoulder for 1,390 feet. For westbound 
traffic, there would be less than 12-foot lanes for about 1,500 feet, less than 12-foot inside shoulders for 
1,480 feet, and less than 12-foot outside shoulders for 1,010 feet. 

Dynamic traffic management tools to warn drivers of closed lanes in the narrow segment, advance warning 
signs alerting drivers to the narrow lanes and narrow shoulders, and other tools like reflectors on the center 
median barrier wall and the outside barrier wall would likely be implemented to make the narrow 
lane/narrow shoulder segment as safe as possible. 

The 68th Street/70th Street interchange would be reconstructed in its current configuration (a split diamond 
interchange). Entrance and exit ramps would be longer than the existing ramps to provide more room for 
traffic entering and exiting the freeway, thereby improving safety and traffic operations. 64th Street would 
continue to pass under I-94. 

The preferred alternative would provide a half interchange at Hawley Road. The half interchange would 
have an entrance ramp to westbound I-94 and an exit ramp from eastbound I-94 to Hawley Road. There 
would be no westbound exit ramp or eastbound entrance ramp as part of the half interchange at Hawley 
Road option. The reason for having a half interchange is that any entrance or exit ramps east of Hawley 
Road would impact the cemeteries and result in the relocation of graves. 

It is FHWA’s long-standing policy to provide either a full interchange or no interchange at crossroads. FHWA 
considers half interchanges in “rare and extraordinary circumstances” (FHWA 20105). FHWA does offer 
some flexibility to justify not meeting interchange standards if there are no reasonable alternatives that 
meet the standards. Extensive environmental impacts and/or extreme costs are often factors that are taken 
into consideration when evaluating reasonable alternatives. While FHWA gives appropriate consideration to 
local concerns, it is imperative that primary consideration is placed on the function of the overall interstate 
freeway and the importance in serving broader regional and interstate traffic needs. Interstate drivers 
expect that interchanges provide for all movements and that if they exit at an interchange that they will be 

businesses and residents that currently use the Hawley Road interchange. 

able to return to the interstate in the same direction from the same interchange. FHWA has provided 
engineering and operational acceptability for the half interchange at Hawley Road because of the constraint 
posed by the cemeteries east of Hawley Road combined with extensive public and local government input 
indicating that removing the entire Hawley Road interchange would have a socioeconomic impact on 

5 http://www.fhwa.dot.gov/design/ interstate/pubs/access/access.pdf, page 43 
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Zablocki Drive would remain at its present location, and its bridge over I-94 would be replaced and raised, 
requiring reconstruction of short segments of Zablocki Drive on each side of the new bridge (about 340 feet 
north of I-94 and 210 feet south of I-94). 

The freeway entrance and exit ramps at the Mitchell Boulevard interchange would be removed. Having 

the cemeteries or, in a scenario where the design avoided the impacts, would create very short and unsafe 
entrance and exit ramps in the narrow cemetery area would increase congestion and would either impact 

merge distances on the interstate. The Mitchell Boulevard interchange would be replaced by a local road 
interchange under the Stadium Interchange. A one-way westbound frontage road on the north side of I-94 
would connect the new local road interchange to Mitchell Boulevard near the existing westbound I-94 exit 
ramp at Mitchell Boulevard. See Section 2.2.2.2 for more information on the new local road interchange and 
frontage road. 

East Segment 
The east segment of the study area is from Yount Drive, just west of the Stadium Interchange, to 16th Street 
(Exhibit 2-1). This segment includes the existing 35th Street and 25th/26th/28th Street service interchanges 
and the Stadium Interchange. 

Under the On-alignment alternative (preferred alternative), the Stadium Interchange would be 
reconstructed as a hybrid between a service interchange and a system interchange (Exhibit 2-6). The highest 
point of the new Stadium Interchange would be about 25 feet higher than the existing interchange. Some of 
the ramps would be free-flow and some would be controlled by a traffic signal. All of the exit ramps from 
I-94 to US 41/Miller Park Way would be free-flow ramps (no signals). 

Because there is a greater amount of traffic on US 41/Miller Park Way than on most urban streets (like 68th 

and 70th Streets, or Hawley Road for example), but still less than on other urban freeways like I-94 or I-894, 
WisDOT decided on a “hybrid” interchange with both free-flow and signal-controlled ramps, but a lower 
speed design (hybrid ramps design speed of 35 mph). The ramps from southbound US 41 to eastbound I-94 
and from northbound Miller Park Way to westbound I-94 would be controlled by a traffic signal. The 
reconstructed interchange would have a smaller footprint than the existing interchange. 

I-94 through the Stadium Interchange would operate at level of service D or better. US 41/Miller Park Way 
would generally operate at level of service C or better in the design year (2040) during the morning and 
afternoon peak hours. Perhaps the biggest change in the way the interchange would operate is that there 
would be a traffic signal on US 41/Miller Park Way that would control through-traffic on US 41/Miller Park 
Way and control left turns onto I-94 from US 41/Miller Park Way. 

New entrance and exit ramps to 44th Street and a new local street (tentatively referred to as 46th Street) 
would be constructed underneath the Stadium Interchange (Exhibit 2-7). The ramps would replace the 
interchange that would be removed at Mitchell Boulevard. The interchange would connect to the existing 
Miller Park ring road and a new frontage road north of I-94. The new north frontage road would pass over 
Yount Drive and connect to Mitchell Boulevard near the existing westbound I-94 exit ramp at Mitchell 
Boulevard. For drivers on westbound I-94, these connections would provide access to the existing Miller 
Park parking, the VA Campus, and the Story Hill neighborhood in a manner similar to existing conditions. 

As part of the reconstructed Stadium Interchange, there would be no access from northbound Miller Park 
Way to the Wisconsin Avenue interchange on US 41. Drivers exiting I-94 to US 41 would continue to be able 
to exit at Wisconsin Avenue. Additionally, drivers entering US 41 southbound from Wisconsin Avenue would 
continue to be able to access I-94 in both directions and travel south along US 41/Miller Park Way. As part of 
the reconstructed Stadium Interchange, there would be no direct access from US 41 or Miller Park Way to 
the 35th Street interchange via I-94. Traffic on US 41/Miller Park Way would access 35th Street from 
Wisconsin Avenue north of I-94 or National Avenue south of I-94. Access to the 35th Street interchange 
would continue to be provided for motorists on I-94. 
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East of the Stadium Interchange, the 35th Street interchange would be reconstructed. Braided ramps 
between the Stadium Interchange and the 35th Street interchange would allow the two closely spaced 
interchanges to operate safely. Braided ramps would also be provided between the 35th and 27th Street 
interchanges. East of the 35th Street interchange, I-94 would remain close to its current alignment and be 
widened to the south. The centerline of reconstructed I-94 would be about 50 feet south of the existing 
freeway centerline. The entrance and exit ramps near 27th Street (which is also Wisconsin State Highway 57) 
would remain where they are today at 25th, 26th, and 28th Streets, as well as at St. Paul Avenue, because 
there would not be enough room to consolidate them at 27th Street. 

The intersection of 27th Street and St. Paul Avenue would require more extensive reconstruction because 
most of the exiting freeway traffic destined for 27th Street would first enter St. Paul Avenue at 25th or 26th 

Street, and then turn onto 27th Street at its intersection with St. Paul Avenue. Similarly, most of the traffic 
entering the freeway at 25th and 28th Streets would also use the 27th/St. Paul intersection. 

Off-Interstate Improvements 
As part of the preferred alternative in the west segment, WisDOT would construct some off-interstate 
improvements to mitigate the traffic impacts of partially closing the Hawley Road interchange (Exhibit 2-9). 
These improvements are extending Washington Street to make it easier for drivers in the Hawley Road 
corridor to access the 68th Street/70th Street interchange, as well as improvements at three local road 
intersections to improve local road operations under the partial closure of the Hawley Road interchange. 

Existing Washington Street is about 0.5 mile south of I-94 and currently intersects with 70th Street on the 
west and dead ends a few blocks to the east; it provides access to several businesses. A new Washington 
Street alignment would be constructed to provide a connection between 70th Street and Hawley Road/60th 

Street. The existing portion of Washington Street would remain, but a new roadway alignment to the north 
of existing Washington Street would be constructed to provide the most efficient connection between 
70th Street and Hawley Road/60th Street, while minimizing impacts to existing businesses (Exhibit 2-10). 
Connecting 70th Street to Hawley Road/60th Street via Washington Street would provide convenient access 
to and from Hawley Road from the 68th Street/70th Street interchange for traffic that would no longer be 
able to enter I-94 eastbound or exit I-94 westbound at Hawley Road. The Washington Street extension 
would cost approximately $18 million (2014 dollars) and would require the relocation of WisDOT’s 
Southeast Region Service Facility. 

In addition to the Washington Street connection, three local road intersections have been identified for 
potential upgrades to improve local road operations under the partial closure of the Hawley Road 
interchange. Each of the intersections would see a modest increase in traffic volumes as a result of the 
access change at Hawley Road. Improvements at the three local road intersections described above would 
cost approximately $5 million (2014 dollars). The local road intersections are: 

• 70th Street/Greenfield Avenue (Exhibit 2-11) 
• National Avenue/Greenfield Avenue (Exhibit 2-12) 
• Miller Park Way/National Avenue (Exhibit 2-13) 

At the 70th Street/Greenfield Avenue intersection, WisDOT would restripe the existing lane configuration to 
extend the southbound left-turn lane and improve the traffic signals to improve traffic operations. No right-
of-way would be required for the improvements (Exhibit 2-11). 

At the National Avenue/Greenfield Avenue intersection, WisDOT would restripe the existing lane 
configuration and improve the traffic signals. Northeast-bound National Avenue would be restriped to 
provide for a combined left and through lane, along with a right-turn lane. This improvement would 
eliminate approximately 100 feet of on-street parking. On southwest-bound National Avenue, a combined 
left and through lane, along with a right-turn lane, would be provided. This improvement would eliminate 
approximately 150 feet of on-street parking. Along Greenfield Avenue, a left-turn lane and a combined 
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through lane and right-turn lane would be provided in each direction. This would result in the loss of about 
70 feet of parking along westbound Greenfield Avenue (Exhibit 2-12). 

At the Miller Park Way/National Avenue intersection, WisDOT would restripe traffic lanes and improve 
traffic signals. A second left-turn lane would be added to northbound Miller Park Way. Along National 
Avenue, west of Miller Park Way, the second westbound through lane would be extended by 500 feet to a 
spot between 45th and 46th Streets. In addition, a right-turn lane would be provided from westbound 
National Avenue to the VA entrance at General Mitchell Boulevard/47th Street. This was requested by the VA 
to improve access to its campus and would improve traffic operations along National Avenue. As part of the 
improvement, approximately 0.6 acre from the VA Campus, including 0.20 acre of the Soldiers’ Home NHL, 
would be required for transportation right-of-way. The 0.2-acre of the Soldiers’ Home NHL proposed to be 
acquired would result in No Adverse Effect under Section 106 (see discussion in Section 4.4.1.2) and 
subsequently would have a de minimis impact on the Soldiers’ Home NHL. 

Bicycle and pedestrian accommodations will be provided on local roads that are reconstructed as part of the 
project, in accordance with The United States Department of Transportation Policy Statement on Bicycle and 
Pedestrian Accommodation Regulations and Recommendations (U.S. DOT, 2010) and FHWA Guidance: Bicycle 
and Pedestrian Provisions of Federal Transportation Legislation (FHWA, 2015). I-94, Miller Park Way, and US 41 
will have no bicycle or pedestrian accommodations. Reconstructed portions of Zablocki Drive will not have a 
separate bicycle facility because traffic volumes are low enough to allow for bicycles on the street, and 
widening Zablocki Drive to provide additional bicycle and pedestrian accommodations may have an adverse 
impact and/or a Section 4(f) use on the Soldiers’ Home NHL. The new north frontage road between Yount 
Drive and Mitchell Boulevard will have an existing trail parallel to it, making an additional bicycle facility 
unnecessary. 

4.4 Assessment of Use of Section 4(f) Properties 
This section provides an assessment of potential uses of Section 4(f) properties associated with preferred 
alternative actions. Since the preferred alternative would not result in impacts to any Section 4(f) properties 
greater than de minimis, the regulations do not require the project to conduct a Section 4(f) feasible and 
prudent avoidance analysis or least overall harm analysis (see 23 CFR 774.3 and 774.17). 

Assessment of Use of Section 4(f) Properties in West Segment 
The preferred alternative in the west segment would entail actions adjacent to seven Section 4(f) properties: 

Calvary Cemetery, Soldiers’ Home NHL, Soldiers’ Home Historic District, Mitchell Boulevard Park, Story Hill 

Residential Historic District 2 and 3, Story Parkway, and Paradise Theater. An assessment of potential
 
Section 4(f) use with regard to these properties is provided in the following section. 


4.4.1.1 Calvary Cemetery 
The preferred alternative would not 
result in a permanent incorporation of 
property from Calvary Cemetery. 

The preferred alternative would not 
result in the temporary occupancy of 
Calvary Cemetery during construction. 

A Section 106 finding of No Adverse 
Effect has been made with respect to 
preferred alternative impacts to Calvary 
Cemetery (see Section 3.24.2.3). The 
preferred alternative would not alter or 
change the character of the Calvary 
Cemetery property in a manner that diminishes the historic integrity of the property’s historic associations 

Looking south from Calvary Cemetery toward I-94. The Zablocki Drive 
bridge over I-94 is in the center of the picture. 
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and architectural value of the chapel or other buildings. Under the preferred alternative, I-94 would be 
elevated up to 3 to 5 feet higher than the existing freeway. Noise levels would be comparable to existing 
noise levels (projected decrease of 1 dBA). The visual impact from the slightly elevated freeway would be 
minimized by the distance from the freeway and screening provided by trees and other vegetation. Based 
on this discussion and the Section 106 finding of No Adverse Effect, it can subsequently be concluded that 
there is no constructive use of Calvary Cemetery pursuant to 23 CFR 774.15(f)(1). 

Section 4(f) Use Determination 
Based on the above findings, FHWA has determined that there would be no use of Calvary Cemetery as a 
result of project actions. 

4.4.1.2 Northwestern Branch, National Home for Disabled Volunteer Soldiers’ National
Historic Landmark (Soldiers’ Home NHL) 

Approximately 0.20 acres of Soldiers’ Home NHL property near the Miller Park Way/National Avenue 
intersection would be acquired as part of the off-interstate improvements for the preferred alternative. This 
land is required in order to provide a right-turn lane to the VA Campus from National Avenue; this 
improvement was requested by the VA to improve access to its campus and would improve traffic 
operations along National Avenue in addition to improving access to both the medical center and larger 
historic complex (Exhibit 4-10). 

The existing Zablocki Drive bridge would be replaced by a longer bridge in the same location (Exhibit 4-11). 
The new bridge and the approach roadway on either side of the bridge would be higher to provide adequate 
clearance over I-94, which would be raised 3 to 5 feet 
under the preferred alternative. Zablocki Drive bridge 
reconstruction work would require reconstruction of 
short segments of Zablocki Drive on each side of the 
new bridge (about 340-feet north of I-94 and 210-feet 
south of I-94). The portion of the Zablocki Drive bridge 
over I-94 right-of-way is not in the Soldiers’ Home NHL 
boundary. The approach roadways to the new bridge 
are in the Soldiers’ Home NHL boundary. A detour for 
the Zablocki Drive bridge will be provided during 
construction. 

Replacing the bridge on Zablocki Drive and 
reconstructing Mitchell Boulevard south of I-94 under 
the preferred alternative would require a temporary 
easement consisting of about 2 acres of Soldiers’ 
Home NHL property (Exhibit 4-12). Connectivity between the two sides of Wood National Cemetery (north 
and south of I-94) will be provided during construction and will be stipulated in the Construction Staging 

Wood National Cemetery, south of I-94 

Plan, in accordance with the Programmatic Agreement. No gravesites or other formal areas of the NHL 
would be impacted by the temporary construction activities. WisDOT would restore all landscaping after 
construction is completed. 

Elevating I-94 and the Zablocki Drive bridge will alter the existing viewshed and will make I-94 and the 
Zablocki Drive bridge slightly more visible than they are currently. There would be a minor impact to the 
setting and feeling of the Soldiers’ Home NHL from elevating the freeway 3 to 5 feet; however, the visual 
screening to be installed at the request of the VA will not disrupt the visual connectivity between the north 
and south sides of the cemetery. 

Noise levels from the preferred alternative would be the same or lower than existing noise levels. The 
setting and feeling of the Soldiers’ Home NHL would not be impacted by noise, as the future noise levels 
would stay the same or decrease. Therefore, the preferred alternative would not diminish the integrity of 
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setting and feeling from the current condition. The slightly elevated freeway would alter the viewscape from 
one side of the cemetery to the other, but the district would retain integrity of design, association, 
materials, workmanship, and location. The district’s design significance, its architectural significance, and its 
association with the VA and care for disabled veterans would not be diminished. 

All buildings in the Soldiers’ Home NHL are at least 250 feet from I-94. WisDOT investigations into potential 
vibration impacts on historic buildings from the Zoo Interchange and Park East reconstruction projects 
determined that buildings that distance from roadway construction would not experience vibration impacts. 
Vibration impacts to Wood National Cemetery during operation of the improved freeway would be similar 
to the existing vibration impacts from the current I-94 corridor. However, during construction, depending on 
the types of machinery used, vibration could cause the ground to move, which could cause flat and vertical 
grave markers to shift. The alignment of the grave markers is an integral part of the aesthetic of a national 
cemetery, so a shift in alignment would impact the integrity of the cemetery. WisDOT and FHWA will 
continue to work with the National Cemetery Administration to determine the impacts of vibration from 
I-94. If grave markers in Wood National Cemetery are out of alignment due to construction vibration, 
WisDOT will fund a “raise and realignment” effort that would be performed to National Cemetery 
Administration standards. 

Measures to Minimize Harm 
The preferred alternative was designed to avoid impacting the formal areas of the Soldiers’ Home NHL. No 
graves will be disinterred from Wood National Cemetery, and none of the identified heritage trees will be 
impacted. 

FHWA in coordination with WisDOT have proposed the following minimization and enhancement measures 
as part of the I-94 East-West Corridor Study Draft Programmatic Agreement to avoid and minimize effects 
from the project to the Soldiers’ Home NHL. 

• WisDOT or its agent will create a Design Coordination Plan in order to ensure that the Project is 
designed in a way that will not adversely affect historic properties. The draft Design Coordination Plan 
will be submitted to Signatories and Consulting Parties for review and comment. The draft Design 
Coordination Plan will include the following: 

— Zablocki Drive bridge and approaches 

— Height of I-94 adjacent to Wood National Cemetery of the Soldiers’ Home NHL 

— Continued access to Soldiers’ Home NHL 

— Benchmarks and timeframes for review 

— Definition of design review process 

• WisDOT or its agent will prepare a Construction Staging Plan prior to initiation of construction in the 
vicinity of historic properties. The Construction Staging Plan will cover the locations of the construction 
staging areas for storage and staging of active construction in order to avoid impacts to historic 
properties. The draft Construction Staging Plan will be submitted to Signatories and Consulting Parties 
for review and comment. The plan will include the following: identification of locations and sizes of 
staging areas for storage of construction materials and equipment outside WisDOT right-of-way and 
staging of active construction activities within WisDOT right-of-way. 

WisDOT or its agent will define the parameters and goals for up to two preconstruction walk-through(s) 
with the Signatories and Consulting Parties to the Programmatic Agreement prior to the 
commencement of construction activities. 
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•	 The following measures are proposed 
at Wood National Cemetery: 

1.	 Landscape Plan 

WisDOT or its agent will prepare a 
Landscape Plan for areas adjacent 
to I-94 for adoption prior to 
completion of the freeway design 
for the portion of the project 
adjacent to Wood National 
Cemetery. WisDOT or its agent will 
submit the draft Landscape Plan to 
Signatories and Consulting Parties 
for review and comment. The 
Landscape Plan will include, but not be limited to, the following: the area covered by the plan and 
ensuring the plan is consistent with the historic character of the Soldiers’ Home NHL landscape as 
defined in the Soldiers’ Home Historic American Landscape Survey. 

2.	 Wall Design Plan 

{{ 

Zablocki Drive bridge over I-94. 

WisDOT or its agent will create a Design Plan for the walls on the north and south sides of the 
freeway. The draft plans will be submitted to Signatories and Consulting Parties for review and 
comment. The plan will include the following: specifications for the design, height, size, materials, 
and appearance of the walls. The draft Design Plan for the Wood National Cemetery walls will be 
submitted to Signatories and Consulting Parties for review and comment, in accordance with 
Stipulation VI, prior to implementation. 

3.	 Prepare Signage Plan 

WisDOT or its agent will prepare a Signage Plan prior to completion of the of the freeway design. 
The draft Signage Plan will be submitted to Signatories and Consulting Parties for review and 
comment. The plan and will include the following: the specific area covered by the Plan; the types of 
signage covered by the Plan; the location and design of signage, taking into account the visual 
aspects of the NHL; minimization of Type 1 highway signage where I-94 passes through Wood 
National Cemetery. 

4.	 Prepare Monitoring Plan 

WisDOT or its agent will prepare a Monitoring Plan prior to completion of the freeway design for the 
segment of the Project adjacent to the NHL. The draft Monitoring Plan will be submitted to 
Signatories and Consulting Parties for review and comment. The Monitoring Plan will include the 
following: the construction activities covered under the Plan; proper permits and authorizations; 
whether any buildings or structures would be included in the Plan; and a raise and align survey for 
grave markers within Wood National Cemetery. 

5. National Avenue at Miller Park Way Improvements Plan 

As part of the off-interstate intersection improvements, WisDOT will prepare a plan for the 
improvements to National Avenue. The draft plan will be submitted to Signatories and Consulting 
Parties for review and comment. The plan serves to avoid adverse effects on the Soldiers’ Home NHL 
from the off-interstate intersection improvements at West National Avenue and General Mitchell 
Drive, and will include measures to: minimize the footprint of the widening; minimize impacts to 
identified heritage trees within the Soldiers’ Home NHL; and minimize visual impact on the Soldiers’ 
Home NHL through additional landscaping features. 
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Section 4(f) Use Determination 
The Wisconsin SHPO, National Park Service, and Advisory Council on Historic Preservation have concurred 
with FHWA’s Section 106 finding of No Adverse Effect regarding project impacts at the Soldiers’ Home NHL 
(see Section 3.24.2.1 and the Section 106 consultation documentation on the CD at the back of this Final 
EIS). As defined in 23 CFR 774.5 and 774.17, a de minimis impact determination is made for an historic site if 
FHWA makes a determination of “No Adverse Effect” or “No Historic Properties Affected” through 
consultation under Section 106 of the National Historic Preservation Act (NHPA), and the officials with 
jurisdiction concur with that determination. As noted on page 8 of the Section 4(f) Policy Paper, a de minimis 
impact determination may be made for a permanent incorporation or temporary occupancy of Section 4(f) 
property (FHWA, 2012c). 

Based on the Section 106 Finding of No Adverse Effect in addition to the discussion provided in this section 
regarding the net impact to the Soldiers’ Home NHL after a consideration of measures to minimize harm, a 
subsequent de minimis impact determination is concluded in this document. The Wisconsin SHPO, National 
Park Service, and Advisory Council for Historic Preservation have concurred in writing with this de minimis 
impact determination (see CD at back of this document). 

Based on the above findings, FHWA has determined that there would be no more than a de minimis impact 
to the Soldiers’ Home NHL as a result of project actions. 

4.4.1.3 Northwestern Branch, National Home for Disabled Volunteer Soldiers’ Historic
District 

The preferred alternative would not result in a permanent incorporation of property from the Soldiers’ 
Home Historic District. While there would be no permanent incorporation of property from this historic 
resource, the preferred alternative would raise Zablocki Drive up approximately 3 to 5 feet in its current 
footprint to match the new Zablocki Drive bridge over I-94 (Exhibit 4-11). This would require reconstruction 
of short segments of Zablocki Drive on each side of the new bridge (about 340 feet north of I-94 and 210 feet 
south of I-94). The alignment of Zablocki Drive would not change from its current alignment, thus not altering 
the historic landscape (Zablocki Drive was not built at the same time or in the same design as the other 
roadways in the Soldiers’ Home NHL and Soldiers’ Home Historic District). 

An additional effect on the Soldiers’ Home Historic District under the preferred alternative is that 
Mitchell Boulevard and its sidewalks, which are in the Soldiers’ Home Historic District boundary, would be 
reconstructed on its existing alignment and lowered approximately 3 feet at I-94. Mitchell Boulevard would 
match its existing elevation at the north and south ends of the reconstruction. Mitchell Boulevard would be 
reconstructed for about 350 feet north of I-94 and about 100 feet south of I-94. Mitchell Boulevard’s footprint 
would remain the same, and all sidewalks would be replaced. 

The reconstruction of Mitchell Boulevard would necessitate a temporary occupancy of about 3 acres of this 
Section 4(f) property during construction. Occupation of the Soldiers’ Home Historic District property would 
occur during construction only. The total timeline for construction of the preferred alternative is estimated 
at 48 months. The temporary occupancy of Soldiers’ Home Historic District property related to the 
reconstruction of Mitchell Boulevard is anticipated to be approximately 7 months. No formal areas of the 
Soldiers’ Home Historic District would be permanently or temporarily impacted by the temporary 
construction activities. WisDOT would restore landscaping after construction is completed. 

The noise levels from the preferred alternative would be the same or lower than existing noise levels. The 
setting and feeling of the Soldiers’ Home Historic District would be not be changed by noise, as the future 
noise levels would stay the same or decrease. Also, there would be no appreciable visual impact to the 
Soldiers’ Home Historic District from the 3- to 5-foot increase in elevation of I-94 and the Zablocki Drive 
bridge. Therefore, the preferred alternative would not diminish the integrity of setting and feeling from the 
current condition. The slightly elevated roadway would alter the viewscape from one side of the cemetery 
to the other, but the district would retain integrity of design, association, materials, workmanship, and 
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location. The district’s design significance, its architectural significance, and its association with the VA and 
care for disabled veterans would not be diminished. 

Measures to Minimize Harm 
The preferred alternative was designed to avoid impacting the formal areas of the Soldiers’ Home Historic 
District. No graves will be disinterred from Wood National Cemetery. FHWA in coordination with WisDOT 
have proposed minimization and enhancement measures as part of the I-94 East-West Corridor Study Draft 
Programmatic Agreement to avoid and minimize effects from the project to the Soldiers’ Home Historic 
District. The proposed minimization and enhancement measures for the Soldiers’ Home Historic District are 
the same as those proposed for the Soldiers’ Home NHL (see Section 4.4.1.2). 

Section 4(f) Use Determination 
The Wisconsin SHPO and Advisory Council on Historic Preservation have concurred with FHWA’s Section 106 
finding of No Adverse Effect regarding project impacts at the Soldiers’ Home Historic District (see Section 
3.24.2.1 and the Section 106 consultation documentation on the CD at the back of this Final EIS). As defined 
in 23 CFR 774.5 and 774.17, a de minimis impact determination is made for an historic site if FHWA makes a 
determination of “No Adverse Effect” or “No Historic Properties Affected” through consultation under 
Section 106 of the National Historic Preservation Act, and the officials with jurisdiction concur with that 
determination. As noted on page 8 of the Section 4(f) Policy Paper, a de minimis impact determination may 
be made for a permanent incorporation or temporary occupancy of Section 4(f) property (FHWA, 2012c). 

Based on the Section 106 Finding of No Adverse Effect, in addition to the discussion provided in this section 
regarding the net impact to the Soldiers’ Home Historic District after a consideration of measures to 
minimize harm, a subsequent de minimis impact determination is concluded in this document. The 
Wisconsin SHPO and Advisory Council on Historic Preservation have concurred in writing with this de 
minimis impact determination (see CD at back of this document). 

Based on the above findings, FHWA has 
determined that there would be no 
more than a de minimis impact to the 
Soldiers’ Home Historic District as a 
result of project actions. 

4.4.1.4 Mitchell Boulevard Park 
The preferred alternative would not 
result in a permanent incorporation of 
property from Mitchell Boulevard Park. 
Approximately 350 feet of 
Mitchell Boulevard at the southern end 
of the park would be reconstructed 
within its existing footprint so that it 
can be lowered enough to create Looking south toward I-94 from Mitchell Boulevard Park picnic shelter. 

standard clearance (14 feet for bridge
 
over arterial street) under I-94 (Exhibit 4-13). The Mitchell Boulevard interchange with I-94 would be
 
removed under the preferred alternative, which would likely reduce traffic volume on Mitchell Boulevard.
 
Mitchell Boulevard would continue to be used as an access road to Miller Park events. 


The reconstruction of Mitchell Boulevard and its adjacent sidewalk would necessitate the temporary 
occupancy of property at Mitchell Boulevard Park. However, as described in the following criteria, this 
temporary occupancy meets all the conditions of 23 CFR 774.13(d) and, therefore, the temporary occupancy 
will not result in a use of Mitchell Boulevard Park. 
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1.	 Duration must be temporary—that is, less than the time needed for construction of the project, and 
there should be no change in ownership of the land. 

−	 Occupation of park property would occur during construction only. The total timeline for 
construction of the preferred alternative is estimated at 48 months. The temporary occupancy of 
Mitchell Boulevard Park property is anticipated to be approximately 7 months. There will be no 
change in ownership of the parkland that would be temporarily occupied. 

2.	 Scope of the work must be minor—that is, both the nature and the magnitude of the changes to the 
Section 4(f) property are minimal. 

− The scope of work at the temporarily occupied park property would be minor–WisDOT would 
acquire a temporary limited easement from Milwaukee County to reconstruct Mitchell Boulevard 
and its adjacent sidewalk in its existing alignment. No new roadways would be built in the park, and 
Mitchell Boulevard would not be widened into park property. There would be no physical change to 
Mitchell Boulevard Park nor any permanent or adverse impact to any recreational features or 
activities of the park. 

3.	 There are no anticipated permanent adverse physical impacts, and there will not be interference with 
the protected activities, features, or attributes of the property, on either a temporary or permanent 
basis. 

— No new roadways would be built. Mitigation during construction activities will occur if necessary. 

There would be no permanent physical impacts of any kind to Mitchell Boulevard Park associated 
with project actions – the existing roadway and sidewalk would be reconstructed in the same 

alignment as currently exists. There would be no interference to the activities of the park – visitors 

would still have uninterrupted access to the entirety of the park, including the playground, park 
shelter, paved park paths, and landscaped grass areas. Visitors to the park using the sidewalk 
adjacent to Mitchell Boulevard would be routed inside the park on a temporary path to avoid the 
construction area. 

4. The land being used must be fully restored—that is, the property must be returned to a condition that is 
at least as good as that which existed prior to the project. 

−	 WisDOT would restore the grass landscaping in the construction area to a condition similar or better 
than existing. The sidewalk would be reconstructed to an improved condition compared to existing. 

5.	 There must be documented agreement of the official(s) with jurisdiction over the Section 4(f) resource 
regarding the above conditions. 

− At June 2013 and October 2013 meetings, the Milwaukee County Parks Department said it had no 
concerns over the potential reconstruction of Mitchell Boulevard within Mitchell Boulevard Park. 
See Section 4.5 for a summary of the meetings. The SHPO and Advisory Council on Historic 
Preservation have jurisdiction over the Soldiers’ Home Historic District. WisDOT has coordinated 
with Milwaukee County Parks and received a signed letter of concurrence in April 2015 regarding 
the findings of “no use” related to the proposed temporary occupancy of Mitchell Boulevard Park 
property related to project construction activities as described in this section. The concurrence 
letter is provided in Appendix E (page E-18) and serves as documented agreement that the above 
conditions have been met. 

No protected activities, features, or attributes that qualify Mitchell Boulevard Park for protection under 
Section 4(f) would be substantially impaired by the preferred alternative; therefore, no constructive use 
would occur. 

Section 4(f) Use Determination 
Based on the above findings, FHWA has determined that there would be no use of Mitchell Boulevard Park 
as a result of project actions. 
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4.4.1.5 Story Hill Residential Historic District 2 and 3 
The preferred alternative would not result in a permanent incorporation of land from Story Hill Residential 
Historic District 2 and 3 – as such, there would not be a Section 4(f) permanent incorporation of property. 
Under the preferred alternative, the freeway would be about the same elevation as it is currently, directly 
adjacent to the historic district. The highest point of the new Stadium Interchange would be about 25 feet 
higher than the existing interchange. The freeway would be moved slightly to the south, farther from the 
districts. A new frontage road on the north side of I-94 would connect the new local road interchange within 
the Stadium Interchange to Mitchell Boulevard. This frontage road would be located in the same location as 
the existing westbound I-94 exit ramp to Mitchell Boulevard. Under the At-grade alternative, the viewshed 
from the historic district to the south would remain essentially the same as the existing viewshed. There 
would be minimal visual impacts to the districts. The interchange with I-94 at Mitchell Boulevard would be 
removed (as it would under all Modernization Alternatives), but a new interchange would be built under the 
Stadium Interchange to provide comparable local street access to/from I-94. US 41 would move slightly east, 
away from the neighborhood. A new local street would be built on the west side of US 41, but would be 
several hundred feet from the neighborhood. The Wisconsin Avenue interchange with US 41 would be 
accessible from I-94 and continue to provide access to and from the historic district. The southbound 
entrance ramp, adjacent to the neighborhood, would not be reconstructed. 

impact the setting and feeling of the district because 3 decibels is imperceptible to the human ear and 
because the future noise levels will be similar to current conditions. Story Hill Residential Historic District 2 

Noise levels would increase by 1 to 3 decibels at most of the receptors in the Story Hill Historic District 2 and 
3. The noise levels are considered a noise impact, not because of the increase but because they currently 
exceed the noise level criteria at several locations in the district. The increase in noise levels would not 

and 3 meets the requirements for the construction of a noise barrier to reduce noise levels at benefited 
receptors. Some Section 106 consulting parties have stated that if a noise wall were built adjacent to the 
Story Hill Residential Historic District 2 and 3, it could have an adverse visual effect on the district, but the 

feeling in the southern portion of the district, FHWA and WisDOT believe that the visual effect could be 
impacts have not yet been determined. While a noise wall could visually diminish the integrity of setting and 

minimized aesthetically. This issue has not been fully resolved through the Section 106 consultation process. 
The Programmatic Agreement includes a stipulation to prepare a Noise Barrier Plan in consultation with the 
consulting parties and signatories to the Programmatic Agreement. The Noise Barrier Plan will address the 
visual effects of the noise barrier on the setting of the historic district and will include the range of 
aesthetics options. The noise barrier would be sited outside of the boundaries of the historic district. If a 
simple majority of the benefited receptors vote in favor of the noise barrier, the Noise Barrier Plan would be 
implemented. If there is not a simple majority for the noise barrier by the benefitted receptors, then the wall will 
not be constructed, and the Noise Barrier Plan will not be implemented. 
No right-of-way would be acquired, there would be no direct impacts, and the preferred alternative would 
not substantially impair the historic features of the property since no significant visual or noise impacts are 
anticipated. The district would retain integrity of setting, feeling, association, location, design, workmanship, 
and materials. The district is significant for its collection of early 20th century residential structures, and the 
At-grade alternative would not reduce the district’s ability to convey this significance. Because there would 
be no noise or visual impacts so severe that the protected activities, features, or attributes that qualify the 
Story Hill Resident Historic District 2 and 3 under Section 4(f) are substantially impaired, it is concluded that 
no constructive use would occur. 
FHWA, in consultation with the Section 106 consulting parties, has determined that there would be No 
Adverse Effect from the At-grade alternative on the Story Hill Residential Historic District 2 and 3, under 36 
CFR 800.5 (FHWA 2014). A final decision on the construction of a noise barrier adjacent to the district may 
be made prior to completion of the ROD or during the final design phase. 

Section 4(f) Use Determination 
Based on the above findings, FHWA has determined that there would be no use of Story Hill Residential 
Historic District 2 and 3 as a result of project actions. 
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4.4.1.6 Story Parkway 
Under the current design of the preferred alternative, FHWA has preliminarily determined that there would 
be no more than de minimis impacts to Story Parkway if a noise barrier were to be built. If a noise barrier is 
not built, there will be no permanent incorporation of property from Story Parkway nor temporary 
occupancy of Story Parkway during construction. 

Under the preferred alternative, the freeway 
would be at about the same elevation it is 
today and, on the south side of the 
neighborhood, I-94 would be moved slightly 
south, away from the parkway (Exhibit 4-14 
and 4-15). Mitchell Boulevard would continue 
to cross under I-94 and provide access to Miller 
Park. The Mitchell Boulevard interchange 
would be moved about 0.5 mile east. No right-
of-way acquisition would occur. US 41 would 
move slightly east, away from the parkway. A 
new local street (46th Street) would be built on 
the west side of US 41, but would be several 
hundred feet from the parkway. Views from 
Story Parkway would look similar to the existing view of I-94. It would slightly change the appearance of I-94 
from Story Parkway; however, its impact would be of negligible intensity. 

Story Parkway looking south just south of W. Clarendon Place. 

A final decision on the construction of a noise barrier within the county-owned right-of-way for Story 
Parkway may be made prior to completion of the ROD or during the final design phase. The noise barrier 
would be built if a simple majority of the benefited Story Hill Neighborhood residents vote in favor of it, 
otherwise the noise barrier would not be built and there would be no impact to Story Parkway under Section 4(f). 

The public has been provided opportunity to review and comment on the effects of the proposed project on 
the activities, features, and attributes of Story Parkway throughout the public involvement process and will 
have additional opportunity in final design. If the aforementioned vote is in favor of a noise barrier, the area 
where the noise barrier would be built does not contain any recreational features or amenities so FHWA has 
preliminarily determined that project impacts would not adversely affect the features, attributes or activities 
of Story Parkway and would therefore be de minimis. WisDOT and FHWA have solicited input from 
Milwaukee County Parks on this preliminary determination (Appendix E, E-19). Milwaukee County Parks 
Department declined to comment on FHWA’s preliminary determination at this time. Further coordination with 
the Parks Department will occur prior to ROD approval. 

In the event that a noise wall is built, WisDOT would compensate Milwaukee County Parks for the project’s 
permanent incorporation of land and would coordinate with County Parks’ staff regarding any desired 
mitigation (e.g. vegetating the barrier). 

Section 4(f) Use Determination 
Based on the above findings, FHWA has made a preliminary determination that there would be no more 
than a de minimis impact of Story Parkway as a result of project actions. FHWA will finalize this 
determination in the ROD. 

4.4.1.7 Paradise Theater 
The Paradise Theater is located on a triangular lot formed by Greenfield and National avenues at the 
intersection with 62nd Street. Improvements at this intersection will not require any property acquisition. 
Improvements to Greenfield Avenue will include changes to the signal timing, restriping to create a 
dedicated left-turn lane, a combined through and right-turn lane in each direction, and the elimination of 70 
feet of parking on the westbound lane. Improvements to National Avenue also include signal timing, 
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restriping to create a dedicated right-turn lane, and the elimination of 100 feet of parking on the 
southbound lane. The improvements are intended to decrease the current backup on the left turn onto 62nd 

Street. 

The changes to the traffic patterns on Greenfield and National avenues would have minimal noise impacts 
on the Paradise Theater compared to existing conditions. The traffic volume changes would not be such that 
it would measurably increase the noise level at this location. The theater is eligible for listing on the National 
Register because it is a very good example of a 1920s theater that exhibits a high degree of exterior and 
interior integrity. The improvements to the intersection will not alter the appearance of the theater and will 
not impact the ability to use the building, which is now a church. The building will retain its integrity of 
location, design, setting, materials, workmanship, feeling, and association. 

FHWA, in consultation with the Section 106 consulting parties, has recommended that there would be No 
Adverse Effect from the preferred alternative on Paradise Theater, under 36 CFR 800.5 (FHWA 2015). 

Section 4(f) Use Determination 
Based on the above findings, FHWA has determined that there would be no use of the Paradise Theater as a 
result of project actions. 

Assessment of Use of Section 4(f) Properties in East Segment 
The preferred alternative in the east segment of the project (the On-alignment alternative) would only entail 
actions adjacent to two Section 4(f) properties – Story Hill Residential Historic District 1 and Valley Park. An 
assessment of potential Section 4(f) use with regard to these two properties is provided in the following 
subsections. 

4.4.2.1 Story Hill Residential Historic District 1 
The preferred alternative would not result in a permanent incorporation of property from Story Hill 
Residential Historic District 1 and would not result in the temporary occupancy of the Story Hill Residential 
Historic District 1 site during construction. 

FHWA, in consultation with the Section 106 consulting parties, has determined that there would be No 
Adverse Effect from the preferred alternative on Story Hill Residential Historic District 1, under 36 CFR 800.5 
(FHWA 2014). The preferred alternative would not alter or change the character of Story Hill Residential 
Historic District 1 in a manner that diminishes the historic integrity of the site. The district would retain its 
integrity of location, association, feeling, setting, workmanship, design, and materials. 

Under the preferred alternative, US 41 between Bluemound Road and Wisconsin Avenue (adjacent to this 
district) would not be reconstructed, so the freeway would not be any closer to the neighborhood than it is 
today. Between Bluemound Road and I-94, US 41 would be reconstructed and would move slightly east, 
away from the neighborhood. Noise levels just outside the district on the south side of Bluemound Road 
adjacent to US 41 (noise receptors 67, 68, and 69 in Exhibit 3-34a) indicate a 0- to 4-dBA change in noise 
levels. As a result, no noise impacts are expected in this district. 

Based on this discussion and the Section 106 finding of No Adverse Effect, it can subsequently be concluded 
that there is no constructive use of Story Hill Residential Historic District 1 pursuant to 23 CFR 774.15(f)(1). 

Section 4(f) Use Determination 
Based on the above findings, FHWA has determined that there would be no use of Story Hill Residential 
Historic District 1 as a result of project actions. 

4.4.2.2 Valley Park 
The preferred alternative would not result in a permanent incorporation of property from Valley Park and 
would not result in the temporary occupancy of park property during construction. 

Under the preferred alternative, the westbound I-94 exit ramp to the new local road interchange within the 
Stadium Interchange would be located in close proximity to Valley Park (Exhibit 4-15). However, there 
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would be no indirect impacts that would substantially impair the recreational features or attributes of Valley 
Park. Noise levels at the west edge of the children’s play area at Valley Park would increase by 1 decibel 
(noise receptor 9 in Table 3-26 and Exhibit 3-34a). As a result, no noise impacts are expected at the park. 
There are no anticipated changes to visual/aesthetic conditions at Valley Park under the preferred 
alternative. 

Section 4(f) Use Determination 
Based on the above findings, FHWA has determined that there would be no use of Valley Park as a result of 
project actions. 

Summary of Preferred Alternative Potential Uses 
Table 4-2 summarizes potential use of Section 4(f) properties in the study area as a result of preferred 
alternative actions. 

TABLE 4-2 
Summary of Preferred Alternative Potential Use of Section 4(f) Properties 

Section 4(f) 
Property 

Section 4(f) 
Use Description of Potential Use 

Calvary Cemetery No 

Cemetery property in a manner that diminishes the historic integrity of the property’s historic 
associations and architectural value of the chapel or other buildings. 

No right-of-way acquisition would occur. The Mitchell Boulevard interchange would be moved 
about 0.5 mile east, and the Hawley Road interchange would be reconstructed as a half 
interchange. The preferred alternative would not alter or change the character of the Calvary 

No Adverse Effect under Section 106 and no subsequent constructive use would occur. 

Soldiers’ Home 
NHL 

De minimis I-94 would be reconstructed as an 8-lane at-grade freeway with minimum 2-foot inside and 
outside shoulders and 11-foot lanes for roughly 30 feet in each direction between the NHL. No 
right-of-way acquisition would occur adjacent to I-94. The Zablocki Drive bridge over I-94 and its 
approaches would be reconstructed at about its same location within the Soldiers’ Home NHL 
boundary. Replacing the bridge on Zablocki Drive and reconstructing Mitchell Boulevard south 
of I-94 under the preferred alternative would require a temporary easement consisting of 
about 2 acres of Soldiers’ Home NHL property. The Mitchell Boulevard interchange would be 
moved about 0.5 mile east, and the Hawley Road interchange would be reconstructed as a half 
interchange. 

At the Miller Park Way/National Avenue intersection along National Avenue, west of Miller 
Park Way, a second westbound through lane would be extended west of General Mitchell 
Boulevard/47th Street. A right-turn lane would be provided from westbound National Avenue 
to the VA entrance at General Mitchell Boulevard/47th Street. This was requested by the VA to 
improve access to its campus and would improve traffic operations along National Avenue. As 
part of the improvement, approximately 0.2 acre of the Soldiers’ Home NHL would be required 
for transportation right-of-way. 

A Section 106 finding of No Adverse Effects has been made regarding preferred alternative 
impacts at the Soldiers’ Home NHL, subsequently a Section 4(f) finding of no more than a de 
minimis impact has been made. 

De minimis I-94 would be reconstructed as an 8-lane at-grade freeway with minimum 2-foot inside and 
outside shoulders and 11-foot lanes for roughly 30 feet in each direction between the Historic 
District. No right-of-way acquisition would occur. The Zablocki Drive bridge over I-94 and its 
approaches would be reconstructed at about its same location within the Soldiers’ Home Historic 

Soldiers’ Home 
Historic District 

District boundary. Replacing the bridge on Zablocki Drive and reconstructing Mitchell Boulevard 
south of I-94 under the preferred alternative would require a temporary occupancy easement 
consisting of about 3 acres of Soldiers’ Home NHL property. The Mitchell Boulevard interchange 
would be moved about 0.5 mile east, and the Hawley Road interchange would be reconstructed 
as a half interchange. 

A Section 106 finding of No Adverse Effect has been made regarding preferred alternative impacts 
at the Soldiers’ Home Historic District, subsequently a Section 4(f) finding of no more than a de 
minimis impact has been made. 
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TABLE 4-2 
Summary of Preferred Alternative Potential Use of Section 4(f) Properties 

Section 4(f) 
Property 

Section 4(f) 
Use Description of Potential Use 

Mitchell Boulevard 
Park 

No 
(temporary 

I-94 would be moved slightly south, away from the park. North of I-94, at the southern end of 
Mitchell Boulevard Park, Mitchell Boulevard would be reconstructed for approximately 350 

occupancy feet. No right-of-way acquisition would occur, and Mitchell Boulevard would be reconstructed 
exception) within its current footprint. The Mitchell Boulevard interchange would be replaced by a new local 

road interchange (at 44th/46th Street) about 0.5 mile to the east. Reconstructing Mitchell 
Boulevard and its adjacent sidewalk would result in a temporary occupancy of park property; 
however, it would meet temporary occupation exception criteria and therefore would not result 
in a use. 

No constructive use would occur. 

Soldiers’ Home 
Reef NHL 

No I-94 reconstruction would be over 1,000 feet away from the Soldiers’ Home Reef NHL. The 
Mitchell Boulevard interchange would be moved about 0.5 mile east, and the Hawley Road 
interchange would be reconstructed as a half interchange. No effect under Section 106. 

Story Hill 
Residential 
Historic District 2 
and 3 

No I-94 would move slightly south, away from the neighborhood. The Mitchell Boulevard 
interchange would be moved about 0.5 mile east. US 41 would move slightly east, away from the 
neighborhood. A new local street would be built on the west side of US 41, but would be 
several hundred feet from the neighborhood. The Wisconsin Avenue interchange with US 41 
would accessible from I-94. The southbound entrance ramp, adjacent to the neighborhood, 
would not be reconstructed. No right-of-way acquisition would occur. No Adverse Effect under 
Section 106 and no constructive use would occur. 

A final decision on the construction of a noise barrier along Story Parkway, adjacent to the district, 
may be made prior to completion of the ROD or during the final design phase. It is anticipated 
that if a noise barrier were to be constructed, the impacts would be de minimis in nature. 

Story Parkway No	 I-94 would be moved slightly south, away from the parkway. Mitchell Boulevard would 
continue to cross under I-94 and provide access to Miller Park. The Mitchell Boulevard 
interchange would be moved about 0.5 mile east. No right-of-way acquisition would occur. 

A final decision on the construction of a noise barrier along Story Parkway, adjacent to Story 
Hill Residential Historic District 2 and 3, may be made prior to completion of the ROD or during 
the final design phase. 

FHWA has determined that there would be no use of Story Parkway as a result of project 
actions. FHWA has preliminarily determined that there would be a de minimis use of Story 
Parkway if a noise wall is built on Milwaukee County owned land.. 

Story Hill No US 41 would not be reconstructed adjacent to the district. No right-of-way acquisition would 
Residential occur. No Adverse Effect under Section 106 and no constructive use would occur. 
Historic District 1 

Oak Leaf No US 41 would be reconstructed south of where the trail connects to the HAST Extension in 
Recreational Trail Doyne Park. The northerly limit of construction would be approximately 300 feet south of the 

trail’s end point in Doyne Park. 

Doyne Park No	 US 41 would be reconstructed south of the park. The northerly limit of construction would be 
about 300 feet south of the park’s south boundary. 

Valley Park No	 Westbound I-94 exit ramp to the local interchange within the Stadium Interchange would be 
located in close proximity to Valley Park. No right-of-way acquisition would occur. No 
constructive use would occur. 

Paradise Theater No	 Improvements at the National Ave/Greenfield Ave intersection will not require any property 
acquisition. The changes to the traffic patterns on Greenfield and National avenues would have 
minimal noise impacts on the Paradise Theater, compared to existing conditions. The traffic 
volume changes would not be such that it would measurably increase the noise level at this 
location. No Adverse Effects under Section 106 and no constructive use would occur. 
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SECTION 4—FINAL SECTION 4(F) EVALUATION 

4.5 Coordination 
WisDOT’s I-94 study team met with Milwaukee County Parks Department in February, June, and October of 
2013 to discuss potential impacts to study area recreation properties, including Doyne Park, Oak Leaf 
Recreational Trail, Mitchell Boulevard Park, Story Parkway, and Valley Park. The Parks Department has no 
concerns with the preferred alternative’s potential impacts on these Milwaukee County Parks. See Appendix 
E, letter E-18. WisDOT met with Milwaukee County Parks Department on January 5, 2016 to discuss 
preliminary determination of de minimis impacts at Story Parkway related to the potential impacts of a noise 
barrier that may be built on Story Parkway property (See Appendix E, E-19). 

WisDOT’s I-94 study team and FHWA met with the VA Medical Center and the VA’s National Cemetery 
Administration several times between 2012 and 2015 to discuss potential impacts to the Soldiers’ Home 
NHL and Soldiers’ Home Historic District. 

To assess the effects of the Modernization Alternatives on the Soldiers’ Home NHL, WisDOT and FHWA also 
conducted formal Section 106 consultation with representatives from the VA, National Park Service, 
Advisory Council on Historic Preservation, State Historic Preservation Office, Native American tribes, City of 
Milwaukee Historic Preservation Commission, and several historic preservation groups. These meetings are 
summarized in the following paragraphs. Minutes of each meeting are on the CD at the back of the 
document. 

At a June 11, 2013, meeting, the VA Medical Center staff indicated that they had no concerns about the 
Double Deck alternative’s visual impact on the Soldiers’ Home NHL. They felt that a double deck freeway 
with closed sides could better obscure the freeway traffic from the cemetery compared to the existing 
freeway. They also felt that the side of the double deck freeway would provide an opportunity to depict a 
picture or exhibit that fits the setting of the National Cemetery. A wall with the names of all the soldiers 
interred at the cemetery was one example suggested at the meeting. 

At a June 20, 2013, meeting the National Cemetery Administration (not present at the June 11 meeting) also 
noted that a double deck freeway with closed sides would reduce “exposure” to traffic from Wood National 
Cemetery. The National Cemetery Administration wanted an opportunity to review renderings of what the 
Double Deck alternative would look like before commenting. 

WisDOT and FHWA convened a Section 106 consultation meeting with the National Park Service, SHPO, VA, 
Advisory Council on Historic Preservation, City of Milwaukee Historic Preservation Commission, National 
Trust for Historic Preservation, and Milwaukee Preservation Alliance on July 15, 2013. Prior to the meeting, 
WisDOT and FHWA met individually with most of the consulting parties to brief them on the project. The 
focus of the meeting was on historic properties in the corridor, and mostly on the Soldiers’ Home NHL. At 
the meeting, WisDOT and FHWA reviewed the project and the alternatives under consideration. A field 
review of the project area took place. The National Park Service stated that the Double Deck alternative 
would have an adverse effect on the Soldiers’ Home NHL. It was the opinion of the National Park Service, 
based on information available at the time, that if the At-grade alternative increased the elevation of I-94 
between the two segments of the Soldiers’ Home NHL, it would be an adverse effect as would 
reconstructing Zablocki Drive within the Soldiers’ Home NHL boundary. SHPO stated that the lower the 
elevation of I-94, the better. Story Hill Residential Historic District 2 and 3 had not yet been determined 
eligible for the National Register at the time of the meeting. 

WisDOT and FHWA convened a second Section 106 consultation with consulting parties on August 29, 2013. 
The purpose was to present additional information on the cost and other aspects of the At-grade alternative 
and Double Deck alternative options like all down, partially down, and all up and to address action items 
identified at the July 2013 meeting. The Area of Potential Effect was also discussed. 

The third Section 106 consultation meeting took place on September 23, 2013. At the meeting, the Area of 
Potential Effect was finalized and the status of historic resources was discussed. SHPO confirmed that they 
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had concurred with the recommendation that Story Hill Residential Historic District 2 and 3 are eligible for 
the National Register, and Spring Hill Cemetery is not eligible. 

The fourth Section 106 consultation meeting took place on October 15, 2013. The consulting parties began 
assessment of effects discussion for the At-grade alternative and Double Deck alternative all down, partially 
down, and all up options. A follow-up meeting was held with the National Park Service on October 24, 2013, 
because the National Park Service was unable to attend the October 15 meeting. 

The fifth Section 106 consultation meeting took place November 19, 2013. The consulting parties continued 
the assessment of effects discussion for the At-grade alternative and Double Deck alternative all down, 
partially down, and all up options. At the November 19 consultation meeting, the general consensus was 
that the 8-lane At-grade alternative could be designed to have a conditional no adverse effect on the historic 
properties. 

The sixth Section 106 consultation meeting was held January 10, 2014. The consulting parties continued 
assessment of effects discussion for the Double Deck alternative all down, partially down, and all up options 
and began discussion on potential mitigation measures. 

The seventh Section 106 consultation meeting was held on February 13, 2014. The consulting parties 
provided additional input on adverse effects for Double Deck alternatives, and the group continued 
preliminary discussion on potential mitigation measures, though SHPO and National Park Service were 
uncomfortable discussing mitigation measures prior to WisDOT and FHWA identifying a preferred 
alternative. 

The eighth Section 106 consultation meeting was held on April 22, 2014. WisDOT and FHWA presented 
updated information on project alternatives, including elimination of double deck all-down alternative, 
summary of effects on historic properties, and preliminary mitigation ideas. The meeting included a 
presentation by the VA on preservation efforts for the Zablocki Medical Center. SHPO and the National Park 
Service were still reluctant to discuss mitigation measures until a preferred alternative is identified. WisDOT 
and FHWA wanted to have a conceptual framework of mitigation measures that would be required if the 
Double Deck alternative were identified so the EIS can provide readers a full sense of not only the impacts 
but also the mitigation measures associated with each alternative. One mitigation measure suggested is 
WisDOT/FHWA funding an endowment that could be used for repair and maintenance of buildings in the 
Soldiers’ Home NHL. There was general agreement that this could be a suitable mitigation measure, but the 
size of the endowment was not discussed.6 

Several consulting parties disagreed with FHWA’s initial position that the Double Deck alternative would not 
have an adverse effect on Calvary Cemetery and Story Hill Residential Historic District 2 and 3. FHWA and 
the consulting parties agreed that the Double Deck alternative would have an adverse effect on the Soldiers’ 
Home NHL. Most of the consulting parties agreed with FHWA that the At-grade alternative could be 
designed in such a way that it would not have an adverse effect on any historic properties. The VA’s National 
Cemetery Administration stated that the At-grade alternative could be an adverse effect, in its opinion. 

Some of the consulting parties felt that if a noise wall were constructed adjacent to Story Hill Residential 
Historic District 2 and 3, it would be an adverse effect on the district under either the At-grade or Double 
Deck alternative. This issue has not been fully resolved through the Section 106 consultation process, which 
is ongoing and reflected in the Draft Programmatic Agreement. The current concept would be to place the 
barrier along the south side of Story Parkway. A final decision on the potential installation of a noise barrier 
along Story Parkway will be made in final design and through discussions with the residents and property 
owners of Story Hill who would benefit from the barrier. 

6 The SHPO suggested a $200 million endowment at the meeting, but a later email suggested that this figure was meant to illustrate a point that the 
endowment would need to be sizeable and was not an actual mitigation proposal. 
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The ninth Section 106 consultation meeting took place on June 10, 2014. WisDOT and FHWA presented and 
discussed updated information on a potential half interchange at Hawley Road, the process for determining 
noise impacts, determination of adverse effects, and preliminary mitigation ideas. FHWA stated that it had 
revised its position on the effects of the Double Deck alternative on Calvary Cemetery and Story Hill 
Residential Historic District 2 and 3. FHWA determined that the Double Deck alternative could potentially 
have an adverse effect on both properties. The Advisory Council on Historic Preservation stated that it 
supports a discussion of mitigation measures prior to WisDOT and FHWA identifying a preferred alternative. 

The tenth Section 106 consultation meeting took place on August 5, 2014. This meeting included a trip to 
Wisconsin State Fair to view the three-dimensional models of the At-grade alternative and Double Deck 
alternative and a field visit to the Story Hill neighborhood and Calvary Cemetery to assist in evaluating 
existing conditions and visualizing potential visual impacts. A summary of adverse effects was presented and 
discussed. FHWA and WisDOT raised the issue of mitigation, but no additional mitigation measures were 
presented. 

The eleventh Section 106 consultation meeting took place on October 16, 2014. FHWA presented its revised 
assessment of effects memorandum that documents the information that was verbally conveyed to the 
consulting parties at the June 2014 meeting. At WisDOT’s and FHWA’s request, the consulting parties 
identified the design aspects of the At-grade alternative that would factor into their position on whether the 
At-grade alternative would have no adverse effect (previous discussions of the At-grade alternative had 
resulted in a general consensus that the At-grade alternative “could be designed in such a way” that it would 
not have an adverse effect on the Soldiers’ Home NHL. All of the consulting parties, except the VA’s National 
Cemetery Administration, concurred with this). The design factors identified were as follows: 

•	 The elevation of I-94 through the Soldiers’ Home NHL 
•	 The location of freeway signs in relation to the Soldiers’ Home NHL 
•	 The height and design of the Zablocki Drive bridge over I-94 
•	 The location and width of the Zablocki Drive approaches to the bridge 
•	 Whether noise walls were built (the VA’s National Cemetery Administration supports building walls for 

visual screening, and would see it as a benefit to the Soldiers’ Home NHL) 

Mitigation measures for the Double Deck alternative were also discussed. The National Park Service 
continued to be reluctant to discuss mitigation measures before a preferred alternative was identified. SHPO 
also declined to discuss specific mitigation measures but stated that the mitigation must be commensurate 
with the scale of the adverse effect. SHPO also noted that the consulting parties’ reluctance to discuss 
mitigation measures reflects that there is no good way to mitigate the scale of the adverse visual impact to 
the Soldiers’ Home NHL. The only potential mitigation measure that was discussed was to reiterate what 
was discussed at the April 2014 meeting, which is WisDOT/FHWA funding that would go toward 
rehabilitation of historic buildings in the Soldiers’ Home NHL. The amount of funds contributed was not 
discussed, although SHPO commented that the amount would need to be large enough to make a 
substantive difference in the large backlog of restoration and maintenance needs of the 40-plus buildings in 
the Soldiers’ Home NHL. 

WisDOT’s I-94 study team coordinated with the Wisconsin Department of Administration to determine if the 
Bluff Park property was a park. In an email sent on September 24, 2014, the Wisconsin Department of 
Administration stated that the parcel is zoned as an institutional district. A Wisconsin Department of 
Administration representative then followed up that email with a phone call on September 24, 2014, and 
explained that because the parcel is zoned as institutional district, it is not considered to be a park. 

During the Draft EIS comment period, WisDOT received comments from a number of consulting parties. The 
National Park Service strongly recommended identification of the At-grade alternative as the preferred 
alternative. In addition, it was concerned that Section 110(f) of the National Historic Preservation Act was 
not adequately addressed in the introductory pages of the Draft EIS. In a second letter, the National Park 
Service noted that because a preferred alternative was not identified in the Draft EIS, it will withhold final 
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has been submitted with a preferred alternative. General review comments were provided and responded 
to. See Appendix E, page E-3 and E-4. 

comment on the Section 4(f) property determinations and the Section 106 process issues until the Final EIS 

The key points of the VA’s Office of Construction and Facilities Management review and comment on the 
Draft EIS were as follows: Wood National Cemetery should be considered a Category A noise receptor as 
opposed to Category C. The remaining alternatives will increase noise levels inside the national cemetery, 
and the Draft EIS did not provide a complete analysis of the true increased adverse noise impacts. Wood 
National Cemetery falls under Section 4(f) for impacts related to historic properties, as well as to park lands 
open to the public. General review comments were provided and responded to. See Appendix E, page E-7. 

The National Trust for Historic Preservation focused on the feasibility and prudency of the At-grade 
alternative versus the Double Deck alternative, and its comments stated that the At-grade alternative is 
both feasible and prudent and, therefore, under Section 4(f), the At-grade alternative should be the 
preferred alternative. The National Trust for Historic Preservation agrees with WisDOT’s determination that 
the At-grade alternative would not require the use of historic properties. It also believes that the At-grade 
alternative should be the identified alternative under the requirements of Section 110(f) of the National 
Historic Preservation Act requirements. 

The twelfth Section 106 consultation meeting took place on March 5, 2015. This meeting focused on 
discussion WisDOT/FHWA’s preferred alternative and the resulting design related issues that need to be 
coordinated through the Section 106 process. The meeting also included discussion of the documentation of 
Section 106 consultation since the public hearing and schedules for a Programmatic Agreement, the NEPA 
process, and the Section 106 process. The preferred alternative discussion included details on mitigation 
efforts as a result of the reduced access at Hawley Road. The mitigation measures include the connection of 
Washington Street to 70th Street and Hawley Road and the improvement of six intersections near the 
Hawley Road corridor. Additional Section 106 coordination will be required and is ongoing for these added 
improvements that are outside of the area of potential effect. The preferred alternative discussion resulted 
in enough information to allow the development of the first draft of the Programmatic Agreement. 

The thirteenth Section 106 consultation meeting took place on May 28, 2015. Key agenda items were 
reviewing the Draft Programmatic Agreement and an update on off-interstate intersection improvements 
and the Washington Street extension. The off-interstate intersection improvements have been reduced to 
three intersections (from six reported at the March 5, 2015 meeting) as a result of coordination with the City 
of Milwaukee and City of Wauwatosa. WisDOT provided an update of the archaeological and historic 
resources reconnaissance surveys in the area of potential effect at each intersection and Washington Street. 
There is one National Register-eligible building adjacent to the National Avenue/Greenfield Avenue 
intersection. There are no significant historic resources adjacent to the Washington Street extension. 

WisDOT and the VA Medical Center presented the proposed westbound National Avenue right-turn lane 
into the VA campus at General Mitchell Boulevard.7 The consulting parties noted concern for preserving a 
“heritage tree” in the vicinity of the proposed right-turn lane, but indicated that the right-turn lane would 
likely not have an adverse effect on the Soldiers’ Home NHL. FHWA indicated its intention to consider the 
right-turn lane as a de minimis impact under Section 4(f). The right-turn lane is outside of the Soldiers’ Home 
Historic District boundary. Comments on the Draft Programmatic Agreement were also reviewed and 
discussed at the May 28 meeting. 

Agreement to consulting parties for their review and comment, addressing comments for each round of 
review. The last submittal of the Draft Programmatic Agreement to the consulting parties was 

Since May 2015, FHWA and WisDOT have submitted three updated versions of the Draft Programmatic 

September 11, 2015. The most recent version of Draft Programmatic Agreement is on the CD at back of the 
document. 

7 Most of the consulting parties had received an initial briefing on the right-turn lane at the VA Medical Center’s Section 106 consultation the 
previous day, May 27, 2015. 
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SECTION 5 

Public Involvement and Agency Coordination 
during Draft EIS Preparation Prior to Draft EIS 
Availability 
Section 5 discusses public involvement, agency coordination, and coordination with Native American tribes 
that occurred during development of purpose and need and development and evaluation of alternatives for 
the I-94 East-West Corridor study. Wisconsin Department of Transportation (WisDOT) offered numerous 
opportunities for citizens, Native American tribes, local governments, and state and federal review agencies 
to be involved in the Draft Environmental Impact Statement (EIS) process. In addition, study team members 
attended numerous meetings initiated by local officials and citizens. The public involvement process was 
open to all residents and population groups in the study area and did not exclude any persons due to 
income, race, national origin, sex, age, religion, or handicap.  

5.1 Public Involvement 
WisDOT’s public involvement plan for the I-94 East-West Corridor study is designed to seek input from a 
broad range of stakeholders. It is intended to help make certain that the alternative selected at the 
conclusion of the EIS process reflects, to the extent practicable, the views of those who use I-94 and its 
interchanges, adjacent neighborhoods and businesses, local officials, and other interest groups. The public 
was able to submit input on the project through a variety of avenues including the project website, at public 
involvement meetings, at the Wisconsin State Fair, during meetings with neighborhood groups and other 
local stakeholder meetings, and through the project survey’s on the project website.  

FHWA’s environmental review process (23 United States Code [USC] 139) also makes certain that 
environmental information is available to local officials and citizens before decisions are made and before 
actions are taken. FHWA and WisDOT prepared a Coordination Plan for Agency and Public Involvement for the 
I-94 East-West Corridor study (FHWA/WisDOT 2014). Since the release of the initial plan, it has been revised 
four times, most recently in October 2014. The Coordination Plan identifies steps in the environmental review 
process, concurrence points and project milestones, and establishes opportunities and a schedule for input 
and review of the EIS by the public and agencies. 

A companion document in the environmental review process is the Impact Analysis Methodology (FHWA 
and WisDOT 2012b) that documents FHWA’s structured approach to analyzing impacts of the proposed 
transportation project and its alternatives. Public and agency input on the Impact Analysis Methodology is 
intended to promote an efficient and streamlined process and early resolution of concerns or issues. 

The Coordination Plan and Impact Analysis Methodology were available at the public involvement meetings 
and on the project website. Interested agencies and members of the public provided feedback on the 
documents.  

Key public involvement activities for the I-94 East-West Corridor study are summarized in the following 
subsections. 

5.1.1 Community Advisory Committee 
A Community Advisory Committee (CAC) was established to assist the study team in identifying and 
understanding project purpose and need issues, developing and evaluating alternatives, evaluating impacts, 
and sharing project information with other community interests. The CAC includes representatives from 
neighborhood groups and associations, schools/colleges, local officials, chambers of commerce, civic 
associations, business interests, cemetery associations, Veterans Affairs (VA), Miller Park Stadium District, 
and Girl Scouts of America. 
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The following CAC meetings were held during preparation of the Draft EIS:
 

August 16, 2012—Review project purpose and need aspects and study process.
 

December 4, 2012—Conclude purpose and need review, and discuss initial range of design options.
 

March 20, 2013—Provide update on project design options/refinements and continuing technical analyses
 
(design, traffic, and safety).
 

May 15, 2013—Provide update on design options/refinements, impact evaluation, and solicit input on initial 

screening of the alternatives.
 

July 29, 2013—Conduct briefing on material to be presented at the July 30 and 31, 2013, Public Involvement
 
Meeting.
 

June 5, 2014—Conduct briefing on material to be presented at the June 16 and 17, 2014, Public Involvement
 
Meetings.
 

September 29 to 30, 2014—Open house to view the scale models of the alternatives.
 

5.1.2 Public Involvement Meetings 
Five public involvement meetings were held during identification and evaluation of project purpose and 
need factors, development and refinement of the alternatives, and evaluation of impacts. 

All the public involvement meetings were announced through newsletters sent to local officials, elected 
officials, neighborhood associations, business interests, adjacent property owners, state and federal 
agencies, Native American Tribes, and other interests and stakeholders. Newsletters also were dropped off 
at libraries, city halls, and courthouses in the study area. The meetings were advertised in local newspapers 
(Milwaukee Journal Sentinel, Waukesha Freeman, Community NOW, Community Journal, Milwaukee Courier, 
Milwaukee Times, Spanish Journal, and the Spanish language El Conquistador) and through local radio and 
television announcements. Meeting notices and other information were posted in English and Spanish on 
the project website. 

For public convenience, all meetings were held at two locations in the project corridor. The meetings were 
conducted in an open-house format that allowed interested persons to attend at a convenient time to 
review displays, ask questions, and provide comments. Handouts providing project and schedule 
information, contact information, and soliciting input on various project aspects (purpose and need, 
alternatives, environmental aspects, and impacts) were available at the meetings along with the project’s 
Coordination Plan for Agency and Public Involvement and Impact Analysis Methodology. Comment forms 
were provided for written comments to be submitted during or after the meetings. Comments could also be 
submitted through the project website. 

General information/brochures on state and federal relocation assistance and benefits were available at the 
meetings, and WisDOT Real Estate staff was present to answer questions. A brochure explaining the 
FHWA/WisDOT process for assessing noise impacts and considering noise abatement was also available. 

5.1.2.1 First Public Involvement Meeting (August 21 and August 23, 2012) 
The first public involvement meetings were held on August 21, 2012, at the Tommy Thompson Youth Center 
at State Fair Park and on August 23, 2012, at Burbank Elementary School in Milwaukee. Both sessions were 
held from 4:00 PM to 8:00 PM, and the total attendance was about 250. 

The purpose of the meeting was to introduce the I-94 East-West Corridor study to the public, to present 
preliminary purpose and need information, to obtain public input on concerns with the existing freeway, 
and to obtain ideas for possible solutions. Information on environmental constraints and considerations was 
also presented (business and community resources, historic properties, cemeteries, public use lands, 
water/wetland resources, and noise). 
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The first public involvement meeting also included a survey to obtain input on the use of I-94 in the study 
area, travel times, trip purpose, mode of travel, and views about safety and congestion. This survey was also 
available on the project website. 

Support for improvements included addressing safety and traffic flow concerns, modernizing the freeway, 
adding travel lanes, and incorporating transit. Concerns included access changes, property acquisition, 
adding travel lanes, impacting the cemeteries, creating more noise in adjacent neighborhoods, and adding 
more traffic to the local street network. 

5.1.2.2 Second Public Involvement Meeting (December 5 and December 6, 2012) 
The second public involvement meetings were held on December 5, 2012, at the Tommy Thompson Youth 
Center at State Fair Park and on December 6, 2012, at Marquette University High School. Both sessions were 
held from 4:00 PM to 7:00 PM, and the total attendance was about 280. 

The purpose of the meeting was to share updated and new information on project purpose and need and 
feedback from the first public involvement meeting; to present the initial range of design concepts, ranging 
from replace-in-kind to full modernization; and to present the results of traffic studies on the initial range of 
alternatives. 

The meeting also included a survey to obtain input on capacity/congestion in the project corridor, possible 
ways to address congestion and safety concerns, possible use of a double-deck freeway (above or below 
ground) to minimize impacts through the cemetery area west of Miller Park, changing locations or 
eliminating some of the existing interchange ramps, and converting existing left-hand ramps to right-hand 
ramps. This survey was also available on the project website. A summary of the survey responses is located 
in Section 5.1.5. 

Over 100 people having a connection to Marquette University High School submitted comments requesting 
that the 35th Street interchange with I-94 remain open. Property owners and representatives from 
community organizations expressed concern about property acquisition and impacts to the community if 
access is changed or views of adjacent properties are altered. There was not a clear preference for particular 
design options. Input on whether travel lanes should or should not be added was evenly mixed. 

Following the second public involvement meeting, on January 14, 2013, the City of West Allis sent a letter to 
WisDOT expressing concern about the level of service of four existing freeway ramps and possible 
implications such level of service could have on environmental justice populations, as well as future 
development and job creation (Appendix D, Letter D-69). WisDOT responded to the City’s concerns on 
February 28, 2013 (Appendix D, Letter D-70). 

5.1.2.3 Third Public Involvement Meeting (May 21 and May 22, 2013) 
The third public involvement meetings were held on May 21, 2013 at the Tommy Thompson Youth Center at 
State Fair Park and on May 22, 2013, at Marquette University High School. Both sessions were held from 
4:00 PM to 7:00 PM, and the total attendance was about 360. 

The purpose of the meeting was to present and obtain input on the latest range of refined alternatives in 
terms of how they address traffic and safety factors, and the extent to which they address previous public 
input. Refinements since the December public meeting were made to the freeway lanes and interchange 
layouts, interchange ramps, and ramp connections to local streets. Updated information was also provided 
on potential impacts, real-estate needs, costs, and traffic projections. 

The third meeting also included specific information on known historic resources in the project corridor and 
the historic preservation/consultation process under Section 106 of the National Historic Preservation Act. 
The public was encouraged to share concerns about the I-94 alternatives being considered, their potential 
effects on the known resources in the following bulleted list, or possible additional historic resources in the 
study area: 

• Calvary Cemetery 
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• Northwestern Branch, National Home for Disabled Volunteer Soldiers National Historic Landmark (NHL) 
• Northwestern Branch, National Home for Disabled Volunteer Soldiers Historic District 
• Soldiers’ Home Reef NHL 
• Story Hill Residential Historic District 1 
• Story Hill Residential Historic District 2 and 3 

Property owners and representatives from community organizations expressed concerns about accessing 
I-94, impacts associated with double deck alternatives, and adding additional lanes, such as property 
acquisition, noise, and changing views from properties adjacent to I-94. 

Following the third public involvement meeting, on May 21, 2013, the City of Milwaukee Department of 
Public Works sent a letter to WisDOT recommending that WisDOT not proceed with the I-94 East-West 
Corridor study until litigation on the Zoo Interchange EIS is resolved (Appendix D, Letter D-60). 

On May 24, 2013, the City of West Allis mayor filled out a comment form indicating concern that ramp level 
of service will negatively impact access to jobs and businesses in West Allis (see Appendix D, Letter D-71). 

On June 4, 2013, the Story Hill Neighborhood Association sent a letter to WisDOT expressing its position on 
the most recent alternatives. The Story Hill Neighborhood Association opposes freeway lane expansion and 
any double decking of lanes where the top level/deck is elevated. The group thinks the tunnel option should 
be reconsidered. It was also recommended that the Stadium Interchange be moved farther south, with a 
reduced footprint. The Story Hill Neighborhood Association generally supports making safety improvements 
as necessary, but recommends that the freeway be rebuilt in the existing footprint, keeping all entrance and 
exit ramps as they are, with the exception of possibly eliminating the Mitchell Boulevard interchange. 

On June 6, 2013, the City of West Allis sent a letter and resolution to Governor Walker opposing 
construction of alternatives that do not include access to both 70th Street and Hawley Road/60th Street 
(Appendix D, Letters D-72, D-73, and D-74). The resolution was adopted by the West Allis Common Council 
on June 4, 2013. WisDOT responded on June 18, 2013, indicating that the City’s resolution has been added 
to the project records and will be considered as the study proceeds (Appendix D, Letter D-75). 

On June 8, 2013, the West Allis/West Milwaukee Chamber of Commerce sent an e-mail to WisDOT passing 
along letters and petitions from member organizations opposing elimination of the interchange ramps at 
either 70th Street or Hawley Road/60th Street, or both. Unit Forgings and Milwaukee Area Technical College 
(MATC) provided individual letters. SCS Management provided a 10-signature petition, BMO Harris Bank 
provided a 61-signature petition, and the Mis Suenos Mexican & American Restaurant provided an 83-
signature petition stating “We, the undersigned, stand in opposition to any alternative that would eliminate 
I-94 ramps at 70th Street and/or Hawley Road. The ramps provide necessary access to a number of 
manufacturing, office, and retail businesses/jobs and are critical to the economic success of our community.” 

5.1.2.4 Fourth Public Involvement Meeting (July 30 and July 31, 2013) 
The fourth public involvement meetings were held on July 30, 2013, at Marquette University High School 
and on July 31, 2013, at the Pettit National Ice Center. Both sessions were held from 4:00 PM to 7:00 PM, 
and the total attendance was about 200. 

The purpose of the meeting was to present and obtain input on the latest range of refined alternatives in 
terms of how they address traffic and safety factors, and the extent to which they address previous public 
input. Single alternatives remained for the west segment (C-D roads), Stadium Interchange segment (single 
point interchange with free flow ramps from I-94), and east segment (braided ramps), while an At-grade and 
a Double Deck alternative remained under consideration in the cemetery segment. Additionally, visual 
renderings showing what the freeway would look like after construction were presented. Updated 
information was provided on potential impacts, real-estate needs, costs, and traffic projections. 

The fourth meeting included specific information on known historic resources in the project corridor and the 
historic preservation/consultation process under Section 106 of the National Historic Preservation Act. The 
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public was encouraged to share concerns about the I-94 alternatives being considered and their potential 
effects on historic resources. 

As at the third public involvement meeting, property owners and representatives from community 
organizations expressed concerns about accessing I-94, impacts associated with double deck alternatives, 
and adding additional lanes, such as property acquisition, noise, and changing views from properties 
adjacent to I-94. 

5.1.2.5 Fifth Public Involvement Meeting (June 16 and June 17, 2014) 
The fifth public involvement meetings were held on June 16, 2014, at the Pettit National Ice Center and on 
June 17, 2014 at Marquette University High School. The June 16 meeting was held from 3:00 PM to 7:00 PM and 
the June 17 meeting from 5:00 PM to 8:00 PM. The total attendance at these meetings was about 300 people. 

The purpose of the fifth meeting was to provide an update on the alternatives being evaluated for the 
corridor and obtain input from the public on these alternatives. After the fourth public involvement 
meeting, WisDOT consolidated the four project segments in to a west and an east segment. All the 
alternatives presented at the previous public involvement meeting remained under consideration and an 
On-alignment alternative in the east segment was added to the range of alternatives still under 
consideration. The half interchange at Hawley Road option for the At-grade alternative was displayed to the 
public for the first time. 

Visual renderings showing what the freeway would look like after construction were presented along with a 
“fly-through” video. The most common comments from meeting attendees focused on access to I-94, 
specifically at Hawley Road. Support between the At-grade alternative and Double Deck alternative 
remained split amongst the public. 

An organized protest was held outside the meeting room at the June 17th meeting. The group was opposed 
to capacity expansion and advocated more investment in transit. 

5.1.3 State Fair Outreach 
The I-94 East-West Corridor project team staffed a project information booth at the 2013 and 2014 
Wisconsin State Fair. The booth included project-related exhibits and provided the public an opportunity to 
interact with the project team to address any questions or comments. During the 2014 Wisconsin State Fair, 
the three dimensional scale models of the At-grade and Double Deck alternatives were displayed for public 
viewing. 

Comments verbally and in writing at the State Fair information booth were primarily from individuals who 
drive the corridor but do not live adjacent to the freeway. The comments received were overwhelmingly in 
favor of the Double Deck alternative, primarily due to the greater capacity and safety. The commenters at 
State Fair that supported the At-grade alternative typically mentioned cost considerations. 

5.1.4 Project Website 
The project website is at www.dot.wisconsin.gov/projects/seregion/94stadiumint.htm1. The I-94 East-
West Corridor study is listed under “Plans and studies (no construction activity).” The website includes 
information on purpose and need, alternatives, maps, schedule, contact information, and materials 
provided at the public involvement meetings. The public involvement meeting announcements and 
handouts are also posted in English and Spanish. 

An overview of the study is also available on YouTube at http://www.youtube.com/watch?v=qLB-
d09nMHQ. 

1 In summer 2015, the project website was updated to http://wisconsindot.gov/Pages/projects/by-region/se/94stadiumint/default.aspx. 
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5.1.5 Project Surveys 
WisDOT conducted two surveys, one during the first public involvement meeting and one during the second 
public involvement meeting, to learn about travel habits on I-94 in the study area and thoughts on 
congestion and ways to address it. The surveys were available at both the first and second public 
involvement meetings and on the project website, in both English and Spanish. 

The survey available during the first public involvement meeting focused on the use of I-94 in the study area, 
travel times, trip purpose, mode of travel, and views about safety and congestion. The survey found that the 
corridor was used for a variety of trip types (work and personal) and those who responded to the survey 
generally used I-94 daily or several times a week. Respondents found the corridor to be congested and 
generally unsafe. 

The survey available during the second public involvement meeting obtained input on capacity/congestion 
in the project corridor, possible ways to address congestion and safety concerns, possible use of a double-
deck freeway (above or below ground) to minimize impacts through the cemetery area west of Miller Park, 
changing locations or eliminating some of the existing interchange ramps, and converting left-hand ramps to 
right-hand ramps. 

There were 160 respondents to the second survey. Approximately half of the respondents to the second 
survey came from areas immediately adjacent to the project corridor. The survey yielded the following 
results: 

•	 71 percent of the respondents would like a reduction in congestion as a part of the project. Respondents 
who live along the corridor were less likely to want to reduce congestion. Respondents along the 
corridor that supported a reduction in congestion were more likely to respond that their support would 
depend on the option/solution. 

•	 Of the ways to reduce congestion, changing left-hand ramps to right-hand ramps and consolidating how 
and where ramps enter and exit I-94 were the highest rated. Reducing the number of exits and 
entrances was the least popular. The option of adding a fourth lane was most popular with respondents 
not adjacent to the corridor. 

•	 65 percent of respondents would not support the double deck option. Respondents adjacent to the 
project corridor were least likely to support a Double Deck alternative. 

•	 33 percent of the respondents thought existing access points to/from I-94 should be maintained, no 
matter what the impact. 

•	 88 percent of respondents support changing left-hand ramps to right-hand ramps. Respondents along 
the corridor were much more likely to support this option only if it did not impact property. 

•	 On average, respondents believed there should be a fifty-fifty balance between maintaining traffic levels 
on the freeway and local streets and pushing more traffic to local streets by consolidating intersections. 

5.1.6 Other Public Outreach Activities 
In addition to the public involvement meetings, the study team participated in several neighborhood 
meetings, and other meetings, to inform interested parties about the I-94 East-West Corridor study, 
including project purpose and need, development, refinement, evaluation of alternatives, and impact 
evaluation. Key outreach activities included the following (Note: Meetings in italics signify outreach activities 
to groups that represent minority and/or low-income populations.): 

March 27, 2012—Meeting with Alderman and Story Hill Neighborhood Association representative in
 
preparation for April 2, 2012, neighborhood association meeting.
 

April 2, 2012—Meeting with Story Hill Neighborhood Association; discussed overall study and schedule.
 

May 10, 2012—Meeting with Wauwatosa Chamber of Commerce; discussed overall study and schedule.
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May 29, 2012—Meeting with representatives of Beth Hamedrosh Hagodel Cemetery and Spring Hill 

Cemetery; discussed overall study and schedule.
 

June 26, 2012—Meeting with Miller Park and Milwaukee Brewers; discussed overall study and schedule.
 

June 27, 2012—Meeting with representatives of Anshai Lebowitz Cemetery; discussed overall study and
 
schedule.
 

September 24, 2012—Meeting with representatives of Beth Hamedrosh Hagodel Cemetery; discussed
 
proposed I-94 improvements and tour of the cemetery.
 

September 27, 2012—Meeting with Menomonee Valley Business Association; discussed overall study and
 
schedule.
 

October 19, 2012—Meeting with MillerCoors; discussed overall study and schedule.
 

October 23, 2012—Meeting with Brewers, Stadium District, and ImPark representatives; discussed parking
 
volumes, traffic circulation, and other elements related to Miller Park access during game events.
 

October 25, 2012—Meeting with Wauwatosa Chamber of Commerce; discussed overall study and
 
schedule.
 

October 25, 2012—Meeting with Marquette University High School; discussed overall study and schedule.
 

October 29, 2012—Meeting with MATC; discussed overall study and schedule.
 

November 5, 2012—Meeting with Bluemound Heights Neighborhood Group; discussed overall study and 
schedule. The project team answered numerous questions, including questions regarding, potential 
interchange closures, impact of public input, funding, capacity expansion, transit, and construction impacts. 

November 29, 2012—Meeting with Bluemound Road Business Association; discussed overall study and 
schedule and discussion of access from freeway to Bluemound Road. 

December 17, 2012—Meeting with Layton Boulevard West Neighbors; discussed overall study and schedule 
and discussion of interchange access issues. The project team answered questions from the group. 

December 19, 2012—Meeting with Menomonee Valley Partners and Menomonee Valley Business 
Association; discussed overall study, design options, and schedule. 

January 4, 2013—Meeting with Central Bark Doggy Daycare; discussed overall study, design options, and 
schedule. 

January 8, 2013—Meeting with Hunger Task Force Leadership; discussed overall study, design options, and 
schedule. 

January 23, 2013—Meeting with Badger Truck; discussed overall study, design options, and schedule.
 

January 24, 2013—Meeting with Menomonee Valley Business Association; discussed study, design options,
 
and refinements.
 

January 29, 2013—Meeting with Milwaukee Brewers; discussed study, design options, and refinements.
 

February 6, 2013—Meeting with Menomonee Valley Partners; discussed indirect and cumulative effects
 
analysis process and methodology.
 

February 7, 2013—
effects analysis process and methodology. The project team received information from the neighborhood 

Meeting with Layton Boulevard West Neighbors; discussed indirect and cumulative 

association regarding recent development in the neighborhood and future development plans. Access to 
I-94 via 35th Street is very important for the neighborhood. Recommended meeting with representatives 
from the Clark Square neighborhood. 
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February 14, 2013—Meeting with Potawatomi Hotel and Casino; discussed study, design options, and 
refinements. 

February 25, 2013—Meeting with Story Hill Neighborhood Association; discussed study progress. 

February 25, 2013—Meeting with African American Chamber of Commerce; provided overview of the study 
and the alternatives being evaluated, along with discussion of the indirect and cumulative effects analysis 
process and methodology. The Chamber noted that I-94 is an important corridor for African American 
businesses, providing access to downtown Milwaukee, Waukesha County, and Madison. Supported 
consideration of transit as part of the project. It was suggested that the team talk to local neighborhoods to 
ascertain what is important to each area. 

March 4, 2013—Meeting with Milwaukee Brewers; discussed study, design options, and refinements. 

March 13, 2013—Mini public involvement meeting with Layton Boulevard West Neighbors; reviewed design 
options presented at the second public involvement meeting. Project team answered numerous questions 
and received over a dozen completed comment forms. Topics raised included: concern about traffic on Miller 
Park Way, keeping access at 35th and 27th Street interchanges, local road traffic, and keeping access to 
neighborhood.. 

March 14, 2013—Meeting with Hispanic Chamber of Commerce; provided overview of the study and the 
alternatives being evaluated along with discussion of indirect and cumulative effects analysis process and 
methodology. The Chamber noted that capacity expansion on I-94 is needed to get people into Milwaukee 
easier. Many redevelopment opportunities are located in the City, adjacent to the project corridor. Also 
important to get products/shipments out of the Menomonee Valley efficiently. 

March 25, 2013—Meeting with Merrill Park Neighborhood Association; briefing on study, design options, 
and refinements. Key topics raised during question and answer session included: concern regarding potential 
removal of 35th Street interchange, desire to maintain connection to Menomonee Valley, and spending 
money on transit. 

March 27, 2013—Meeting with Joy Global trucking; discussed study, design options, and access.
 

April 1, 2013—Meeting with Milwaukee Brewers; discussed study, design options, and refinements.
 

April 18, 2013—Meeting with Wauwatosa Chamber of Commerce; discussed study, design options, and
 
refinements.
 

May 1, 2013—Meeting with Milwaukee Brewers; discussed post-game parking-lot unloading.
 

May 8, 2013—Meeting with Milwaukee Brewers; discussed design options.
 

May 20, 2013—Meeting with Beth Hamedrosh Hagodel Cemetery representatives; discussed design options
 
and other information to be presented at the third public involvement meeting.
 

June 5, 2013— Meeting with Historic Concordia Neighborhood Board; briefing on study, design options, 
range of alternatives, and cost. The group asked about the number of crashes on I-94 and, in general, the 
group thought that additional capacity is not needed on the freeway. They felt that the costs were too high 
for a highway project, and more money should be spent on transit. 

June 11, 2013— Attended 30th Street Industrial Corridor Business Meeting; provided information on the 
project’s environmental justice outreach plan and an overview of the study, schedule, purpose and need, and 
alternatives under consideration. Discussions centered around how a decision would be made on the 
Preferred Alternative and if there would be walls located adjacent to the various cemeteries along I-94. 

June 13, 2013—Meeting with Milwaukee Brewers; discussed design options.
 

June 19, 2013—Meeting with Badger Truck; discussed potential real estate impacts.
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June 19, 2013—Meeting with INTEC (Insulation Technologies, 25th Street, Milwaukee, minority-owned 
business); discussed potential displacement of business. INTEC representatives provided background on the 
business. The company feels a strong tie to the City of Milwaukee and feels its current location provides 
unique features and advantages. 

June 27, 2013—Meeting with Menomonee Valley Business Association; reviewed latest alternatives. 

July 9, 2013—Meeting with Merrill Park Neighborhood Association Board; provided an update on the project 
and design options. Key topics raised during question and answer session included: Stadium Interchange 
footprint, access to I-94 from US 41, how to get involved in project/get voices heard, and maintain existing 
access points. 

July 12, 2013—Meeting with Merrill Park Neighborhood Association; discussed a housing project by the 
Housing Authority of the City of Milwaukee. 

July 16, 2013—Meeting with Milwaukee Urban League; discussed the project’s environmental justice 
outreach plan. 

July 19, 2013—Meeting with Badger Truck; discussed potential relocation of business.
 

July 23, 2013—Meeting with Milwaukee Brewers; discussed traffic issues and concerns.
 

August 1, 2013—Meeting with Phelan Development; discussed indirect and cumulative effects analysis
 
process and methodology. 


August 7, 2013—Meeting with Irgens; discussed indirect and cumulative effects analysis process and
 
methodology. 


August 7, 2013—Meeting with General Capital Group; discussed indirect and cumulative effects analysis
 
process and methodology. 


August 7, 2013—Meeting with Miron Construction; discussed indirect and cumulative effects analysis 

process and methodology. 


August 7, 2013—Meeting with St. Paul Veterinary Clinic (minority-owned business) and the executive 
director of the Avenues West Association; discussed potential displacement of the business. The clinic likes 
its location because it has patients from around the region, and I-94 access is important. They expressed 
the desire to remain in the same area. 

August 14, 2013—Meeting with Van Buren Management; discussed indirect and cumulative effects analysis 
process and methodology. 

August 29, 2013—Meeting with Downtown Stakeholders; discussed indirect and cumulative effects analysis 
process and methodology. 

September 10, 2013—Meeting with Badger Truck; discussed potential relocation of business. 

September 10, 2013—Meeting with Milwaukee Brewers; provided update on the project and design 
options. 

September 26, 2013—Meeting with Avenues West; provided update on the project and design options. 

October 11, 2013—Meeting with Menomonee Valley Partners/URS; provided update on the project. 

November 13, 2013—Meeting with Badger Truck; discussed potential relocation of business. 

November 20, 2013—Meeting with Menomonee Valley Partners; provided update on the project. The 
Menomonee Valley Partners asked WisDOT to consider building a ramp from the 27th Street viaduct to Canal 
Street to improve access to the Valley. This would address the Menomonee Valley Partners’ concern that 
reconfiguring the current 25th/26th/28th Street interchange into a diamond interchange at 27th Street would 
make freeway access to the Menomonee Valley inconvenient. WisDOT evaluated the requested ramp 
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connection and determined that it would not be needed to make I-94 or the 27th Street interchange operate 
more efficiently. WisDOT informed the Menomonee Valley Partners at this meeting that WisDOT would not 
fund the proposed ramp connection. 

December 17, 2013—Meeting with NAIOP; provided update on the project and the design options. 

December 18, 2013—Meeting with Badger Truck Center; discussed potential relocation of business. 

January 16, 2014—Meeting with Dryhootch of America; discussed alternatives and project design aspects. 

January 23, 2014—Meeting with Clarke Square Council; discussed alternatives and project design aspects. 
Meeting was requested by group based on information presented at earlier Menomonee Valley Partners 
Board Meeting. An extended question and answer session focused on: support for simplification of 27th Street 
interchange, asking how much impact stakeholder feedback has, and potential for interchange at 
16th Street/Cesar Chavez Drive. 

February 12, 2014—Meeting with 16th Street Community Health Center; provided an update about the 
project and discuss local health related concerns. Information was provided to the project team regarding 
the services provided by the health center and the people it serves. 

February 27, 2014—Meeting with Allied Veterans Council; discussed alternatives and project design aspects. 

March 18, 2014—Meeting with Hispanic Chamber of Commerce, Hispanic Business Improvement District, 
and local business representatives; discussed the project, status to-date, and design alternatives on the east 
segment of the project corridor. The meeting was requested following several contacts between the Business 
Improvement District and Chamber with project team members. An extended question and answer session 
focused on: if an interchange at 16th Street/Cesar Chavez Drive were considered, how late in the design 
process changes can be made, and project cost. In regards to an interchange at 16th Street, the study team 
informed the group of the engineering challenges associated with a potential 16th Street interchange, 
particularly given the close proximity of the 27th and 13th Street service interchanges, and the system ramps 
associated with the Marquette Interchange immediately to the east of 16th Street. The study team pointed 
out the ways that a lack of direct access could be mitigated via wayfaring signs, trailblazing techniques, and 
other means of directing freeway traffic to 16th and the Hispanic community. 

June 18, 2014—Attended Menomonee Valley Partners board meeting, provided an update on the project, 
alternatives, and design aspects. 

June 23, 2014—Meeting with executive director and board president of the Business Council (The Business 
Council is affiliated with the Milwaukee Metropolitan Chamber of Commerce and maximizes access to 
economic opportunities for ethnically diverse businesses); discussed alternatives and project design aspects. 

June 25, 2014—Meeting with Badger Truck; discussed potential relocation of business.
 

June 30, 2014—Meeting with Story Hill Neighborhood Association; provided an update on the project,
 
alternatives, and design aspects.
 

July 10, 2014—Meeting with Menomonee Valley Partners; discussed indirect and cumulative effects.
 

July 17, 2014—Meeting with the Brewers; discussed parking in relation to the project.
 

July 17, 2014—Meeting with the Hunger Task Force; discussed alternatives and project design aspects.
 

July 25, 2014—Attended Menomonee Valley Partners board meeting; discussed design aspects.
 

August 26, 2014—Meeting with University of Wisconsin−Milwaukee’s Children’s Environmental Health 
Sciences Core Center; discussed environmental aspects of the project. 

September 11, 2014—Meeting with Milwaukee County Transit System; discussed transit within the corridor. 
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September 22, 2014—Meeting with Urban League, Milwaukee; discussed the project’s environmental justice 
outreach plan. 

September 25, 2014—Milwaukee Latino Health Coalition Meeting; presentation of the project at their 
general coalition meeting. Key questions focused on the existing condition of I-94, safety improvements, and 
upcoming public involvement opportunities. 

September 30, 2014—Meeting with Marquette University and Avenues West; discussed alternatives and 
project design aspects. 

October 2, 2014—Meeting with Marquette University engineering students; discussed project alternatives 
and design aspects. 

October 7, 2014— Meeting with representatives from the Hunger Task Force, Cleaner Milwaukee Coalition, 
University of Wisconsin−Milwaukee’s Children’s Environmental Health Sciences Core Center, 1,000 Friends of 
Wisconsin, Milwaukee Transit Riders Union, Sierra Club, Story Hill neighborhood, and WISPIRG. WisDOT 
presented the purpose and need of the project and the alternatives retained for detailed study. Comments 
from the group included the reasonableness of the Double Deck alternative, WISPIRG and 1,000 Friends claim 
that there is a downward trend in car travel nationwide and where WisDOT gets it forecasts showing 
increases, Hawley Road interchange options, project benefits to the Latino community, if options outside of 
reconstruction were studied, perceived changes in travel trends, and why I-94 needs to be rebuilt at this time. 

October 21, 2014—Meeting with Potawatomi Hotel/Casino by their request; discussed the alternatives. 

October 22, 2014—Meeting with Menomonee Valley Partners and other Valley stakeholders; discussed east 
segment of the project. 

October 24, 2014—Meeting with Centro Hispano of Milwaukee; discussed the project, specifically the east 
segment. 

October 29, 2014—Meeting with Harley-Davidson; discussed the project. 

5.2 Coordination with Local Officials 
A Technical Advisory Committee (TAC) was established to assist the study team in identifying and 
understanding project purpose and need issues, developing and evaluating alternatives, evaluating impacts, 
and sharing project information with other community interests. The TAC includes representatives from 
Milwaukee County, City of Milwaukee, City of West Allis, Village of West Milwaukee, Milwaukee 
Metropolitan Sewerage District (MMSD), Milwaukee County Transit System (MCTS), Southeastern Wisconsin 
Regional Planning Commission (SEWRPC), Miller Park Stadium District, We Energies, American Transmission 
Company, and Wisconsin Department of Natural Resources (WDNR). The study team also met individually 
with local officials as needed during the course of the study. 

5.2.1 Technical Advisory Committee Meetings 
TAC meetings that were held during preparation of the Draft EIS include the following:
 

August 16, 2012—Reviewed project purpose and need aspects and study process.
 

December 4, 2012—Concluded purpose and need review; discussed initial range of design options.
 

March 20, 2013—Provided update on project design options/refinements and continued technical analyses 

(design, traffic, and safety).
 

May 15, 2013—Provided update on design options/refinements, impact evaluation, and solicited input on
 
initial screening of the alternatives.
 

July 29, 2013—Conducted briefing on material to be presented at the July 30 and July 31, 2013, public
 
involvement meeting.
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June 5, 2014—Conducted briefing on material to be presented at the June 16 and June 17, 2014, public 
involvement meeting. 

September 29 – 30, 2014—Open house to view the scale models of the alternatives. 

5.2.2 Local Official Meetings 
Additional meetings and contacts with local officials included the following: 

August 16, 2012—Meeting with elected officials; briefing on overall study and schedule. 

November 5, 2012—Meeting with City of Milwaukee Department of Public Works; briefing on project status 
and next steps. 

November 26, 2012—Meeting with City of Milwaukee; presentation of initial design options through 
cemetery area east of Hawley Road. 

November 28, 2012—Meeting with elected officials; update on study and schedule. 

January 14, 2013—Letter from City of West Allis expressing concern about possible level of service of the 
68th Street and Hawley Road ramps, accuracy of demographic data on environmental justice populations in 
the corridor, and effects on future redevelopment of the former Allis-Chalmers factory site (Appendix D, 
Letter D-69). WisDOT responded to the city’s letter on February 28, 2013 (Appendix D, Letter D-70). 

February 4, 2013—Meeting with City of West Allis; discussion of indirect and cumulative effects analysis 
process and methodology. 

February 4, 2013—Meeting with Milwaukee County Parks Department; discussion of county-owned parcels 
and interests in the project corridor. 

February 6, 2013—Meeting with Waukesha County Department of Parks and Land Use; discussion of 
indirect and cumulative effects analysis process and methodology. 

February 6, 2013—Meeting with City of Milwaukee Department of Development; discussion of indirect and 
cumulative effects analysis process and methodology. 

February 7, 2013—Meeting with Milwaukee Alderman Michael Murphy; discussion of indirect and 
cumulative effects analysis process and methodology. 

February 14, 2013—Meeting with Village of West Milwaukee; discussion of indirect and cumulative effects 
analysis process and methodology. 

February 28, 2013—Meeting with Milwaukee County; discussion of indirect and cumulative effects analysis 
process and methodology. 

March 1, 2013—Letter from City of Milwaukee Department of Public Works expressing concern about the 
extent to which the I-94 East-West Corridor study would consider all modes of transportation, including 
mass transit, diversion of traffic from local arterials to I-94, capacity expansion, a Double Deck alternative 
through the cemetery area, and potential elimination of access to I-94 (Appendix D, Letters D-56 and D-57). 
WisDOT responded to the City’s letter on May 13, 2013 (Appendix D, Letter D-58). 

March 4, 2013—Meeting with City of Wauwatosa; discussion of indirect and cumulative effects analysis 
process and methodology. 

March 7, 2013—Meeting with City of West Allis; briefing on study, design options, and refinements. 

April 10, 2013—Meeting with City of Wauwatosa (Director of Public Works, Mayor, Development Director); 
briefing on study, design options, and refinements. 

April 11, 2013—Meeting with Milwaukee Alderman; briefing on study, design options, and refinements. 

April 17, 2013—Meeting with Milwaukee Alderman; briefing on study, design options, and refinements. 
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SECTION 5—PUBLIC INVOLVEMENT AND AGENCY COORDINATION DURING DRAFT EIS PREPARATION PRIOR TO DRAFT EIS AVAILABILITY 

April 22, 2013—Meeting with City of Milwaukee Department of Public Works; discussion of 70th Street
 
interchange alternatives.
 

May 7, 2013—Meeting with West Allis City Council; briefing on study, design options, and refinements.
 

May 13, 2013—Meeting with elected officials; briefing on study, design options, and refinements.
 

June 7, 2013—Meeting with Milwaukee County Parks Department; review of alternatives adjacent to
 
Mitchell Boulevard Park, Story Parkway, and Valley Park. No substantive issues were identified.
 

June 18, 2013—Meeting with City of West Allis; discussion of the concerns raised in their January 14, 2013,
 
letter regarding ramp and freeway capacity, demographics for environmental justice populations, and
 
impacts on redevelopment.
 

June 21, 2013—Meeting with City of Milwaukee Department of Public Works; discussion of Section 2 of the
 
Draft EIS (Alternatives).
 

July 25, 2013—Meeting with State Representative Joe Sanfelippo; briefing on study activities, design
 
options, and schedule.
 

July 29, 2013—Meeting with elected officials; briefing on material to be presented at the July 30 and July 31,
 
2013, public involvement meeting.
 

October 1, 2013—Meeting with Milwaukee County Parks Department; briefing on study activities, design 

options, and schedule.
 

October 28, 2013—Meeting with City of Milwaukee; follow up to previous letters and electronic
 
correspondence regarding project purpose and need, scope of proposed improvements, and alternatives
 
being considered. 


December 10, 2013—Meeting with City of Milwaukee and SEWRPC; discussion of Transportation
 
Improvement Program Amendment.
 

January 17, 2014—Meeting between City of Milwaukee Mayor and WisDOT Secretary to discuss project.
 

January 24, 2014—Meeting with Milwaukee County Department of Transportation to discuss project
 
alternatives and design aspects.
 

February 5, 2014—Meeting with City of Milwaukee Department of Public Works to discuss project
 
alternatives, design aspects, and schedule.
 

February 14, 2014—Meeting with Milwaukee County Executive to discuss project alternatives and design
 
aspects.
 

February 19, 2014—Meeting with City of Wauwatosa to discuss project alternatives and design aspects.
 

February 25, 2014—Meeting with City of Wauwatosa Traffic and Safety to discuss project alternatives,
 
traffic and safety concerns.
 

March 4, 2014—Meeting with City of Milwaukee Department of Public Works to discuss project alternatives
 
and design aspects.
 

April 7, 2014—Meeting with City of Milwaukee to discuss project alternatives and design aspects.
 

May 8, 2014—Meeting with Milwaukee County to discuss project alternatives and design aspects.
 

May 9, 2014—Meeting with City of Milwaukee to provide project update, discuss alternatives and design
 
aspects.
 

June 3, 2014—Meeting with City of West Allis to discuss project alternatives.
 

June 3, 2014—Meeting with Alderman Murphy to discuss project alternatives.
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

June 5, 2014—Meeting with elected officials; briefing material to be presented at the June 16 and June 17, 
2014, public involvement meeting. 

June 12, 2014—Meeting with Representative Gwen Moore to discuss project alternatives. 

July 18, 2014—Letter from Representative Gwen Moore (Appendix D, letter D-39) to United States 
Department of Transportation Secretary Foxx expressing concern about the project. Asked for increased 
oversight to ensure public comments are being solicited and treated fairly. Some constituents have 
contacted her and support the At-grade alternative. These concerns are new since the June 12, 2014, 
meeting. FHWA responded to Representative Moore on September 19, 2014 (Appendix D, letter D-40). 

September 22, 2014—Meeting with Milwaukee County to discuss snow removal and maintenance for the 
alternatives. 

October 7, 2014—Meeting with City of West Allis to discuss project alternatives, access at Hawley Road, and 
design aspects. 

5.3 Agency Coordination 
Coordination with agencies and others who may be interested in the I-94 East-West Corridor study is 
conducted under FHWA’s environmental coordination procedures, as codified in 23 USC 139. FHWA’s 
coordination procedures provide opportunity for agencies, local officials, and others to participate in the 
environmental review process by providing input on information being prepared for the environmental 
document and by sharing views or concerns on the need for proposed improvements, alternatives being 
considered, potential impacts, mitigation, and other environmental aspects. The coordination process 
includes the following key activities: 

Lead agencies (FHWA and WisDOT) invite other agencies, local officials, and other interests to become 
Cooperating and Participating Agencies in the environmental review process. Cooperating agencies have 
jurisdiction by law or special expertise with respect to the project’s environmental impacts.Participating 
agencies have an interest in the project. 

As noted in Section 5.1, a Coordination Plan for Agency and Public Involvement for the I-94 East-West 
Corridor was prepared to communicate how and when the lead agencies will obtain public and agency 
participation in the environmental review process. The Coordination Plan provides a list of Cooperating and 
Participating Agencies and the contact person for each agency. The Coordination Plan has the following 
three concurrence points in which Cooperating and Participating Agencies are invited to participate: project 
purpose and need, range of alternatives being considered, and identification of the preferred alternative. 

An Impact Analysis Methodology is prepared to communicate to the agencies and the public how the 
impacts of the proposed transportation project and its alternatives will be evaluated. 

5.3.1 Cooperating and Participating Agencies 
In July 2012, FHWA and WisDOT sent letters to federal and state regulatory agencies, local officials, and 
Native American tribes inviting them to be Cooperating and Participating Agencies in environmental aspects 
of the I-94 East-West Corridor study. VA representatives subsequently requested being added as a 
participating agency at a meeting in August 2012. The status of Cooperating and Participating Agencies is 
summarized as follows: 

July 2, 2012—E-mail from the City of West Allis agreeing to be a participating agency in environmental 
aspects of the study (Appendix D, Letter D-67). 

July 3, 2012—Letter from SEWRPC agreeing to be a participating agency in environmental aspects of the 
study (Appendix D, Letter D-48). 
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SECTION 5—PUBLIC INVOLVEMENT AND AGENCY COORDINATION DURING DRAFT EIS PREPARATION PRIOR TO DRAFT EIS AVAILABILITY 

July 6, 2012—Letter from U.S. Department of the Interior National Park Service agreeing to be a 
participating agency in environmental aspects of the study (Appendix D, Letter D-10). Per e-mail on May 9, 
2013, National Park Service requested to be considered a cooperating agency (Appendix D, Letter D-13). 

July 10, 2012—Letter from the United States Environmental Protection Agency (USEPA) agreeing to be a 
participating agency in environmental aspects of the study (Appendix D, Letter D-1). 

July 25, 2012—Letter from the Corps of Engineers agreeing to be a cooperating agency in environmental 
aspects of the study (Appendix D, Letter D-20). 

July 25, 2012—E-mail from the City of Milwaukee agreeing to be a participating agency in environmental 
aspects of the study (Appendix D, Letter D-53). 

July 26, 2012—Letter from Milwaukee County agreeing to be a participating agency in environmental 
aspects of the study (Appendix D, Letter D-51). 

July 26, 2012—Letter from U.S. Fish and Wildlife Service declining invitation to become a participating 
agency due to workload, but noting they will provide comments on the EIS (Appendix D, Letter D-7). 

July 30, 2012—E-mail from WDNR agreeing to be a cooperating agency in environmental aspects of the 
study (Appendix D, Letter D-41). 

August 30, 2012—Department of Veterans Affairs’ verbal request to be a participating agency 
(VA representatives from National Cemetery Administration, Wood National Cemetery, and VA Real 
Property Service). 

5.3.2 Agency Scoping Meeting and Follow-up 
An agency scoping meeting was held for Cooperating and Participating Agencies on July 17, 2012. 
The purpose of the meeting was to provide information about the I-94 East-West Corridor study (project 
background/history, existing conditions, preliminary purpose and need factors, environmental review 
process, and schedule). The meeting was also an opportunity for participants to provide input on issues they 
would like to have considered in the corridor study. Participants in the scoping meeting included 
representatives from FHWA, WisDOT, consultant team, Corps of Engineers, USEPA, SEWRPC, Milwaukee 
County, City of West Allis, and City of Milwaukee. The National Park Service representative could not attend 
the scoping meeting, but noted that the National Park Service would like to be kept informed about the 
project. 

Key discussion items/input included the following: 

•	 The City of Milwaukee was concerned about any substantive changes in existing local access, impacts of 
new or revised access points, residential impacts, and right-of-way acquisition. 

•	 Milwaukee County would like to have transit access and traffic mitigation considered; impacts to any 
county parks should also be avoided, if possible. 

•	 The Corps of Engineers reiterated the Clean Water Act’s hierarchy for wetland impacts (avoid, minimize, 
and mitigate). 

•	 The City of West Allis expressed concerns similar to those expressed by the City of Milwaukee about 
changes in existing access and associated impacts. 

•	 USEPA asked about existing and freeway future level of service, stated that the study team should strive 
for design exceptions in tight urban areas, and requested a copy of the wetland delineation report. 

•	 SEWRPC stated that past data for the I-94 freeway system show that it reaches level of service F in at 
least one peak hour each day. It was also noted that the situation is beginning to occur more frequently, 
not just in the peak hour. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

•	 WisDOT noted that a project is underway to restore the Menomonee River in the I-94 study area by 
eliminating the existing concrete channel. Because the Menomonee River bridge is adjacent to a 
railroad, and due to other terrain features, the new structure will be high. USEPA noted that it is 
reviewing scoping materials for the Menomonee River restoration project. The information was 
subsequently shared with the I-94 study team and the Corps of Engineers Waukesha office. 

•	 The project’s environmental review process in 23 USC 139 was briefly discussed, and WisDOT noted that 
the draft Coordination Plan and Impact Analysis Methodology documents would be sent to Cooperating 
and Participating Agencies for review in the near future. The draft documents were sent to the agencies 
on August 28, 2012. Key comments in response to the draft Coordination Plan and Impact Analysis 
Methodology documents are summarized as follows: 

—	 The VA (National Cemetery Administration) requested that additional VA representatives be added 
to the participating agency list in the Coordination Plan. For the Impact Analysis Methodology, it 
noted that project coordination needs to have full involvement of the State Historic Preservation 
Office (SHPO), VA Historic Preservation Office, and the National Cemetery Administration History 
Office. 

—	 The National Park Service provided information on National Historic Preservation Act Section 106 
requirements to account for potential impacts to the VA’s NHL and National Register of Historic 
Places (National Register) properties. It also provided information on requirements for evaluating 
impacts to cemeteries and burial sites. 

—	 The Corps of Engineers noted that wetlands within primary environmental corridors are regulated as 
ADID wetlands and requested that the presence of Advanced Identification of Wetland Disposal 
Areas (ADID) in the project area be noted in the Impact Analysis Methodology. 

—	 WDNR requested that forthcoming Total Maximum Daily Load standards developed by MMSD be 
considered when analyzing the potential water quality impacts. WDNR also noted that the project’s 
conceptual stormwater management plan should evaluate the impact of runoff release rates for 
100-year and 2-year storm events. 

—	 USEPA recommended that the Coordination Plan include additional information regarding 
consultation with the VA and SHPO due to the historic properties. USEPA requested that information 
on ADID wetlands be included in the Impact Analysis Methodology and that there be further 
coordination with USEPA, WDNR, and Corps of Engineers regarding ADID wetland issues, including 
potential impacts. USEPA recommended that a Census-tract-level analysis be done for determining 
the location of any environmental justice populations in the I-94 project corridor. 

—	 Updated Coordination Plan and Impact Analysis Methodology documents were sent to Cooperating 
and Participating Agencies in November 2012. In May 2013, an updated Coordination Plan was sent 
to agencies to let them know about some changes to the environmental activities schedule and 
other minor refinements. Updated documents were also posted on the project website for 
availability to other stakeholders and the public. 

The Coordination Plan has been updated four times. Each time the Plan was updated, it was sent to the 
Cooperating and Participating Agencies and posted on the project website. The most recent update 
occurred in September 2014 and included minor revisions to the project’s milestone schedule and updated 
the meetings list. 

5.3.3 Agency Input on Project Purpose and Need and Alternatives 
5.3.3.1 Purpose and Need 
On November 2, 2012, WisDOT contacted Cooperating and Participating Agencies to obtain input and 
concurrence on the draft project purpose and need section (Section 1) of the EIS (concurrence point No. 1, 
per the Coordination Plan). Key agency comments are summarized as follows: 
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SECTION 5—PUBLIC INVOLVEMENT AND AGENCY COORDINATION DURING DRAFT EIS PREPARATION PRIOR TO DRAFT EIS AVAILABILITY 

•	 November 9, 2012—E-mail from the VA (National Cemetery Administration) (Appendix D, Letter D-26). 
The National Cemetery Administration expressed concern about any potential solutions that would 
encroach on any portion of the historic Wood National Cemetery property. It also noted that coordination 
of all study findings, alternatives, and recommendations that could potentially affect Wood National 
Cemetery would require consultation with the National Park Service, Advisory Council on Historic 
Preservation2, and Wisconsin SHPO. 

•	 November 26, 2012—Letter from the Corps of Engineers (Appendix D, Letter D-22) concurring in project 
purpose and need and noting it would satisfy Clean Water Act Section 404 review requirements. 

•	 November 28, 2012—Letter from USEPA (Appendix D, Letter D-3). USEPA recommended that the 
project’s east terminus be extended farther east than 25th Street to incorporate additional reconstruction 
that is needed to match previous improvements for the Marquette Interchange projects. USEPA 
recommended the document clarify whether the other area projects listed in Section 1.1.3 are 
incorporated into the discussions and analysis of area conditions and level of service projections. 

•	 December 3, 2012—E-mail from National Park Service (Appendix D, Letter D-12). Requested that the 
purpose and need discussion include awareness of and need to protect the NHLs and associated VA 
cemetery. The National Park Service also requested that cultural resources be mentioned in the 
Environmental Aspects section (Section 1.5) of Purpose and Need. 

•	 December 3, 2012—E-mail from SEWRPC (Appendix D, Letter D-49). Provided clarification on discussion 
about conducting preliminary engineering and environmental studies and developing/evaluating 
alternatives that provide varying degrees of meeting modern design standards. SEWRPC also provided 
clarification on its responsibility, which is to prepare an advisory comprehensive plan for the physical 
development of the region, including a regional land use plan, which is the basis of all other plan 
elements, including transportation. 

•	 December 3, 2012—Letter from WDNR (Appendix D, Letter D-44). Concurred in purpose and need, noting 
that safety, deteriorating bridges and pavement, obsolete design, traffic demand, and efficient regional 
transportation system operations must be addressed. Also noted that obsolete stormwater management 
facilities should be improved in the drainage area where flooding occurs, and the Menomonee River does 
not meet water quality standards. 

•	 December 4, 2012—Letter from City of Milwaukee (Appendix D, Letter D-55). Noted that any traffic 
analysis done on this segment of freeway needs to be done on a corridor basis, as opposed to freeway 
analysis only. A corridor analysis should include impacts to traffic demand and operation on parallel 
roadways and feeder roadways to freeway ramps. 

An updated project Purpose and Need was placed on the project website in February 2014. An e-mail was 
sent to the Cooperating and Participating Agencies with a link to purpose and need document. 

5.3.3.2 Alternatives 
On May 30, 2013, WisDOT contacted Cooperating and Participating Agencies to obtain input and concurrence 
on the draft alternatives section (Section 2) of the EIS (concurrence point No. 2, per the Coordination Plan). 
Key agency comments are summarized as follows: 

•	 May 14, 2013—Meeting with VA representatives from Clement J. Zablocki Medical Center, National 
Cemetery Administration, Wood National Cemetery, and the VA Historic Preservation Office to obtain 
input on the At-grade and Double Deck alternatives through the cemetery area (Hawley Road to Mitchell 
Boulevard). The main concerns were preserving access to the VA facility, possible shading of vegetation 

2 The Advisory Council on Historic Preservation is an independent federal agency that promotes the preservation, enhancement, and productive use 
of our nation's historic resources, and advises the President and Congress on national historic preservation policy. http://www.achp.gov/. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

due to high walls with the all up or split the difference alternatives, and traffic noise that affects solitude 
and conducting ceremonies in the cemetery. 

•	 June 6, 2013—Resolution from City of West Allis opposing alternatives that do not include access to both 
70th Street and Hawley Road/60th Street (Appendix D, Letters D-72, D-73, and D-74). Resolution sent to 
Governor Walker by City of West Allis on June 6, 2013, and to WisDOT by e-mail on June 24, 2013. 

•	 June 9, 2013—Letter from the National Park Service (Appendix D, Letter D-16). Stated that technical 
jargon makes the alternatives section difficult to understand for non-engineers. The National Park 
Service also reiterated federal laws that apply to preservation of historic resources and noted it is 
important for any consideration of alternatives to avoid damage or disruption to historic resources 
associated with the VA property. 

•	 June 20, 2013—Meeting with VA; discussion of draft Section 2 of the Draft EIS. 

•	 June 24, 2013—Letter from USEPA (Appendix D, Letter D-4) stating that it has no comments or 
clarifications on draft EIS Section 2 (Alternatives). 

•	 June 25, 2013—E-mail from Corps of Engineers (Appendix D, Letter D-23) providing preliminary 
comments on draft EIS Section 2 (Alternatives); comments primarily asked for clarification and further 
information on Transportation System Management and Transportation Demand Management aspects. 
Also stated it would more fully evaluate the range of alternatives carried forward when the revised 
Purpose and Need statement (Section 1) has been circulated for review. 

•	 June 26, 2013—Phone contact with representative of VA National Cemetery Administration seeking 
their input on EIS Section 2 (Alternatives). The VA representative noted that walling off the aboveground 
portion of the double deck alternatives would possibly reduce traffic noise for the adjacent Wood 
National Cemetery, and the wall could also provide a visual benefit. The VA representative also 
expressed concern about eliminating the existing Mitchell Boulevard interchange and moving this access 
farther east to the Stadium Interchange. 

•	 July 1, 2013—Letter from WDNR (Appendix D, Letter D-45) concurring on the range of alternatives to 
be carried forward in the EIS. 

•	 July 12, 2013—E-mail from SEWRPC providing clarification and additions to text in EIS Section 2 that 
discussed the Regional Transportation System Plan and the regional planning process in relation to 
evaluating alternatives for this corridor. 

•	 July 15, 2013—Letter from City of Milwaukee (Appendix D, Letter D-62). Encouraged consideration of a 
mass transit traffic mitigation option, supports retaining the 35th Street interchange in all alternatives, 
having West St. Paul Avenue be continuous east of 27th Street, and having direct access to and from 
27th Street for at least some of the freeway ramps, and keeping the Stadium Interchange as far away as 
possible from the Story Hill neighborhood. The City expressed concerns about the traffic data and using 
level of service as the single performance measure for congestion and level of improvements. 

•	 July 25, 2013—E-mail from VA (Appendix D, Letter D-27). Emphasized the need for a north access route 
to the VA campus, independent of the Mitchell Boulevard entrance/exit. Concerned about visual and 
noise impacts of any retaining walls through the cemetery area and recommends decorative features, 
vegetation, or other measures to minimize impacts. Concerned about shading through cemetery area 
due to double-deck freeway alternatives. Adequate signage to the VA campus and Wood National 
Cemetery need to be maintained with all of the alternatives. Continued consultation is required 
regarding historic aspects. WisDOT’s response to the letter is provided in Appendix D (Letter D-29). 

On January 29, 2014, a meeting was held with Cooperating and Participating Agencies to provide an update 
on the alternatives and EIS schedule and to review previous comments on the alternatives. A matrix with 
previous agency comments and the project team’s response was provided to the agencies. This meeting was 
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attended by representatives of USEPA, Corps of Engineers, VA, WDNR, SEWRPC, Milwaukee County, City of 
Milwaukee, and City of West Allis. 

Key discussion items/input included the following: 

•	 The City of West Allis noted its concern about removing the Hawley Road interchange. It was also 
concerned with the project team’s traffic growth projection and questioned if 8 lanes are needed 
through the cemetery area. 

•	 Milwaukee County was concerned about traffic operations through the Stadium Interchange during 
weekday afternoon Brewers games. 

•	 The VA asked for a meeting to review how its Section 2 comments were addressed. 

On June 11, 2014, a meeting was held with the Cooperating and Participating Agencies to provide an update 
on the remaining alternatives, project schedule, and stormwater impacts and potential mitigation measures. 
The meeting was attended by representatives of USEPA, Corps of Engineers, VA, Milwaukee County, and City 
of West Allis. The City of West Allis reiterated the preference to maintain a full interchange at Hawley Road 
and suggested options for providing a full interchange at Hawley Road under the At-grade alternative. The 
agencies received an updated alternatives section (Section 2) on June 17, 2014, and were asked to provide 
formal concurrence (Concurrence Point No. 2). Key agency comments on the June 2014 alternatives section 
are summarized as follows: 

•	 June 26, 2014—Letter from City of West Allis (Appendix D, Letter D-76). Reiterated that closing the 
Hawley Road interchange would drive traffic to local streets, hinder economic development in the 
community, and would pose economic justice implications to minority residents attempting to reach 
employment elsewhere. Expressed concern that the closure of the Hawley Road interchange would lead 
to congestion elsewhere in the City. Also noted that several companies have planned to move to sites 
along 60th Street, and freeway access at Hawley Road was a drawing point. The City is concerned it 
could lose these businesses if the Hawley Road interchange is eliminated. Finally, the City of West Allis 
noted that the two Census tracts in the city closest to the Hawley Road interchange have a population of 
about 425 minorities, a higher percentage than the rest of the city. There is concern that removing the 
Hawley Road interchange would harm these residents and benefit those living elsewhere where 
interchanges are located. 

•	 July 14, 2014—Letter from USEPA (Appendix D, Letter D-6) concurring with alternatives being carried 
forward. 

•	 July 15, 2014—Letter from Corps of Engineers (Appendix D, letter D-24) agreeing with the range of 
alternatives dismissed from further study and concurring with the range of alternatives carried forward 
for additional study. 

•	 July 17, 2014—Letter from WDNR (Appendix D, Letter D-46) concurring with the range of alternatives 
considered for the study. 

5.3.4 Additional Agency Coordination 
Additional agency coordination during preparation of the Draft EIS included the following: 

•	 August 30, 2012—Meeting with VA to provide information on the I-94 East-West Corridor study and 
obtain input on VA operations, the Wood National Cemetery (including past relocation of graves when 
the freeway was built in the early 1960s), and other resources on the VA property. VA representatives 
requested being added as participating agencies in the environmental review process. They also stated 
that veterans’ graves are considered to be permanent and final, and the VA would be very concerned 
about any project activities that would affect them. 
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•	 September 17, 2012—Informal memorandum from WDNR outlining issues that should be addressed in 
the EIS and providing preliminary information on threatened or endangered species, and funding of 
public use recreational facilities. 

•	 November 28, 2012—Meeting with VA National Cemetery Administration and Zablocki VA Medical 
Center; discussion of information on preliminary design options. 

•	 January 24, 2013—Meeting with VA National Cemetery Administration and regional VA 
representatives; discussion of proposed design options and potential impacts on VA operations, traffic 
patterns/volumes to and from the VA campus, and access needs. 

•	 May 14, 2013—Meeting with Wood National Cemetery, VA National Cemetery Administration, and VA 
Medical Center; briefing on alternatives. 

•	 June 11, 2013—Meeting with VA Medical Center to review current design options (double-deck 
freeway in particular) and potential effects on VA facilities. The VA would like to see a connection over 
or under I-94 that is separate from Mitchell Boulevard so that people can get to and from Bluemound 
Road on game days. In general, the VA would not oppose a double-deck freeway, but acknowledges the 
Section 106 historic preservation component. 

•	 June 11, 2013—Meeting with VA Medical Center (including Director and Deputy Director), National 
Cemetery Administration, and VA Historic Preservation Office to discuss Section 2 of the Draft EIS. 
Discussed the importance of keeping Zablocki Drive connection to Bluemound Road, either under or 
over I-94. VA emphasized the importance of keeping Zablocki Drive separate from Mitchell Boulevard. 
The National Cemetery Administration noted the potential for a double-deck freeway for reduced 
exposure to freeway traffic. VA requested more information on height and appearance of the 
double deck alternatives (specifically, whether there would be openings in the side of the double deck 
or whether it would appear as a solid wall). 

•	 February 28, 2014—Meeting with VA Medical Center to discuss project alternatives and design aspects. 

•	 March 5, 2014—Meeting with Veterans Benefits Administration to discuss project alternatives and 
design aspects. 

•	 July 30, 2014—Provide project update to SEWRPC’s Advisory Committees on Regional Land Use 
Planning and Regional Transportation System Planning. 

5.3.5 Coordination with Native American Tribes 
In July 2012, FHWA sent letters to Native American tribal chairs inviting tribes to be participating agencies in 
the project’s environmental review process. No responses were received. 

In August 2012, WisDOT sent letters to Tribal Historic Preservation Officers to inform them about the I-94 
East-West Corridor study, provide an opportunity to comment on the project, and provide them with an 
opportunity to let WisDOT know about any cultural resources that may be located in the study area. Tribes 
were also asked to let WisDOT know if they wished to become a consulting party under Section 106 of the 
National Historic Preservation Act or would like to receive additional information about the I-94 East-West 
Corridor study. 

On September 27, 2012, the Forest County Potawatomi Tribal Historic Preservation Officer requested 
participation in the Section 106 consultation process (Appendix D, Letter D-36). 

In October 2012, WisDOT provided a brief overview of the I-94 East-West Corridor study at the WisDOT/ 
Tribal Historic Preservation Officers meeting in Bad River. 

On February 4, 2013, the Forest County Potawatomi Tribal Historic Preservation Officer requested they be 
advised of any impacts to cultural properties (especially human remains/burials) associated with the I-94 
East-West Corridor study (Appendix D, Letter D-37) 
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On April 12, 2013, WisDOT provided an update on the I-94 East-West Corridor study at the WisDOT/Tribal 
Historic Preservation Officers meeting in Madison. At that meeting, it was requested that WisDOT re-contact 
the tribes (preferably by e-mail or phone) to ascertain their potential interest in the project. 

On May 17, 2013, WisDOT re-contacted the tribes by e-mail. Copies of past correspondence were provided 
along with notes from the April 12, 2013, meeting. As a result of the re-contact effort, the Tribal Historic 
Preservation Officers from the Red Cliff Band of Lake Superior Chippewa Indians of Wisconsin indicated they 
have no interest in this project (Appendix D, Letter D-38). There were no other responses. 

On June 28, 2013, WisDOT invited the tribes to attend the July 15, 2013, Section 106 consultation meeting. 
No tribal representatives attended the meeting. Notices regarding subsequent Section 106 consultation 
meetings included the Forest County Potawatomi Tribal Historic Preservation Officer who previously 
requested participation in the Section 106 consultation process. 

5.3.6 Section 106 Consultation 
Section 106 consultation for the I-94 East-West Corridor study required under Section 106 of the National 
Historic Preservation Act was initiated in June 2013. As there are two NHLs in the area of potential effect 
(APE) of the project, the Advisory Council on Historic Preservation was invited to participate, in accordance 
with the regulations, in addition to the state of Wisconsin SHPO. The Advisory Council on Historic 
Preservation opted to participate in the process and will continue to participate until the process is 
complete. Other consulting parties include: National Park Service, National Cemetery Administration, VA, 
National Trust for Historic Preservation, Milwaukee Preservation Alliance, City of Milwaukee Historic 
Preservation Commission, Beth Hamedrosh Hagodel Cemetery, Archdiocese of Milwaukee Catholic 
Cemeteries (Calvary Cemetery and Mausoleum), and the Story Hill Neighborhood Association. 

Coordination and consultation efforts specific to the Section 106 process are summarized as follows: 

•	 July 30, 2012—Study team contacted the National Park Service by phone to recap information that was 
provided at the July 17, 2012, agency scoping meeting that the National Park Service was unable to 
attend. Discussion included a brief summary of the I-94 East-West Corridor study, review of historic 
resources in the project corridor, and brief discussion of historic preservation laws and requirements. 
The National Park Service recommended that FHWA contact the Advisory Council on Historic 
Preservation to inform them that the project would potentially affect an NHL. 

•	 September 14, 2012—E-mail from VA’s National Cemetery Administration noting that the VA would 
have concerns with any alternative that would overhang the north side of the freeway through any 
portion of the Wood National Cemetery. 

•	 September 14, 2012—E-mail from the National Park Service providing boundary description and 
justification for the Northwestern Branch, National Home for Disabled Volunteer Soldiers NHL. 

•	 January 24, 2013—Meeting with VA National Cemetery Administration and regional VA 
representatives. In addition to discussing proposed design options and potential impacts, there was 
discussion at the end of the meeting on historic preservation aspects. The VA representative noted that 
the National Trust for Historic Preservation has a person (Kathleen Schamel from the VA Historic 
Preservation Office) assigned to the VA NHL. 

•	 January 29, 2013—Letter from FHWA to Advisory Council on Historic Preservation notifying them about 
the I-94 East-West Corridor study and potential effects on NHL and National Register properties. FHWA 
also requested input on whether the Advisory Council on Historic Preservation would participate in the 
Section 106 consultation process for the proposed undertaking. 

•	 February 14, 2013—Letter from the Advisory Council on Historic Preservation to FHWA indicating they 
would participate in the Section 106 consultation process (Appendix D, Letter D-9). 
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•	 April 8, 2013—Letter from National Trust for Historic Preservation to FHWA requesting participation as 
a consulting party in the Section 106 process. 

•	 April 10, 2013—E-mail from the City of Milwaukee Historic Preservation Commission requesting that 
they be part of the Section 106 consultation process (Appendix D, Letter D-59). 

•	 May 9, 2013—E-mail from the National Park Service in response to the updated Coordination Plan that 
was circulated to Cooperating and Participating Agencies on May 6, 2013 (Appendix D, Letter D-13). The 
National Park Service stated that the EIS should address the Soldiers’ Home Reef NHL and reiterated 
information on applicable historic preservation regulations. The National Park Service also requested 
that it be listed as a cooperating agency in the Coordination Plan, rather than a participating agency. 

•	 June 11, 2013—Meeting with VA representatives to discuss project’s Section 106 aspects. 

•	 July 9, 2013—Teleconference with National Park Service to discuss project’s Section 106 aspects in 
preparation for July 15, 2013, Section 106 consultation meeting. 

•	 July 10, 2013—Meeting with City of Milwaukee Historic Preservation Commission in preparation for 
July 15, 2013, Section 106 consultation meeting. 

•	 July 11, 2013—Meeting with SHPO in preparation for July 15, 2013, Section 106 consultation meeting. 

•	 July 12, 2013—Teleconference with National Trust for Historic Preservation in preparation for July 15, 
2013, Section 106 consultation meeting. 

•	 July 15, 2013—Section 106 consultation meeting. Introduction to the project; reviewed alternatives 
being considered. Exchanged information on historic resources in the I-94 corridor, reviewed the status 
of project-level historic resource investigations, and obtained initial views from consulting parties on 
Section 106 aspects. 

•	 August 29, 2013—Section 106 consultation meeting. Presented and discussed updated APE and historic 
resources map, reviewed alternatives comparison table for alternatives through cemetery area (Hawley 
Road to Mitchell Boulevard), reviewed traffic data for local roads serving the VA campus, provided 
additional information on previously moved graves in the Wood National Cemetery for construction of 
existing I-94. 

•	 September 23, 2013—Section 106 consultation meeting. Presented and discussed updated information 
on the APE and known/proposed historic resources in the APE, and reviewed Section 106 milestones 
and schedule. 

•	 October 15, 2013—Section 106 consultation meeting. Began assessment of effects discussion for 
At-grade 8-lane alternative and double deck alternatives (all down, partially down, and all up). 

•	 October 24, 2013—Meeting with National Park Service. Presented and discussed information from the 
October 15, 2013 Section 106 consultation meeting that National Park Service was unable to attend. 
The National Park Service representative indicated the main concern with the partially down and all up 
double deck alternatives is loss of visibility between the north and south portions of the Wood National 
Cemetery. 

•	 November 19, 2013—Section 106 consultation meeting. Continued assessment of effects discussion for 
At-grade 8-lane alternative and double deck alternatives (all down, partially down, and all up). At the 
consultation meeting, the consensus was that the 8-lane At-grade alternative could be designed to have 
a conditional No Adverse Effect on the historic properties. 

•	 December 6, 2013—Meeting with representatives of Zablocki VA Medical Center to discuss possible 
connections or alterations to Zablocki Drive and Mitchell Boulevard south of I-94. The VA 
representatives indicated support for the double deck alternatives. Safety was the main reason cited; 
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the 8-lane At-grade alternative with 11-foot lanes and essentially no shoulders would not be as safe as 
the double deck alternatives. 

•	 January 10, 2014—Section 106 consultation meeting. Continued assessment of effects discussion for 
double deck alternatives (all down, partially down, and all up) and began discussion on potential 
mitigation measures. 

•	 February 13, 2014—Section 106 consultation meeting. Obtain additional input on potential adverse 
effects of double deck alternatives and continue preliminary discussion on potential mitigation 
measures. 

•	 February 21, 2014—Meeting with Wood National Cemetery director and staff to discuss concerns 
about turf shading in cemetery due to elevated freeway alternatives. 

•	 April 22, 2014—Section 106 consultation meeting. Present and discuss updated information on project 
alternatives, including elimination of Double Deck all down alternative, summary of effects on historic 
properties, and preliminary mitigation ideas. Meeting included a presentation by the VA on preservation 
efforts for the Zablocki Medical Center. SHPO and the National Park Service indicated they were 
reluctant to discuss mitigation measures until a preferred alternative is selected. WisDOT and FHWA 
want to have a conceptual framework of mitigation measures that would be required if the Double Deck 
alternative were selected so the EIS can provide readers a full sense of not only the impacts but also the 
mitigation measures associated with each alternative. 

Several consulting parties disagreed with FHWA’s initial position that the Double Deck alternative would 
have No Adverse Effect on Calvary Cemetery and Story Hill Residential Historic District 2 and 3. FHWA’s 
initial position was documented in a memorandum sent to the consulting parties. Consulting parties’ 
written comments on the memo are in Appendix D (page D-17, D-32, D-47, and D-66). FHWA and the 
consulting parties agreed that the Double Deck alternative would have an Adverse Effect on the Soldiers’ 
Home NHL. Most of the consulting parties agreed with FHWA that the At-grade alternative could be 
designed in such a way that it would have No Adverse Effect on historic properties. However, if noise 
walls were constructed adjacent to Story Hill Residential Historic District 2 and 3 the walls could have an 
Adverse Effect on the district under either the At-grade or Double Deck alternative. The VA’s National 
Cemetery Administration stated that the At-grade alternative could have an Adverse Effect in its opinion 
(Appendix D, page D-32). 

•	 May 9, 2014—Follow-up meeting with consulting parties to discuss noise analysis results for historic 
properties. Several consulting parties had questions about how the noise analysis was conducted, how 
the locations were selected for field noise measurements, and why the field measurements are not used 
as the baseline to compare to future predicted noise levels. 

•	 June 10, 2014—Section 106 consultation meeting. Presented and discussed updated information on 
half interchange at Hawley Road, the process for determining noise impacts, determination of adverse 
effects, and preliminary mitigation ideas. FHWA stated that it had revised its position on the effects of 
the Double Deck alternative on Calvary Cemetery and Story Hill Residential Historic District 2 and 3. 
FHWA determined that the Double Deck alternative could potentially have an Adverse Effect on both 
properties. The Advisory Council on Historic Preservation stated that it supports a discussion of 
mitigation measures prior to WisDOT and FHWA identifying a preferred alternative. 

•	 August 5, 2014—Section 106 consultation meeting. Trip to Wisconsin State Fair to view the three 
dimensional models of the At-grade alternative and Double Deck alternative. Field visit to the Story Hill 
neighborhood and Calvary Cemetery to assist in evaluation of existing conditions and aid in visualization 
of potential visual impacts. Presented and discussed summary of potential adverse effects and 
continued discussion regarding potential mitigation measures. 
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•	 October 2, 2014—Meeting with VA National Cemetery Administration/Wood National Cemetery at 
Wood National Cemetery to discuss potential impacts of the west segment alternatives on the cemetery 
and potential mitigation options (noise wall). 

•	 October 16, 2014—Section 106 consultation meeting. Discussed the possibility of lowering the 
At-grade alternative. Summarized the comments received from PIM No. 5 and State Fair. FHWA 
responded to the comments received on the Assessment of Adverse Effects memorandum by stating 
that further analysis had taken place and, as a result, a determination was made that there would be an 
Adverse Effect on Calvary Cemetery and Story Hill Residential Historic District 2 and 3 under the Double 
Deck alternative, but the At-grade alternative, pending further engineering design, would have No 
Adverse Effect on these two historic properties. Several consulting parties noted that Zablocki Drive 
bridge and interstate signage were also potential adverse effects for Calvary Cemetery, the Soldiers’ 
Home NHL, and Soldiers’ Home District. 

Correspondence from consulting parties can be found in Appendix D and Appendix E. Meeting minutes from 
the above-listed Section 106 meetings are on the CD at the back of this document. 

The Section 106 consultation process is ongoing; WisDOT and FHWA met regularly with the Section 106 
consulting parties between July 2013 and May 2015 and will continue to meet with the parties through 
execution of the Programmatic Agreement. Appropriate measures to minimize harm to historic properties 
have been discussed as part of the Section 106 consultation process and through the development of the 
Programmatic Agreement. To ensure the No Adverse Effect finding, the Programmatic Agreement will 
include minimization measures that include plans for the following: freeway design review, construction 
staging, Wood National Cemetery wall design, landscaping, and signage. The Programmatic Agreement will 
be developed through consultation with the Section 106 consulting parties and will be executed prior to 
signing the Record of Decision. 

5-24 



 

 

 

                      
       

         
           
                 

                             
                     

               
                       

                      
       

                   
           
         
             
                 
             
           

 
 

                       
 
 
 

6 Public Involvement and Agency Coordination Following Draft EIS Availability and 
Public Hearing ............................................................................................................................ 6‐1
 
6.1	 Public Hearing ........................................................................................................................ 6‐1
 

6.1.1	 Advertising and Notice.............................................................................................. 6‐2
 
6.1.2	 Exhibits and Materials at the Hearing ...................................................................... 6‐3
 

6.2	 Summary of Oral and Written Comments Received During Draft EIS Availability Period..... 6‐4
 
6.3	 Agency and Local Official Comments on Draft EIS................................................................. 6‐5
 

6.3.1	 Agency Comments on Draft EIS ................................................................................ 6‐5
 
6.3.2	 Local Government and Elected Officials’ Comments on Draft EIS ........................... 6‐8
 

6.4	 Summary of Substantive Questions and Comments Received During Draft EIS
 
Availability Period ................................................................................................................ 6‐10
 

6.5	 Additional Public Involvement and Agency Coordination Activities ................................... 6‐39
 
6.5.1	 Community Advisory Committee............................................................................ 6‐39
 
6.5.2	 Project Website ...................................................................................................... 6‐39
 
6.5.3	 Other Public Outreach Activities............................................................................. 6‐40
 
6.5.4	 Coordination with Local Officials/Technical Advisory Committee ......................... 6‐42
 
6.5.5	 Cooperating and Participating Agencies................................................................. 6‐43
 
6.5.6	 Section 106 Consultation........................................................................................ 6‐44
 

Table 

6‐1	 Summary of Comments Received During Draft EIS Availability Period .............................................. 6‐4
 

Section 6 

Public Involvement and Agency Coordination Following  


Draft EIS Availability and Public Hearing
 



 

   

   

                         
                                 

                                   
                             

                  

                           
                                   

                                   
             

                             
                         

                   
                           

                           

 
                                 

                                   
                                 

                                   
                                 

                                     
                                 

                               
                          

                                 
                                         
                                 

                               
                             

                               
                                             
                           
                               

                         

                           
                           
                               

                                 
                           
                                 

SECTION 6 

Public Involvement and Agency Coordination
Following Draft EIS Availability and Public
Hearing 
Section 6 discusses community involvement activities and coordination with local governments, state and 
federal review agencies, and other interested groups that occurred after the Draft EIS was made available to 
the public for review and after public hearings were held for the I‐94 East‐West Corridor study. Section 6 
summarizes the comments received during the Draft EIS availability period and provides responses to the 
most common substantive statements/questions submitted during the availability period. 

WisDOT offered opportunities for citizens, Native American tribes, local governments, and state and federal 
review agencies to review and comment on the Draft EIS. The public involvement process was open to all 
residents and population groups in the study area and did not exclude any persons due to income, race, 
national origin, sex, age, religion, or handicap. 

WisDOT and FHWA were inclusive during the project’s study phase by developing and implementing a 
diverse and multi‐faceted public involvement program. The project team met with individual residents, 
neighborhood groups, business leaders, professional organizations, institutions, and many others 
throughout the study. The meetings were scheduled to coincide with the stakeholder’s availability and 
timing requests, and many were conducted in “off hours” (early mornings, evenings, weekends, etc.). 

6.1 Public Hearing 
WisDOT published the Draft EIS for availability and comment and held public hearings on the Draft EIS.
 
USEPA published a Notice of Availability for the Draft EIS in the Federal Register on November 14, 2014.
 
It was noted that the 60‐day availability period would end on January 13, 2015. During the availability
 
period, a 2‐week extension of the availability period was requested by the City of Milwaukee. On January 2,
 
2015, an Amended Notice of Availability for the project was published in the Federal Register, noting the
 
extension of the end of the Draft EIS availability period from January 13, 2015, to January 27, 2015. WisDOT
 
held two public hearings during the availability period. The public hearings were held on December 3, 2014,
 
at the Wisconsin State Fair Park, Tommy Thompson Youth Center, 640 84th Street, Milwaukee, and on
 
December 4, 2014, at Marquette University High School, 3401 W. Wisconsin Avenue, Milwaukee.
 

The first public hearing on December 3, 2014, at Wisconsin State Fair Park, Tommy Thompson Youth Center,
 
was conducted from 3:00 to 7:00 PM, with a total of 280 people signed in at the hearing. The public hearing
 
was a hybrid of the open house and formal hearing formats. Interested persons were encouraged to attend
 
anytime between 3:00 and 7:00 PM to review displays and other hearing materials, ask questions, and
 
provide testimony. At 3:30 PM, the hearing chairman convened the formal portion of the hearing.
 

The second public hearing on December 4, 2014, at Marquette University High School was conducted from
 
5:00 to 8:00 PM, with a total of 207 people signed in at the hearing. The public hearing was a hybrid of the 
open house and formal hearing formats. Interested persons were encouraged to attend anytime between 
5:00 and 8:00 PM to review displays and other hearing materials, ask questions, and provide testimony. 
At 5:30 PM, the hearing chairman convened the formal portion of the hearing. 

During the public hearings, representatives from FHWA, WisDOT, and the project consultant team were 
available to review project alternatives, listen to comments, answer questions, and explain procedures for 
providing testimony. WisDOT real estate staff members were present, as well as staff specializing in noise 
and air quality impacts. All attendees had three options for providing testimony: public verbal testimony to a 
WisDOT panel and hearing attendees; private verbal testimony to court reporters; and written comments 
through provided forms, e‐mail, or letters. The comment forms or letters could also be mailed after the 
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public hearing, or comments could be e‐mailed to WisDOT Project Supervisor Jason Lynch at 
Jason.Lynch@dot.wi.gov. Information on how to submit comments by mail was provided on the comment 
form, in all notices, and on the project website. All forms of testimony were given equal consideration. 
As previously noted, the comment and written testimony period that originally ended on January 13, 2015, 
was extended to January 27, 2015. 

Both meeting locations were wheelchair accessible. Both meetings had translators available for Spanish, 
American Sign Language, Hmong, and Polish. Although none was requested, other translators would have 
been provided upon request. 

6.1.1 Advertising and Notice 
Along with the Notice of Availability published in the Federal Register on November 14, 2014, notices 
announcing the public hearing dates and locations, Draft EIS availability period, and release of the Draft EIS 
were published in the following: 

	 Milwaukee Community Journal—November 19, 2014 

	 Spanish Journal—November 19 to 26, 2014 

	 Community NOW newspapers (Wauwatosa, Elm Grove, Brookfield, West Allis, Greenfield, Milwaukee 
53211, and Milwaukee 53215)—November 20, 2014 

	 Milwaukee Times—November 20 to 26, 2014 

	 El Conquistador—November 21 to 27, 2014 

	 Waukesha Freeman—November 22, 2014 

	 Lake Country Publications—November 22, 2014 

	 Milwaukee Journal Sentinel —November 27, 2014 

The legal notice announcing the public hearing, availability period, and release of the Draft EIS was published in 
the Milwaukee Journal Sentinel on November 3 and 19, 2014. 

A project newsletter was sent to a mailing list of nearly 13,000 people, with an additional few thousand (total) 
distributed in English and Spanish. 

All interested persons who evaluated the proposal’s environmental impacts and effects were notified of the 
availability of the Draft EIS, which had been filed according to the State and National Environmental Policy 
Acts. Copies of the Draft EIS were available for inspection and copying at the following locations and on the 
project’s website (http://wisconsindot.gov/Pages/projects/by‐region/se/94stadiumint/default.aspx): 

 WisDOT Southeast Region Office, Waukesha 
 WisDOT Bureau of Technical Services, Madison 
 Milwaukee Public Library—Central Library 
 Milwaukee Public Library—Forest Home Branch 
 Milwaukee Public Library—Washington Park Branch 
 Milwaukee Public Library—Martin Luther King Branch 
 West Allis Public Library 
 Wauwatosa Public Library 
 Southeast Wisconsin Regional Planning Commission, Waukesha 
 Milwaukee County Department of Transportation 
 City of Milwaukee Department of Public Works 

Printed copies of the Draft EIS were also available for a nominal fee at the WisDOT Southeast Region office and 
WisDOT Bureau of Technical Services. 
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6.1.2 Exhibits and Materials at the Hearing 
The following exhibits were at the public hearing: 

 Project location map 

 Study schedule 

 Existing design deficiencies 

 Pavement life cycle 

 Total crash rate (statewide average) 

 Marquette Interchange crash rate 

	 Level of service pictures; existing AM and PM 

level of service data 

	 Alternatives under consideration 

—	 West Segment—At‐grade (both half 
interchange and no interchange at Hawley 
Road options) 

—	 West Segment—Double Deck 

—	 East Segment—On‐alignment 

— East Segment—Off‐alignment
 

 Cost breakdowns
 

 Visualization renderings
 

 Animated fly through
 

 Alternative screening chart 

 Impacts summary table from Draft EIS 

 Utility concerns 

 Stormwater concerns 

 Section 106 historic and cultural resources 

 Boundaries of Section 4(f) properties 

 Noise barrier—how they work and 
effectiveness 

	 Public input 

	 Regional significance of corridor 

	 Milwaukee County Transit System funding 

	 Vehicle miles traveled 

	 Travel time reliability 

	 Hearing/testimony instructions 

	 Three‐dimensional scale models (west 
segment)
 

 Double Deck alternative
 

 At‐grade alternative
 

In addition to the exhibits, a pair of three‐dimensional scale models of the west segment alternatives 
(Double Deck and At‐grade with half interchange at Hawley Road) were on display at the public hearings. 

WisDOT and other project personnel were stationed throughout the exhibits. They were available to discuss 
the project and answer questions concerning the exhibits and other project‐related questions. Speaker 
registration and written testimony comment forms were available at the sign‐in table and the speaker 
registration table outside the public verbal comment room, where registered speakers were able to give 
their testimony in front of the WisDOT panel. A court reporter was available in a private room as an 
alternative way for attendees to provide verbal testimony. 

At the sign‐in table, the attendee could obtain a Hearing Handout Packet. The Hearing Handout Packet 
included the following: 

 Welcome and hearing purpose 
 Hearing agenda 
 How to provide testimony 
 Project location map 
 Environmental process summary 
 Project statement 
 Impact summary table 
 Project schedule 
 What happens next 
 Contact information 
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6.2	 Summary of Oral and Written Comments Received
During Draft EIS Availability Period 

During the Draft EIS availability period, WisDOT received numerous comments from Cooperating and 
Participating Agencies, local officials, interest groups, and the public. Comments varied, and there was 
support for all alternatives. The most commonly heard comments included the following: 

	 Many of the public comments were against the alternatives presented for the cemetery area of the 
corridor. Many supported alternatives that were not presented at the hearing, namely the replace‐in‐
kind or the 6‐lane Modernization Alternatives, which were eliminated from consideration early in the 
study for not meeting purpose and need. See Section 2.5 for detailed information as to why these 
alternatives were eliminated from consideration. 

	 Opposition to the Double Deck alternative was another commonly voiced opinion. Those preferring that 
the Double Deck option be dropped from consideration opposed it for various reasons, with cost being 
the most common reason. Cultural resource groups were against the Double Deck alternative due to the 
groups’ general agreement that the alternative would have an adverse impact on the historic properties, 
specifically the Soldiers’ Home NHL and Historic District. 

	 Supporters of the Double Deck alternative cited the need to reconstruct the interstate to handle future 
traffic demand and the increased safety over the At‐grade alternative. 

	 Maintain existing interchanges and access. 

	 Support of a transit‐focused alternative. 

	 Supporters of the Hunger Task Force were against the Double Deck alternative, but desired an 
alternative with full access at the Hawley Road interchange. 

	 Those with connections to the Beth Hamedrosh Hagodel Cemetery supported WisDOT for developing 
alternatives that did not directly impact the cemetery or any graves. 

Four‐hundred eighty‐nine comments from individuals, groups, or businesses were received. Many of the 
comments received expressed multiple viewpoints on the project. Table 6‐1 provides an overview of the 
most common comments received during the Draft EIS availability period. 

TABLE 6‐1
 
Summary of Comments Received During Draft EIS Availability Period
 

Issues Number of Comments 

Oppose all alternatives 249 

Oppose Double Deck (75) or support At‐grade (53) 128 

Support Double Deck 40 

Desire to keep Hawley Road open (not preferring present alternative) 87 

Double Deck too expensive/put money in local roads 89 

Request transit 217 

Concern about impacts to Hunger Task Force 38 

Preserve cemeteries adjacent to I‐94 42 

Build within current freeway footprint 43 

Support WISPIRG transit alternative (see Section 6.4 number 9) 49 

Form letter opposing project due to lack of “non‐driving infrastructure” as part of the 
project 

29 

Support moving graves to accommodate interstate 12 
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The form letter identified in Table 6‐1 expresses opposition to the expansion of I‐94 between 70th and 
16th Streets as proposed by WisDOT because of the lack of “non‐driving infrastructure.” The letter offered 
four main points of opposition, which included the following: (1) Project is not justified, (2) Degradation of 
economic health for non‐driving community, (3) Support for WISPIRG transit alternative, and (4) Poor use of 
taxpayer money. 

Other substantive concerns included as part of the comments received during the Draft EIS availability 
period included individual property owners inquiring about their buildings, property tax concerns, home 
value concerns, neighborhood integrity issues, and noise considerations. Section 6.4 contains detailed 
responses to the substantive questions and comments received during the Draft EIS availability period. 

6.3 Agency and Local Official Comments on Draft EIS 
Comments on the Draft EIS were received from state and federal review agencies and local governments. 
The comments are summarized in Section 6.3.1 and 6.3.2. Responses to the agency comments are 
addressed in Appendix E. 

6.3.1 Agency Comments on Draft EIS 
Comments on the Draft EIS were received from the Corps of Engineers, U.S. Department of the Interior – 
National Park Service, U.S. Coast Guard, U.S. Department of Housing and Urban Development, 
U.S. Department of Veterans Affairs – National Cemetery Administration, USEPA, WDNR, and MMSD. 

6.3.1.1 Corps of Engineers 
The Corps of Engineers, a Cooperating and Participating Agency, had no comments on the Draft EIS. See 
Appendix E, page E‐1. 

Per a letter dated March 10, 2015 (Appendix E, Page E‐2), the Corps of Engineers concurs with the 
identification of the At‐grade alternative with a half interchange at Hawley Road for the west segment and 
the On‐alignment alternative for the east segment as the preferred alternative. 

6.3.1.2 U.S. Department of the Interior—National Park Service 
The National Park Service, a Cooperating and Participating Agency, strongly recommended identifying the 
At‐grade alternative as the preferred alternative. In addition, the Park Service was concerned that 
Section 110(f) of the National Historic Preservation Act was not adequately addressed in the introductory 
pages of the Draft EIS. See Appendix E, page E‐3. 

In a second letter, the National Park Service noted that, because a preferred alternative was not identified in 
the Draft EIS, they will withhold final comment on the Section 4(f) evaluations and the Section 106 process 
issues until the Final EIS has been submitted with a preferred alternative. General review comments were 
provided. See Appendix E, page E‐4. 

6.3.1.3 U.S. Coast Guard 
The U.S. Coast Guard indicated that the project is located on a portion of the Menomonee River where the 
Coast Guard Bridge Program does not exercise jurisdiction; therefore, this project would not require any 
permitting or additional coordination. See Appendix E, page E‐5. 

6.3.1.4 U.S. Department of Housing and Urban Development 
The U.S. Department of Housing and Urban Development stated that WisDOT met all requirements of the 
National Environmental Policy Act and had no comments as a result of its review of the Draft EIS. Comments 
were provided on other WisDOT projects that are, or recently were, constructed. See Appendix E, page E‐6. 

6.3.1.5 U.S. Department of Veterans Affairs—Office of Construction and Facilities 
Management 

The key points of the U.S. Department of Veterans Affairs (VA) Office of Construction and Facilities 
Management’s review and comment on the Draft EIS were focused on Wood National Cemetery, as follows: 
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1.	 Wood National Cemetery should be considered a Category A noise receptor as opposed to Category C. 

2.	 The remaining alternatives would increase noise levels inside the national cemetery, and the Draft EIS 
did not provide a complete analysis of the true increased adverse noise impacts. 

3.	 Wood National Cemetery falls under Section 4(f) for impacts related to historic properties, as well as to 
park lands open to the public. 

4.	 The VA expressed concerns about noise and visual impacts of both alternatives. 

5.	 The VA was concerned that noise walls along the national cemetery were not sufficiently considered. 

6.	 Section 3.23 of the Draft EIS failed to mention that the prime impacts to Wood National Cemetery would 
be noise and visual aesthetic impacts. 

7.	 Section 4(f) the Draft EIS states that the “temporary occupancy” level of activity associated with the 
reconstruction of Zablocki Drive and its approaches do not meet the criteria for exemption under 23 CFR 
774.113(d). The VA stated that it failed 23 CFR 774.113(d)2. 

8.	 The Draft EIS did not evaluate the impacts associated with vibration from the construction of either 
design. 

9.	 The VA expressed concern about protection from highway debris. 

10. The VA did not agree with the determination of no adverse effect on the Soldiers’ Home NHL in regards 
to the At‐grade alternative. The VA agreed with the adverse impact determination of the Double Deck 
alternative. A subsequent e‐mail from the VA’s National Cemetery Administration (NCA) indicated that it 
concurs with a no adverse effect determination if a wall is built along the south side of I‐94. WisDOT and 
FHWA have agreed to build such a wall, pending additional coordination with NCA and other consulting 
parties, to ensure it would not have an adverse effect on the Soldiers’ Home NHL and Soldiers’ Home 
Historic District. 

See Appendix E, page E‐7 and E‐8 for responses to the above comments. 

6.3.1.6 U.S. Environmental Protection Agency 
USEPA’s review of the Draft EIS resulted in a “Lack of Objections” rating. The rating indicates that USEPA 
review did not identify any potential environmental impacts requiring substantive changes to the proposal. 
However, the review resulted in recommendations for clarifications in the Final EIS and some mitigation 
recommendations, as follows: 

1.	 Environmental Justice Recommendation: The Final EIS should include actual anticipated traffic volume at 
68th Street/70th Street and Stadium Interchanges, other interchanges, and the adjacent arterial road 
network if the Hawley Road interchange is either fully or partially closed. 

2.	 Environmental Justice Recommendation: The Final EIS should clarify how either full or partial closure of 
the Hawley Road interchange will impact communities adjacent to the interchange. The communities 
appear to receive the burden of diminished access to the freeway and its associated impacts without 
any of the benefits that through‐drivers would receive. 

3.	 Visual and Aesthetics Recommendation: Upon identification of the preferred alternative, mitigation 
measures should be incorporated into the Final EIS and committed to in the ROD, including any planned 
post‐ROD coordination efforts with community stakeholders and cemetery officials. 

4.	 Utility Impacts Recommendation: If the circumstances under which the northern right‐of‐way would be 
moved are related to the proposed project activities, potential impacts associated with the tower 
relocations should be disclosed in the Final EIS. Resultant mitigation should also be identified. 

5.	 Surface Water Recommendation: USEPA recommended that stormwater BMPs be implemented where 
possible as discussed on page 3‐73 of the Draft EIS (page 3‐105 of the Final EIS). USEPA also 
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recommended permeable pavement or other green infrastructure be used where changes to existing 
impermeable pavement are proposed. Because of the increase in impervious surfaces in each of the 
Build Alternatives, the Final EIS should identify additional methods and areas to increase infiltration. 
For example, USEPA recommended that new parking areas at Miller Park use permeable pavement. 
Any mitigation measures should be included in the Final EIS and committed to in the ROD. 

6.	 Diesel Emissions Recommendation: Although every construction site is unique, common actions can 
reduce exposure to diesel exhaust. USEPA recommended that FHWA and WisDOT commit to specific 
mitigation actions during construction. 

See Appendix E, page E‐10 for responses to the above recommendations. 

Per a letter dated March 17, 2015 (Appendix E, page E‐11), USEPA concurs with the identification of the 
On‐alignment alternative for the east segment and the At‐grade alternative, including the half interchange 
at Hawley Road, for the west segment as the preferred alternative. 

Per an e‐mail dated June 1, 2015 (Appendix E, page E‐12), USEPA concurs with the addendum to the PM2.5 

white paper prepared as part of the Interagency Coordination process for determining that the I‐94 
East‐West Corridor project is not a project of air quality concern for purposes of project level transportation 
conformity. 

6.3.1.7 Federal Highway Administration 
Per an e‐mail dated June 25, 2015 (Appendix E, page E‐13), FHWA concurs with the addendum to the PM2.5 

white paper prepared as part of the Interagency Coordination process for determining that the I‐94 East‐
West Corridor project is not a project of air quality concern for purposes of project level transportation 
conformity. 

6.3.1.8 Federal Transit Administration 
Per an e‐mail dated June 2, 2015 (Appendix E, page E‐14), the Federal Transit Administration (FTA) concurs 
with the addendum to the PM2.5 white paper prepared as part of the Interagency Coordination process for 
determining that the I‐94 East‐West Corridor project is not a project of air quality concern for purposes of 
project level transportation conformity. 

6.3.1.9 Wisconsin Department of Natural Resources Southeast Region 
WDNR, a Cooperating and Participating Agency, stated a commitment to collaborate with WisDOT in the 
interest of advancing transportation planning while protecting public health and conserving resources. 
To support this commitment, WDNR provided comments on air, water, and trails that included the following: 

1.	 Air: In Section 3.20, provide a link to the health impacts discussion in Section 3.9.4.2 (Section 3.8.1.9 in 
the Final EIS). Expand the discussion to include the health impacts of particulate matter less than 2.5 
microns in diameter. 

2.	 Air: Provide additional discussion on the updates to ground‐level ozone standards. 

3.	 Water: Describe how stormwater quality and drainage will be coordinated with adjacent communities. 

4.	 Trail: The 32nd Street and 64th Street Hank Aaron State Trail underpasses should be maintained. Evaluate 
opportunities to improve trail connections along 44th Street and Zablocki Drive or General Mitchell 
Boulevard to Doyne Park. Consider crosswalk improvements at Bluemound Road, Wisconsin Avenue, 
and Wells Street. 

See Appendix E, page E‐15, for responses to the above recommendations. 

Per a letter dated March 25, 2015 (Appendix E, page E‐16), WDNR concurs with the 8‐lane capacity 
expansion with the At‐grade alternative and half interchange at Hawley Road in the west segment and the 
On‐alignment alternative in the east segment as the preferred alternative. 
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Per an e‐mail dated May 13, 2015 (Appendix E, page E‐17), WDNR concurs with the addendum to the PM2.5 

white paper prepared as part of the Interagency Coordination process for determining that the I‐94 East‐
West Corridor project is not a project of air quality concern for purposes of project level transportation 
conformity. 

6.3.1.10 Milwaukee Metropolitan Sewerage District 
MMSD, in the interest of improved stormwater quality, asked for a supplement to the Draft EIS. MMSD 
would like the supplement to address the following: the acres of new impervious surface for each 
alternative, the additional volume of runoff, and the additional sediment load; show how additional runoff 
volume will affect stream elevations, velocities, bank stability, and bank erosion; evaluate options for 
reducing runoff volume and pollutant loads; and analyze how the cost of avoidance or mitigation would 
affect total project cost. 

MMSD suggested that the I‐94 project should follow MMSD Rule, sec. 13.11, for the west section and follow 
the example set by the Marquette Interchange for the eastern section, directing a portion of the peak flow 
directly to the nearest outfall to the Menomonee River. See Appendix E, page E‐20. 

6.3.2 Local Government and Elected Officials’ Comments on Draft EIS 
Written comments on the Draft EIS were received from the City of West Allis, the Village of West 
Milwaukee, and the City of Wauwatosa. No written comments were received from the City of Milwaukee, 
although two aldermen did provide written comments. Elected officials from Milwaukee and West Allis 
testified at the public hearing, as well as two state representatives that represent the project area in the 
State Assembly. The summary of comments from elected officials often reflected comments frequently 
heard from others during the Draft EIS availability period. Accordingly, this summary also notes the 
substantive comments in Section 6.4 and the corresponding response(s) that apply to the elected officials’ 
comments. 

6.3.2.1 City of West Allis 
The City of West Allis passed a resolution stating that the City supports construction of the Double Deck 
alternative if the At‐grade alternative cannot accommodate a full access to Hawley Road/60th Street. See 
Appendix E, page E‐21. West Allis Mayor Devine and West Allis Aldermen May and Weigel testified at the 
public hearing. 

Mayor Devine spoke in favor of the Double Deck alternative due to the negative impact the economy in 
West Allis would endure if the Hawley Road interchange access were reduced or eliminated. He also 
expressed concern about the impacts on local roads if access were removed. He stressed that loss of access 
in West Allis, and the negative impacts caused by the loss, would have an adverse impact on the entire 
region, not just West Allis. See Section 6.4, numbers 16, 17, and 19. 

Alderman Weigel said that he supports mass transit, particularly an HOV lane or rapid transit lane, in the 
I‐94 corridor. He said that the added lane in the At‐grade alternative would allow for that in the future. 
See Section 6.4, number 11. He stressed the importance of keeping communities connected with the 
freeway and not limiting access. See Section 6.4, numbers 16 and 19. Alderman May noted that there are a 
lot of stakeholders with differing interests vested in the project. He stressed that his only demand is keeping 
full access at Hawley Road due to diminished economic competitiveness and hindrance of redevelopment 
opportunities to the area if access is lost. He also indicated that local roads cannot accommodate the traffic 
that would be diverted. He asserted that the loss of Hawley Road would hurt not only the City of West Allis, 
but the entire region. See Section 6.4, numbers 17 and 19. 

6.3.2.2 Village of West Milwaukee 
The Village of Milwaukee passed a resolution stating that the village supports the construction of the Double 
Deck alternative if the At‐grade alternative cannot accommodate full access to Hawley Road/60th Street. See 
Appendix E, page E‐22. 
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6.3.2.3 City of Milwaukee 
Alderman and Common Council President Murphy requested an extension to the Draft EIS availability 
period. WisDOT and FHWA agreed to this request. See Appendix E, page E‐24. 

Mayor Barrett, Alderman Murphy, and Alderman Bauman testified at the public hearing. 

Mayor Barrett contended that, while others are discussing the impacts on neighborhoods, the financial 
impacts need to be addressed. He hopes that the Double Deck alternative will be removed when listeners 
understand that it will cost up to $220 million dollars more than the At‐Grade alternative. 

Alderman Murphy said that $850 million could be saved by modernizing and rebuilding rather than widening 
I‐94. He stated that his primary concern is that the State of Wisconsin cannot afford a billion‐dollar project 
and would have to borrow the money, thus taking money away from education, Medicare, Medicaid, and 
veterans. He said that taxes would also need to be raised. He noted that WisDOT had indicated an increase 
of adverse impacts in local neighborhoods if the Double Deck alternative were chosen. See Section 6.4, 
number 6. 

Alderman Bauman, who represents most of the east segment of the study area, said that he and his 
colleagues have been part of the study process from the beginning and have met with numerous project 
representatives at varying levels. He asserted that the decision to add capacity had been predetermined and 
that he wants it stated for the record that the process is unfair. He argued that spot improvements would be 
more cost‐effective, and that evidence shows the demand for driving is decreasing. See response to 
Alderman Bauman’s letter, Appendix E, pages E‐23. He said that the half‐interchange at Hawley Road is 
illegal under FHWA guidelines and, therefore, the Double Deck alternative will ultimately end up being 
chosen. Alderman Bauman opposes all of the alternatives assessed in detail in the Draft EIS because they do 
not include expanded or improved transit. He supports the Spot Improvements alternative. He stated that 
the alternatives development process was flawed and did not adequately study non‐capacity expansion 
alternatives. See Section 6.4, comment number 5, for more information on non‐capacity expansion 
alternatives studied for this project. 

6.3.2.4 City of Wauwatosa 
In October 2015 the City of Wauwatosa passed a resolution opposing expansion of the I‐94 East‐West 
Corridor and requested WisDOT to consider the rehab/transit option set forth by the Coalition for More 
Responsible Transportation (Appendix E, page E‐25). This option includes spot improvements of existing I‐94 
and incorporating a transit corridor that could directly benefit Wauwatosa. See Section 6.4, number 5, for 
more information on non‐capacity expansion alternatives studied for this project. The City also supports an 
evaluation of WisDOT’s traffic forecasting methodology and highway improvement planning process. See 
Section 6.4, number 2. WisDOT responded to this resolution in January 2016 (Appendix E, page E‐26). 

6.3.2.5 Milwaukee County Parks Department 
WisDOT sent a letter to the Milwaukee County Parks Department on March 31, 2015 requesting 
documentation of the Milwaukee County Parks Department’s position regarding the potential effects of the 
I‐94 East‐West Corridor project on Mitchell Boulevard Park (Appendix E, page E‐18). On April 13, 2015 the 
Milwaukee County Parks Department signed this letter which included the finding that the project does not 
result in a 4(f) use of Mitchell Boulevard Park. 

WisDOT met with Milwaukee County Parks Department on January 5, 2016 to discuss preliminary 
determination of de minimis impacts at Story Parkway related to the potential impacts of a noise barrier 
that may be built on Story Parkway property. On January 13, 2016 WisDOT sent a letter to the Milwaukee 
County Parks Department seeking concurrence with FHWA’s Section 4(f) preliminary de minimis impact 
determination for Story Parkway associated with the potential effects of the I‐94 East‐West Corridor project. 
(See Appendix E, page E‐19). Milwaukee County Parks Department declined to comment on FHWA’s preliminary 
determination at this time. Further coordination with the Parks Department will occur prior to ROD approval. 
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6.3.2.6 State Representatives 
State Representatives Evan Goyke (18th Assembly district) and Daniel Riemer (7th Assembly district) testified 
at the public hearings. Representative Goyke stressed that he is against the expansion of I‐94. He asserted 
that the resources being considered for the expansion should be helping his constituents in other ways. 
Representative Riemer said that he had spoken with local stakeholders, who made it clear that expansion is 
unnecessary. He said that WisDOT falsely inflated traffic volume projections, neighborhood housing values 
would drop, taxes would increase, and the project is needlessly expensive. He stated that increasing 
borrowing to pay for the expansion would steal money from schools, healthcare, and other vital services. 
He suggested spot improvements be done instead. See Section 6.4, number 7. WisDOT did not falsely inflate 
traffic projections. Section 1.3.1 and 1.3.5.2 documents the process SEWRPC used to develop the traffic 
projections that WisDOT used for this project. 

6.4	 Summary of Substantive Questions and Comments
Received During Draft EIS Availability Period 

The following is a summary of and responses to substantive comments related to the project’s purpose and 
need, alternatives analysis, social, economic, or environmental impact analysis, or public involvement 
received during the Draft EIS availability period. 

Purpose and Need 
1. Why is an 8‐lane highway needed? 

An 8‐lane freeway is needed to provide an acceptable level of service on this segment of I‐94, which is a 
key part of the local, regional, and national transportation network (see Section 1.3.2 in the Draft and 
Final EIS). Section 1.3.5 of the Draft and Final EIS documents the historical traffic growth on this segment 
of I‐94 and anticipated future traffic volumes. Even with modest growth projections (11 to 16 percent), 
traffic operations would further degrade to level of service D, E, or F on this segment of I‐94 by 2040. 
Even if traffic volumes did not increase from existing (2009) volumes, most segments of I‐94 already 
operate at level of service E and F during the morning and afternoon peaks (see Section 1.3.5.1 of the 
Draft and Final EIS). 

Section 2.4.4.1, Comparison of 6‐lane and 8‐lane Modernization Alternative, of the Draft EIS 
(Section 2.5.5.1 of the Final EIS) evaluates a 6‐lane Modernization Alternative. The alternative would 
address the obsolete design of I‐94, but would not add capacity. While this alternative would improve 
traffic operations compared to the No‐build alternative, it would not provide level of service D or better 
traffic operations in the 2040 design year (the 6‐lane Modernization Alternative results in levels of 
service E and F at several locations). WisDOT and FHWA decided to eliminate the 6‐lane Modernization 
alternatives from consideration because they would not meet the project’s purpose and need related to 
providing level of service D or better traffic operations in the 2040 design year. The decision to eliminate 
the alternative is consistent with the 2035 regional transportation plan that recommends adding 
capacity to I‐94. A memorandum on the CD at the back of this document more fully describes how 
design year 2040 traffic forecasts are developed (Travel Forecasting Methodology for I‐94 East‐West 
Corridor Study). Section 1.3.5 of the Draft and Final EIS also notes that freeway traffic volumes in the 
Milwaukee area have continued to grow, even through the recent recession. 

Lastly, as noted in Section 1.3.2 of the Draft and Final EIS, it is important to consider that I‐94 is part of 
the National System of Interstate and Defense Highways. According to AASHTO’s A Policy on Design 
Standards Interstate System (2005), “The National System of Interstate and Defense Highways is the 
most important in the United States. It carries more traffic per kilometer (mile) than any other 
comparable national system and includes the roads of greatest significance to the economic welfare and 
defense of the nation. The highways of this system must be designed in keeping with their importance 
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as the backbone of the nation's highway systems. To this end, they must be designed to ensure safety, 
permanence, utility, and flexibility to provide for predicted traffic growth.” 

2.	 In Wisconsin, vehicle miles traveled (VMT) statewide have fallen consistently since peaking in 2007. 
Specifically, a traffic count analysis of annual average daily traffic (AADT) on I‐94 between 70th and 
16th Streets conducted by 1,000 Friends of Wisconsin found that, between 2000 and 2012 (the latest 
year for which data are available), traffic in the Corridor declined by nearly 8 percent. WisDOT also 
needs to take into consideration changing demographics and consider that younger generations are 
less likely to drive cars. 

It is erroneous to conclude that any drop in traffic volumes along I‐94 in the study area demonstrates a 
fundamental and/or long‐term change in travel patterns and demand. As explained in the text box in 
Section 1.3.5 of the Draft and Final EIS, WisDOT and FHWA used 2009 as the “base year” for this project, 
given the significant, traffic‐diverting work that has occurred within and adjacent to this corridor since 
2003. The Marquette Interchange was reconstructed between 2003 and 2007, with posted detours 
encouraging travelers to avoid I‐94 west of downtown. Emergency repairs to three Zoo Interchange 
bridges in 2010 also reduced volumes because users were encouraged to use alternate routes during that 
reconstruction. I‐94 between the Zoo and Marquette interchanges was resurfaced in 2011 and 2012, again 
under a signed detour and recommendation to use alternate routes because of lane closures and work‐
area restrictions. I‐94 was restricted to 2 lanes in each direction for several months in 2012, which reduced 
traffic volumes on I‐94. Finally, westbound I‐94 between the Marquette and Stadium interchanges was 
reconfigured in 2013, once again with a program encouraging travelers to avoid that freeway segment 
during the work. As a result, actual count data in this corridor is highly volatile, and is not representative of 
the historically consistent growth in travel demand and traffic volume increases seen along this corridor 
and around the Milwaukee metropolitan area over many years. 

Many of the reports that stakeholders have cited as being representative of traffic volume trends are 
broadly based, rather than being specific to a particular roadway type. They cite trends that lump 
interstates, arterials, and local streets into a single data set. As explained in the text box on page 1‐23 of 
the Draft and page 1‐29 of the Final EIS, VMT is a regional measurement or estimate of travel demand. 
As the chart shows, VMT on “Interstates, Freeways, and Expressways, Combined” has in fact steadily 
increased in the Milwaukee Federal‐Aid Urbanized Area since a minimal drop in 2008 (and a minimal 
drop in 2013). This increase has averaged approximately 0.55 percent per year. As a point of reference, 
SEWRPC’s regional model, using accepted methodology, has proven to be accurate to the levels 
required for certification by FHWA. Traffic forecasts for this study are produced by SEWPRC. When 
creating the forecasts, SEWRPC takes into account a wide range of factors that affect travel demand, 
including changes in demographics and growth rates. A memorandum on the CD at the back of this 
document more fully describes how design year 2040 traffic forecasts are developed (Travel Forecasting 
Methodology for I‐94 East‐West Corridor Study). Also, please refer to Chapter VI of SEWRPC 2035 
Transportation Plan.1 

Further, national statistics from the U.S. DOT indicate that VMT is once again rising nationally, showing a 
reversal of the downward trend noted since the start of the economic downturn in 2007‐2008. Travel on 
the nation’s highways in the first 6 months of 2015 was the highest VMT for the first half of any year, 
beating the previous record set in 20072). According to FHWA’s Office of Highway Policy Information, 
traffic volumes in Wisconsin were 3.9 percent greater in June 2015 when compared with traffic volumes 
in June 2014.3 

1 http://www.sewrpc.org/SEWRPCFiles/Publications/pr/pr‐049_regional_transportation_system_plan_for_se_wi_2035.pdf 

2 http://www.fhwa.dot.gov/pressroom/fhwa1557.cfm 

3 http://www.fhwa.dot.gov/policyinformation/travel_monitoring/15juntvt/15juntvt.pdf 
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SEWRPC conducted regional travel inventories in 1991, 2001, and 2011, which included comparing 
generational differences in trip making.4 These inventories found that in general, changes in trip making 
are present across all age groups, and trends associated with a particular age group relative to another 
age group are very similar from 1991 to 2011. Although the number of trips generated by household 
change as a household ages, the analysis does not indicate that generations, like the Millennials, are 
behaving significantly different than their predecessors in similar age categories in 1991 and 2001. While 
the analysis of travel behavior by different generations indicates that there has been a general decrease 
in household travel since 1991, it does not indicate that one generation is significantly driving the 
change as compared to other generations. 

The Public Policy Forum study My Generation: Surveying the Views of Millennials in Metro Milwaukee, 
found that while millennials support improved transit, biking, and walking infrastructure, a greater 
number place higher importance on well‐maintained and relatively uncongested local roads and 
highways (Public Policy Forum, 2015). In addition, nearly two‐thirds of respondents support additional 
highway capacity. 

3.	 WisDOT fails to link its safety claims to specific aspects of the proposed reconstruction or to consider 
alternatives. In summarizing the purpose and need for the project, the Draft EIS emphasizes that the 
worst problems in the system are not ones to be remedied by capacity expansion, but are problems 
with ramps and interchanges. In other words, the Draft EIS explicitly links congestion to the 
interchange and ramp deficiencies. 

The Draft EIS explicitly states that the purpose of the project is to address the deteriorated condition of 
I‐94, obsolete roadway and bridge design, existing and future traffic demand, and high crash rates. At no 
point does the document link the cause of congestion as exclusively due to “interchange and ramp 
deficiencies.” Many factors lead to congestion in the I‐94 East‐West Corridor. As noted in Section 1.3.6, 
Summary of the Purpose and Need for the Project, of the Draft and Final EIS, closely spaced service 
interchanges and the combination of left‐ and right‐hand entrance and exit ramps are notable functional 
deficiencies that result in major safety problems and are a factor that contributes to operational 
problems like traffic congestion. As noted in Section 1.3.5 of the Draft and Final EIS, the existing and 
anticipated future traffic volumes lead to unacceptable levels of congestion. 

Safety performance problems and issues in the I‐94 East‐West Corridor are caused by a range of 
contributing factors, including both obsolete design and constrained capacity. As noted in Section 1.3.3, 
High Crash Rates, of the Draft and Final EIS, rear‐end crashes (60 percent) are the most common type of 
crash in the I‐94 East‐West Corridor. Rear‐end crashes are often indicators of congestion, as well as 
indicators of inadequate acceleration/deceleration lanes, weaving, and substandard ramp spacing. The 
presence of both left‐ and right‐hand entrance and exit ramps is also a contributing factor to rear‐end 
crashes. Section 1.3.3 of the Draft and Final EIS notes that crashes within the I‐94 East‐West Corridor 
contribute to traffic congestion on I‐94, which leads to increased travel times within the study area. 

4.	 The crash analysis is inadequate because the Draft EIS did not fully evaluate the nature and severity of 
crashes, which are caused by factors not related to inadequate capacity. Adding capacity can increase 
unsafe conditions, which can increase crashes. 

All of the elements of the preferred alternative, not just adding lanes, bring the I‐94 corridor up to 
design standards and improve safety. Safety and capacity, though they do have a relationship to one 
another, are addressed in different ways. Adding capacity to I‐94 is not solely a response to the safety 
problems, but addresses congestion problems. WisDOT and FHWA did evaluate a spot improvement 
alternative in Section 2 of the Draft and Final EIS. If existing and future traffic volumes did not rise to the 

4 http://www.sewrpc.org/SEWRPCFiles/LUTranSysPlanning/pr‐055‐vol‐1‐chapter‐05‐draft‐revised.pdf 
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level of needing additional capacity, WisDOT and FWHA would not propose capacity increases simply to 
address safety issues. 

The commenters referenced a NCHRP report titled Synthesis 330: Public Benefits of Highway System 
Preservation and Maintenance, which specifically pertains to urban arterials and not to urban 
freeways/Interstates. The recommendations are inappropriate for interstate highways. Narrowed lanes 
and other features are acceptably safe in environments with lower‐speed operations, such as city 
streets. 

For interstate highways, FHWA directs designers to use AASHTO’s A Policy on Design Standards, 
Interstate System. As noted in the guidance, traffic lane width shall be at least 12 feet. WisDOT’s FDM 
also references 12‐foot widths in its design guidance for interstate highways in Chapter 11‐44. The 
preferred alternative does recommend a short section of 11‐foot lanes to avoid cemeteries and an NHL 
on both sides of the freeway. The 11‐foot lanes are a compromise between safety and design 
improvements and avoiding significant right‐of‐way impacts. 

The same AASHTO policy on interstates allows designers to use design guidance from its Policy on 
Geometric Design of Highway and Streets when they do not conflict with interstate standards. The policy 
on interstates specifically states that interstate highways shall meet minimum interstate standards for 
segments undergoing complete reconstruction along existing right‐of‐way. This project would 
modernize the interstate to correct horizontal and vertical design deficiencies and replace pavement 
that is beyond its useful life. The project is not a resurfacing, restoration, or rehabilitation project. 

Reconstructing I‐94 would complement WisDOT’s Strategic Highway Safety Plan and does not preclude 
implementing the plan’s recommendations. While the I‐94 improvements are designed to reduce all 
crashes, WisDOT does not change its design because some crashes are less severe than others or occur 
at various times of the day. I‐94 is an interstate highway, serving a broad mix of national, regional, 
statewide, and local traffic. The interstate system must be designed using a required standard of care, 
which implicitly means design for safe traffic operations. 

The following is from the AASHTO Highway Safety Manual: 

While it is common to refer to the “cause” of a crash, in reality, most crashes cannot be related to a 
singular causal event. 
Instead, crashes are the 
result of a convergence 
of a series of events 
that are influenced by a 
number of contributing 
factors (time of day, 
driver attentiveness, 
speed, vehicle 
condition, road design, 
etc.). 

Considering the crash 
contributing factors 
and what period of a 
crash event they relate 
to supports the process 
of identifying 
appropriate crash 
reduction strategies. A Source: AASHTO Highway Safety Manual 
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reduction in crashes and crash severity may be achieved through changes in: 

	 The behavior of humans; 

	 The condition of the roadway/environment; 

	 The design and maintenance of technology, including vehicles, roadway, and the environment 
technology; 

	 The provision of emergency medical treatment, medical treatment technology, and post‐crash 
rehabilitation; 

	 The exposure to travel, or level of transportation demand. 

A direct relationship between individual contributing factors and particular strategies to reduce crashes 
does not exist. For example, in a head‐on crash on a rural 2‐lane road in dry, well‐illuminated conditions, 
the roadway may not be considered as a contributing factor. However, the crash may have been 
prevented if the roadway was a divided road. Therefore, while the roadway may not be listed as a 
contributing factor, changing the roadway design is one potential strategy to prevent similar crashes in 
the future.5 

Federal design guidelines (as implemented through design policies and guidance from the AASHTO) 
include a Geometric Control and Criteria requirement that interstate highways in urban areas be posted 
for safe operations at no less than 50 mph. It should be noted that I‐94 is currently posted at 50 mph 
from Yount Drive at Miller Park east to the Marquette Interchange, and it is expected that the posted 
50 mph speed limit will remain at that level following reconstruction. 

As noted in Section 1.3.3 of the Draft and Final EIS, the most common types of crashes on the study area 
freeway system are primarily attributable to obsolete design (minimal shoulders, sharp curves, 
substandard ramp spacing, presence of both left‐ and right‐hand entrance and exit ramps, and short 
weaving distances, etc.), and not to excessive speed. Congestion does play a part in safety. For example, 
speed differentials (due to merging and diverging, acceleration and deceleration due to short weaves 
and congestion, etc.) contribute to increased crashes and crash severity.6 The preferred alternative 
would improve safety by reducing large speed differentials by increasing acceleration and deceleration 
lengths, providing right‐hand exit and entrance ramps, and longer weave distances. In addition, added 
capacity provides a consistent higher level of service and reduces speed differential as a result of 
congestion. 

An example of benefits of freeway safety improvements is illustrated by the Marquette Interchange 
reconstruction. The total crash rate within the limits of the Marquette Interchange reconstruction 
corridor dropped 48 percent overall, and by 60 percent for severe crashes (injury and fatal crashes), 
since the modernization was completed. The speed limit was not changed as part of the Marquette 
Interchange reconstruction. 

Alternatives 
5.	 The Draft EIS fails to consider an alternative that focuses on repair or reconstruction and spot 

improvements (along with transit expansion and efforts to reduce VMT and ADT) to address the 
deficiencies. 

This comment is incorrect. Section 2.4, Other Alternatives Considered and Dismissed, of the Draft EIS 
(Section 2.5 of the Final EIS) describes alternatives developed and evaluated by WisDOT and FHWA, but 
ultimately dismissed from consideration. Section 2.4 (Section 2.5 of the Final EIS) further discusses how 

5 AASHTO. Highway Safety Manual, 1st Edition. Volume 1, 2010. pages 3‐6 and 3‐7. 

6 AASHTO. Highway Safety Manual, 1st Edition. Volume 1, 2010. page 2‐15. 
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none of the alternatives, alone or in combination, adequately addresses the full range of purpose and 
need objectives. As a result, the alternatives were not considered to the same level of detail as the 
alternatives retained for detailed evaluation. 

Section 2.4.1, Region‐wide TSM Elements, of the Draft EIS (Section 2.5.2 of the Final EIS) discusses why 
Transportation System Management (TSM) does not meet the project’s purpose and need as a 
standalone alternative. TSM strategies aim to reduce congestion, primarily through improving 
transportation system capacity and efficiency. Given that almost all of the SEWRPC TSM elements are 
already implemented in the corridor and congestion is still expected to reach level of service E and F in 
the design year, TSM as a standalone alternative will not address the project’s purpose and need. TSM 
measures will be implemented as part of the preferred alternative. 

Sections 2.4.1 and 2.4.2 of the Draft EIS (Sections 2.5.2 and 2.5.3 of the Final EIS) discuss a Travel 
Demand Management (TDM) alternative. TDM strategies include ways to reduce personal and vehicular 
travel or to shift such travel to alternative times and routes, allowing for more efficient use of the 
existing transportation system’s capacity. TDM measures, as a standalone alternative, would not 
address any of the project’s purpose and need elements. TDM measures currently in place will remain as 
part of the preferred alternative. 

Section 2.4.3.2, Spot Alternatives, of the Draft EIS (Section 2.5.4.2 of the Final EIS) evaluates the Spot 
Improvement alternative that would replace I‐94’s pavement and bridges in or close to their existing 
configuration, while addressing safety issues that can be fixed with little or no new right‐of‐way 
acquisition. While the spot improvements (separately, or in combination) would replace deteriorated 
pavement, have fewer environmental impacts, and cost less than the preferred alternative, the Spot 
Improvement alternative would not meet several purpose and need elements. 

Section 2.4.4.1, Comparison of 6‐lane and 8‐lane Modernization Alternative, of the Draft EIS (Section 
2.5.5.1 of the Final EIS) evaluates a 6‐lane Modernization Alternative. This alternative would address the 
obsolete design of I‐94, but would not add capacity. While the alternative would improve traffic 
operations compared to the No‐build alternative, the 6‐lane Modernization Alternatives were 
eliminated from consideration because they would not meet the project’s purpose and need related to 
providing level of service D or better traffic operations in the 2040 design year. The decision to eliminate 
the alternative is consistent with the 2035 regional transportation plan that recommends adding 
capacity to I‐94. 

Section 2.5.6.1 of the Final EIS discusses combination of the non‐capacity expansion alternatives. 
WisDOT assessed whether a combination of non‐capacity expansion alternatives could, together, 
address the purpose and need of the project. This included assessing whether TSM and TDM in 
combination with either the No‐build, Replace‐in‐kind, or spot improvements would meet the purpose 
and need of the project. Further, WisDOT assessed whether a 6‐lane Modernization Alternative 
combined with region‐wide TSM and TDM measures recommended in the 2035 regional transportation 
plan could eliminate the need to add capacity to I‐94. Based on WisDOT’s analysis, all non‐capacity 
expansion alternatives failed to meet the purpose and need of the project. 

6.	 Why can’t I‐94 be continually rehabilitated? Does WisDOT take into consideration the future 
maintenance and rehabilitation cost the expanded interstate will require? 

As detailed in Section 1.3.4.1, Pavement Condition, of the Draft and Final EIS, a number of pavement 
rehabilitation and resurfacing iterations have been performed on I‐94 over its 50‐plus‐year life. 
Resurfacing restores the roadway’s smooth riding surface, but does not address the cracks in the 
concrete or the voids in the underlying gravel base. In general, each highway resurfacing has a shorter 
life span than the previous resurfacing because the original pavement provides a less effective base, as 
the concrete continues to crack and deteriorate. I‐94’s physical condition has deteriorated to the point 
where it has now reached the end of its useful life. Specifically, the pavement can no longer be 
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rehabilitated; a complete pavement removal and replacement is required. With the pavement over 
50 years old and in need of full replacement, WisDOT and FHWA determined that the opportunity to 
address operational and safety performance issues as part of that reconstruction was fiscally responsible 
and advisable. 

While WisDOT and FHWA acknowledge the significant cost, it is important to note that an estimated 
35 percent of the total estimated program cost is related specifically to the replacement of all pavement 
and bridges, 53 percent is associated with safety and design improvements, and 12 percent is related to 
the addition of a fourth lane in each direction. The cost, in the context of approximately 140,000 to 
160,000 vehicles using this segment of I‐94 each day in 2009 and the reconstructed freeway’s expected 
75‐year design life, is fiscally responsible. 

Also, every time freeway lanes are closed for resurfacing or rehabilitation, there is a cost, in terms of 
delay, to the freeway users. 

Preferred Alternative Cost Breakdown 

7.	 Objects to WisDOT’s elimination of all alternatives other than the 8‐lane expansion alternatives from 
consideration as part of the Draft EIS. At a minimum, the Draft EIS should include a reasonable 
alternative that would repair the existing highway in its current footprint with safety improvements. 

As is explained in Section 2.4, Other Alternatives Considered and Dismissed, of the Draft EIS (Section 2.5 
of the Final EIS), a number of alternatives (including the one described in this question, which appears to 
align with the Spot Improvements elements and/or 6‐lane reconstruction alternative) were dismissed 
from further consideration because they would not meet the purpose and need objectives. The cost for 
alternatives, such as the Spot Improvement alternative described in this question, is less than that for 
others (including the preferred alternative); however, cost is not the only factor considered. 

All alternatives were evaluated based on their ability to meet the project’s purpose and need, as 
outlined in Section 1 of the Draft EIS. In addition to each alternative’s ability to meet the project’s 
purpose and need, the alternatives were assessed on their construction cost and ability to minimize 
impacts to the natural and built environment and input from local governments, resource agencies, and 
the public. WisDOT and FHWA obtained input during five rounds of public information meetings, 
a public hearing, and through numerous small‐group meetings with neighborhood, environmental, 
community, and business groups, elected officials, and local government staff (see also Section 2.1 of 
the Draft and Final EIS). 
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This is normal practice in preparing an EIS. Citing the AASHTO Center of Environmental Excellence, 
Practitioner’s Handbook 07, “Factors to Consider in Screening Alternatives” section, alternatives can be 
eliminated in the screening process based on any factor that is relevant to reasonableness. An 
alternative that does not meet the purpose and need is, by definition, unreasonable—and for that 
reason, it can be eliminated in the screening process. An alternative that does meet the purpose and 
need can still be rejected as unreasonable based on other factors, including environmental impacts, 
engineering, and cost. For example, if there are two alternatives that both meet the purpose and need 
to a similar degree, but one of them is much higher‐impact and more costly, those factors can be cited 
as a basis for rejecting the higher‐impact alternative as unreasonable.” 

Section 2.4.3.2, Spot Improvements, of the Draft EIS (Section 2.5.4.2 of the Final EIS) considers an 
alternative that “focuses on repair or reconstruction and spot improvements.” The Spot Improvements 
alternative would replace the freeway’s pavement and bridges in or close to their existing 
configurations, while addressing safety issues that can be fixed with little or no right‐of‐way acquisition. 
While the spot improvements (separately, or in combination) would replace deteriorated pavement and 
have fewer environmental impacts and lower cost than the preferred alternative, they would not 
address the project’s purpose and need objectives to the level required and agreed to by WisDOT and 
FHWA and concurred by the Cooperating and Participating Agency involved in the project development 
process. 

8.	 Use existing footprint to reconstruct 4 lanes, narrow each existing lane, reduce speed to 45 mph, 
designate 1 lane for multi‐rider vehicles, repave existing streets in Milwaukee that are in disrepair, 
add traffic‐calming features, install bike lanes, and invest in transit. 

I‐94 is an Interstate Highway, falling under the jurisdiction of FHWA to serve multiple regional, 
statewide, and national interests and mobility. As such, ensuring that its design is consistent with user 
expectations for interstates around the country (including posted speed limits and lane/shoulder 
widths) is a high priority. Section 1.3.4.3 of the Draft and Final EIS describes the AASHTO and WisDOT 
design criteria used to develop the alternatives for reconstructing I‐94. Those criteria call for 12‐foot 
lanes, except in unique circumstances. WisDOT’s preferred alternative would have less than 12‐foot 
lanes in the short segment between the cemeteries east of Hawley Road because of the cemeteries and 
the Soldiers’ Home NHL status. In other areas, the lanes would be 12 feet wide to improve safety where 
the freeway corridor is not so constrained. 

I‐94 already has a 50 mph speed limit between Yount Drive and the east project limit at 16th Street. 
There are no plans to increase the speed limit. A 45‐mph speed limit would be contrary to drivers’ 
expectation and not consistent with the design criteria referenced in Section 1.3.4.3 of the Draft and 
Final EIS. WisDOT evaluated an HOV lane, referred to as managed lane. As Section 2.4.5.3 of the Draft 
EIS (Section 2.5.6.3 of the Final EIS) documents, managed lanes were dismissed from consideration 
because of the relatively short corridor limits, and the number of access points and the traffic 
characteristics of managed lanes that add weaving movements. Off‐freeway recommendations, such as 
those listed (for example, street repaving), are outside the purview of this study, but there will be some 
limited off‐freeway improvements to mitigate the freeway access changes at Hawley Road (see 
Section 2 of the Draft and Final EIS). The funding sources dedicated to freeway projects such as this one 
are separate and distinct in the state and federal budget from the funding sources used to construct 
local streets. There is no opportunity to apply “savings” from a freeway reconstruction/modernization 
project to city street repaving, reconstruction, traffic calming, and/or bike facilities separated from the 
freeway project itself. 

Increased transit usage is discussed in Section 2.4.2 of the Draft EIS (Section 2.5.3 of the Final EIS). 
The forecasted traffic volumes already assume that transit usage would double from its 2006 level. 
WisDOT adopted Connections 2030 in October 2009. The plan recognizes that providing mobility and 
transportation choice creates the foundation of efficient, balanced, and safe transportation. 
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Connections 2030 further identified an expanded role in facilitating communication and coordination 
among the many transit providers and funding agencies across the state. For more information on how 
transit is funded see “How is Transit in Milwaukee Funded and What is WisDOT’s Role?” in Section 2.5.3 
of the Final EIS. 

There are numerous activities within WisDOT that support multi‐modal transportation planning and 
strategies to reduce single‐occupancy vehicle traffic, also known as TDM (see Section 2.4.2 of the Draft 
EIS and Section 2.5.3 of the Final EIS). The strategies include administering the Rideshare program, 
providing Park‐and‐Ride lots, incorporating bicycle and pedestrian accommodations in road projects, 
and supporting bikeshare. In addition, WisDOT administers the Transportation Alternatives Program and 
the Congestion Mitigation Air Quality funding programs that enhance the roadway transportation 
network. The programs generally encourage transportation projects that enhance alternatives to single‐
occupancy vehicle travel, such as public transit, bicycle/pedestrian facilities, ridesharing, recreation trail 
projects, safe routes to school projects, and environmental mitigation. 

Additionally, WisDOT is currently assisting other entities to ensure implementation of transit in the 
Milwaukee area. WisDOT provides a subsidy for the Amtrak Hiawatha train route between Milwaukee 
and Chicago and is upgrading the train shed at the Milwaukee Intermodal Station. Additionally, WisDOT 
has committed to financially participate in the planning process of Milwaukee County’s BRT study 
connecting downtown Milwaukee with the Milwaukee Regional Medical Center. In addition, WisDOT has 
committed to using traffic mitigation funding before and during construction of the I‐94 East‐West 
Corridor to invest in local intersection infrastructure. The intent of this investment is to incrementally 
implement BRT so that a sustainable BRT system is developed and available as a transportation option 
during I‐94 construction. 

Through these multi‐modal transportation strategies, WisDOT supports mobility and transportation 
choices. Although challenges exist, such as limited funding, there are numerous opportunities to make 
more transportation alternatives available to all Wisconsin residents and visitors. WisDOT intends to be 
a part of the discussions and facilitate conversations among transit providers, where appropriate. 

9.	 WISPIRG’s alternative titled The Rehab/Transit Option: A Better Solution for Milwaukee’s East‐West 
Corridor is a better alternative. 

WisDOT and FHWA have reviewed the referenced proposal and obtained input from SEWRPC and the 
Milwaukee County Transit Service (MCTS). As noted in Section 2.3.1.3 of the Draft EIS (Section 2.4.1.3 of 
the Final EIS), the Transportation Systems Management plus Highway Plan Scenario (the TSM scenario 
evaluated in SEWRPC’s regional transportation plan) assessed whether a 100 percent increase in transit 
service throughout the region would address existing and projected future congestion within the region 
without adding any capacity to highways. SEWRPC determined that a 100 percent increase in transit was 
not enough to address congestion. The 100 percent increase in transit (including a BRT route along 
Wisconsin Avenue parallel to I‐94) and adding capacity to a small number of roadways (I‐94 in the study 
area was specifically mentioned) is required to address congestion in the region. 

As noted in FHWA’s Technical Advisory T6640.8A, Guidance for Preparing and Processing Environmental 
and Section 4(f) Documents,7 it is appropriate for WisDOT to rely on SEWRPC’s evaluation of transit 
options conducted as part of the regional transportation planning process (FHWA 1987). The technical 
advisory states that reasonable and feasible transit options should be considered on all proposed major 
highway projects in urbanized areas with over 200,000 people, even though such options may not be 
within FHWA’s funding authority. The technical advisory goes on to say that consideration of this 
alternative (transit) may be accomplished by reference to the regional or area transportation plan, 
where that plan considers mass transit, or by an independent analysis during early project development. 

7 https://www.environment.fhwa.dot.gov/projdev/impta6640.asp 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

The regional transportation plan identifies the need for capacity expansion of I‐94 in the study area. 
However, even with a demonstrated need for capacity expansion at the regional level, project‐specific 
non‐capacity expansion improvements, including public transit, are still considered by WisDOT to 
determine whether the purpose and need for the project could be met without capacity expansion. 
WisDOT considers public transit recommendations within the scope of the project to ensure the 
preferred alternative will not preclude planned transit improvements, and facilitates regional 
transportation plan recommendations that benefit public transit. HOV lanes at freeway entrance ramps 
is an example. 

SEWRPC’s 2035 regional transportation plan contains a rapid transit service component operating over 
freeways between the Milwaukee central business district and outlying portions of the Milwaukee 
urbanized area and beyond. This service would operate in both directions during all time periods of the 
day, providing both traditional commute and reverse‐commute service. This included a route along I‐94 
within the project area. 

Additionally, the 2035 regional transportation plan recommended an express bus route along Wisconsin 
Avenue, a roadway that parallels I‐94 (Map 92 in the 2035 regional transportation plan), as well as 
expanding I‐94. The express bus route would be a limited‐stop, higher‐speed route connecting major 
employment centers and major activity centers. The express routes would replace existing major local 
bus routes. The express service would operate in both directions during all time periods of the day, 
providing both traditional commute and reverse‐commute service. The service would generally operate 
with a stop spacing of about one‐quarter of a mile. In January 2015, MCTS started a limited‐stop service 
(the GoldLine, a MetroEXpress route) that operates on Wisconsin Avenue. The GoldLine runs between 
the University of Wisconsin‐Milwaukee and Brookfield Square and replaces segments of Route 10. MCTS 
said this new service has increased ridership on this route. 

Offering the Rehab/Transit alternative as a way to avoid expending $1.106 billion (year of expenditure 
dollars) on the preferred alternative also fails to acknowledge the relatively modest amount of the 
program cost—approximately 12 percent—that is attributed to the capacity expansion element of the 
preferred alternative, and/or identify what such a proposal would cost, itself. Please refer to Draft EIS 
Sections 2.4.1 and 2.4.2 (Sections 2.5.2 and 2.5.3 of the Final EIS) and the text box on pages 2‐30 and 
2‐31 of the Draft EIS (pages 2‐43 and 2‐44 of the Final EIS) for additional information regarding how 
transit is funded in Milwaukee County and WisDOT’s role. 

The rehab/transit alternative would provide other transportation options for travelers in Milwaukee’s 
East‐West Corridor. It would not preclude the need for an additional lane on this segment of I‐94 based 
on anticipated future forecasts, which assume a doubling of transit service. As noted previously, as of 
January 2015, there is an express bus service in this corridor, though not to the extent described in the 
WISPIRG alternative. 

Nonetheless, the proposed alternative would need to be fully studied and documented in the same 
context and under the same regulatory and statutory requirements as any single‐mode or multi‐modal 
project. It should be noted that such an analysis was prepared as part of a Major Investment Study 
conducted by WisDOT, FHWA, and the FTA in the 1990s. While a multi‐modal solution was 
recommended (including freeway, arterial, bus, and rail components), there was no consensus among 
regional and local leaders regarding its implementation or funding. As a result, it was left to the various 
local and regional authorities to identify, study, and implement components of that and other plans, as 
needs dictated. In June 2015, Milwaukee County announced plans to study BRT in the East‐West 
Corridor. SEWRPC is working with Milwaukee County in the early stages of this study. SEWRPC’s August 
2015 newsletter on the topic8 notes, “Now is the time to advance BRT in the East‐West Corridor. A BRT 

8 http://campaign.r20.constantcontact.com/render?ca=a9825550‐3247‐46aa‐a8f7‐501e9f74a00e&c=fbae8110‐014b‐11e4‐a9f3‐
d4ae5292c3f3&ch=fbb3ff50‐014b‐11e4‐a9f3‐d4ae5292c3f3 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

line, if completed and put in service over the next few years, will provide needed mitigation of traffic 
congestion during the anticipated reconstruction of IH 94 between 70th and 16th Streets. Moreover, even 
upon reconstruction, this segment of IH 94 may be expected to experience among the worst congestion 
in the Region, and BRT will provide a desirable travel alternative.” 

To facilitate SEWRPC’s recommendation, WisDOT has committed to financially participate in Milwaukee 
County’s BRT study connecting downtown Milwaukee with the Milwaukee Regional Medical Center. 
In addition, WisDOT has committed to using traffic mitigation funding before and during construction of 
the I‐94 East‐West corridor to invest in local intersection infrastructure. The intent of this investment is 
to incrementally implement BRT so that a sustainable BRT system is developed and available as a 
transportation option during I‐94 construction. 

10. Why didn’t WisDOT and FHWA select the Double Deck alternative, since it best addresses purpose and 
need objectives? 

WisDOT and FHWA took into consideration a wide range of factors as part of the study, summarized in 
the EIS. While operational, safety, and physical deterioration aspects were important elements, so too 
was ensuring that an acceptable balance was struck between reconstruction and modernization 
improvements and the accumulated social, economic, and environmental impacts resulting from each. 

In consideration of all contributing factors, WisDOT and FHWA determined that the features of the 
At‐grade alternative on the west segment and the On‐alignment alternative on the east segment 
represent the best balance of project purpose and need factors with the resulting impacts. 

11. Why is there no I‐94 East‐West Corridor improvement option focused on public transit to lessen or 
eliminate the need for I‐94 expansion? 

Please refer to Draft EIS Sections 2.4.1, 2.4.2, 3.9.5 (Sections 2.5.2, 2.5.3, and 3.9.6 of the Final EIS), and 
the text box on pages 2‐30 and 2‐31 (pages 2‐43 and 2‐44 of the Final EIS). WisDOT and FHWA evaluated 
transit‐oriented alternatives as part of the study. Alternatives that involved “transit‐only” elements will 
not address the project’s purpose and need and have been eliminated from consideration as standalone 
alternatives. The preferred alternative could provide some benefit to transit routes in the study corridor. 
Transit routes that use I‐94, such as MCTS’s Freeway Flyer routes, will experience an improved level of 
service on the interstate, improving travel times and reliability. Additionally, greater capacity on the 
interstate may draw more drivers to I‐94, improving level of service on local arterial streets, which, in 
turn, may improve travel times and reliability for transit routes traveling along the arterial streets. 

The focus of the I‐94 East‐West Corridor study is to determine the appropriate course of action for the 
future of I‐94 between 70th Street and 16th Street. Other documents, specifically SEWRPC’s 2035 regional 
transportation plan, reviewed the applicability of only implementing transit improvements in the region, 
while foregoing highway improvements. The regional transportation plan determined that, even with a 
100 percent increase in transit service, I‐94 still needs to be reconstructed with added capacity. 
SEWRPC’s 2014 review of the regional transportation plan reaffirmed the regional transportation 
planning process and the vision for a 100 percent increase in transit, while acknowledging that the 
increase in transit is not likely to happen without a change in funding levels. The purpose of the I‐94 
East‐West Corridor study is to identify the best alternative for meeting the purpose and need goals 
along this segment of I‐94. WisDOT does acknowledge the need for a strategy that combines a doubling 
of transit service with capacity improvements to the freeway itself. 

Other commenters also offered transit‐specific alternatives along parallel routes to eliminate the need 
for capacity expansion on this segment of I‐94 (See comment 9). WisDOT’s preferred alternative does 
include the reduction in demand associated with this doubling of transit service. All of the Build 
Alternatives can be considered hybrid transit/freeway expansion alternatives. 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

The outcome of the I‐94 East‐West Corridor study will not affect highway or transit funding levels. For 
example, if the Replace‐in‐Kind alternative was identified as the preferred alternative, the $370 million 
(2014 dollars) saved between the Replace‐in‐Kind alternative and any Modernization Alternative could 
not be spent by WisDOT on transit services without authorization from the state legislature through the 
state’s biennial budget process, as well as the federal government. Whether the No‐build or the 
preferred alternative is implemented, it will not directly increase or decrease transit funding levels. 
Transit funding levels are set by the state legislature and Congress, not WisDOT and FHWA.9 SEWRPC’s 
2014 review and update to the 2035 plan notes a 7 percent decrease in fixed‐route bus service since 
SEWRPC developed the regional transportation plan in 2006. The 2014 review and update suggests that, 
without an increase in funding, the decline in transit may be expected to continue. 

However, WisDOT will likely fund additional transit service in the I‐94 East‐West Corridor during 
construction of the project, which will likely last 3 to 4 years. The purpose of the additional transit 
service would be to mitigate temporary traffic congestion caused by freeway lane closures during 
construction. SEWRPC is in the early stages of planning and coordinating with Milwaukee County on a 
study of BRT routes on Wisconsin Avenue, which parallels I‐94 four to five blocks to the north. As noted 
in the response to Comment 9, WisDOT has committed to financially participate in this study. Study 
recommendations could develop a standalone transit project that would operate long after construction 
of I‐94 is completed, likely through the FTA’s New Starts program. WisDOT is willing to partner with local 
agencies, similar to successful partnerships used in other states to implement transit projects. 

12. WisDOT claims it lacks jurisdiction over transit, but the Connections 2030 Plan identifies that WisDOT 
has a role in expanding transit. Why is WisDOT choosing to ignore its own commitments to implement 
transit strategies and elect to use federal funds for highway construction rather than transit? 

While FHWA funds can be used to support transit‐based capital improvements, in this case, a transit‐
only alternative would not meet all elements of the project’s purpose and need. The approved regional 
transportation plan reached the same conclusion when it was prepared in 2006 and reaffirmed and 
updated in 2010 and 2014. 

The statewide Connections 2030 Plan’s support for transit as a key mode of transportation does not 
mean that every project WisDOT implements must have a transit element. The I‐94 improvements are 
consistent with foundational elements of WisDOT’s Connections 2030 long‐range plan, including the 
following: 

 Preserving the existing and future transportation system 
 Optimizing investment in the system for continued safety, enhanced mobility, and efficiency 
 Responding to local, regional, national, and international economic trends to maintain state 

economic competitiveness10 

Capital investment is required in the I‐94 East‐West Corridor to provide the long‐term benefit of a 
modernized freeway system serving as a vital connection for the metropolitan Milwaukee region. 
As noted, modernization of the freeway accounts for over 50 percent of the I‐94 reconstruction cost, 
35 percent for pavement and bridge replacement, and only 12 percent for adding a fourth travel lane. 

WisDOT and FHWA do not set funding levels for transit and highways. Highway and transit funding 
levels are set by the legislative and congressional budgeting process, not WisDOT or FHWA. While state 
transportation funds have decreased in the state’s most recent biennial budget, transit funding 
increased by 4 percent from 2014 to 2015 and will remain constant in the current biennial budget. 
WisDOT is the largest source of operating funds for MCTS and other transit agencies across the state. 

9 Under certain circumstances, federal highway funds can be expended on transit projects if the project meets certain conditions. See Title 23 USC 
119(d)(2)(G). 

10 http://wisconsindot.gov/Documents/projects/multimodal/conn2030/2030‐1.pdf 
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As noted in the response to Comment 9, WisDOT has committed to financially participate in Milwaukee 
County’s recently announced BRT study to connect major employment centers along a route parallel to 
I‐94. The department is also committing traffic mitigation funding for local intersection investments 
that would support the incremental investment in a sustainable BRT system, which could be available 
as a transportation option during I‐94 construction. 

13. The Draft EIS fails to address that transit ridership is increasing and implies that it is not possible to 
get a substantial increase in transit usage. 

Although transit ridership is increasing nationally, Milwaukee transit ridership has declined by 40 
percent between 2000 and 2013.11 The Draft EIS does not state or imply that a substantial increase in 
transit ridership is impossible, but, rather, the significant increase in transit ridership needed to avoid 
capacity expansion would be difficult to achieveIf 100 percent of the expected growth in and around 
the study area exclusively uses transit, there would still be congestion on I‐94 at the same level it is 
today. All new traffic growth would need to use transit, plus a significant additional amount of existing 
traffic would be needed to convert to transit to make the current roadways operate without delay. 

14. The Draft EIS relies on SEWRPC’s 2035 Plan as justification for the expansion. 

The alternatives analysis used for this study, documented in Section 2.2.3.1 of the Draft and Final EIS, 
does not use consistency with the regional transportation plan as an evaluation criteria. As appropriate 
for a project‐level study recommended in SEWRPC’s broader long‐range plan, the I‐94 East‐West 
Corridor study developed a detailed, project‐level analysis. The analysis established a project purpose 
and need based on a project‐specific inventory and analysis of design, safety, and operational issues. 
WisDOT did not dismiss any alternatives simply because they are not consistent with SEWRPC’s 
regional transportation plan. 

15. WisDOT fails to consider effective models, including models in Milwaukee, to significantly increase 
transit usage to reduce demand, and also to serve special events. 

Transit carries about 2 percent of all trips in the Milwaukee area, according to the 2015‐2018 regional 
transportation improvement program. As noted in Section 2.4.2 of the Draft EIS (Section 2.5.3 of the Final 
EIS), the No‐build traffic forecasts used for this project assume a doubling of transit service. Even with 
these optimistic assumptions, travel demand forecasts, which also assume a modest growth in vehicular 
traffic over the next 25 years, indicate that additional capacity is required on this segment of I‐94. 

WisDOT also has the ability to mitigate any transit impacts that may occur during freeway 
reconstruction projects. For example, additional transit service provided by WisDOT during the Zoo 
Interchange construction included the Burleigh and State Fair Shuttles from the Regional Medical Center 
during interchange closures in 2014 and 2015 (approximately 114 rides/day), UPASS expansion and 
Route 901 service in Waukesha County in 2015 (approximately 120 rides/day), and several, all‐day free 
transit service zones through and around the Zoo Interchange construction area in 2014‐2015. These 
free zones included 92nd Street, 84th Street, Hwy 100, Watertown Plank Road, 76th Street, and 
Bluemound Road/Wisconsin Avenue (approximately 335 rides/day combined). In addition, WisDOT is 
funding $13.5 million in bus transit services to reduce traffic congestion and provide transportation for 
workers between Milwaukee and the suburban job centers during construction as part of the 
construction of the Zoo Interchange reconstruction project. WisDOT has committed traffic mitigation 
funds to support local intersection infrastructure investments that would support transit service during 
construction (see also response to Comment 9). 

11 http://www.sewrpc.org/SEWRPCFiles/Publications/mr/mr‐221‐comparison‐milwaukee‐area‐to‐peers.pdf 
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16. Losing half of the Hawley Road entrance/exit ramps after giving up the General Mitchell Boulevard 
interchange causes concern, not only for Story Hill neighbors, but for the continued viability of the 
Hunger Task Force, and for businesses on Bluemound Road and in the City of West Allis. 

The Hawley Road interchange lies less than 0.5‐mile east of the 68th Street/70th Street interchange.
 
It will be approximately 1 mile west of the reconfigured Stadium Interchange, which will include a new
 
local road interchange that would replace the access removed from the Mitchell Boulevard interchange,
 
each of which would provide connections with I‐94 and downtown Milwaukee to the Story Hill
 
neighborhood, Hunger Task Force, Soldiers’ Home NHL, VA Campus, and other nearby neighborhoods,
 
businesses, and attractions.
 

WisDOT and FHWA have worked with the City of West Allis and adjacent stakeholders to identify
 
off‐freeway improvements that would offer alternative routes to I‐94. The concepts include the
 
extension of Washington Street between 70th Street and Hawley Road, and improvements to other
 
nearby intersections to handle diverted traffic. Access from the Hunger Task Force to eastbound I‐94
 
would be achieved by following a number of other paths, including driving south on Hawley Road to the
 
Washington Street extension, turning west on Washington Street, and then driving north on 70th Street
 
to the ramps at that location. Access to the freeway from the Renaissance Faire office building on the
 
west side of Hawley Road would also be provided via the new Washington Street extension. Travel time
 
from the Renaissance Faire office building to eastbound I‐94 would increase about by 2 minutes
 
compared to using the Hawley Road interchange.
 

Additionally, WisDOT conducted a survey of businesses in the vicinity of the Hawley Road interchange,
 
and assessed the economic impacts associated with modified access at Hawley Road (see the Economic
 
Impact of the Proposed Hawley Road Interchange Closure report on the CD at the back of this
 
document). The survey was given to business owners in Milwaukee and West Allis, located between 70th
 

Street to the west, US 41/Miller Park Way to the east, State Street to the north, and National Avenue to
 
the south. The survey provided business owners an opportunity to predict consumer behavior and to
 
estimate the impact of complete Hawley Road interchange removal on their revenue, customer base,
 
and employment. The survey and associated analysis found that a potential loss of seven jobs, and a loss
 
of approximately 0.02 percent of Milwaukee County’s gross regional product, might result from the
 
access change. The assessment assumed that the Hawley Road interchange was completely removed.
 
Because two of the four ramps will stay in place, the economic impacts of closing only two of the four
 
ramps is likely less than those quantified in the analysis.
 

17. An alternative that was studied and dismissed included a road along the American Transmission 
Company electrical transmission line corridor in between the cemeteries from Hawley Road to 
Mitchell Boulevard. Could WisDOT build a 1‐ or 2‐lane, one‐way westbound roadway along the 
electric transmission line corridor that links Mitchell Boulevard with Hawley Road? It could be open 
just after events at Miller Park to provide traffic one more route to exit. It could run right into the 
ramp for westbound I‐94 at Hawley. 

Based on similar comments from the City of West Allis, WisDOT investigated the potential of 
constructing a road/ramp along the transmission corridor to provide full interchange access at Hawley 
Road. It is possible to construct a road in this corridor; however, WisDOT found that the impacts to the 
Soldiers’ Home NHL and Historic District, along with utility access issues, render this option 
unacceptable. The American Transmission Company is opposed to WisDOT using this corridor for a 
roadway. As noted in Appendix A of the Draft EIS and Final EIS, according to the American Transmission 
Company, there would be a need to move the transmission line, which would result in high right‐of‐way 
acquisition cost and displacement impacts. 

WisDOT found that the environmental and socioeconomic impacts of providing full access at the Hawley 
Road interchange via a road along the transmission corridor were too great considering the 
68th Street/70th Street interchange is about 8 blocks west of the Hawley Road interchange, and the 
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Stadium Interchange is less than 1 mile to the east. The Washington Street connection between
 
70th Street and Hawley Road was developed as an effort to mitigate this loss in access.
 

18. Can reversible lanes be used for this portion of I‐94? 

As noted in Section 2.4.5.6 of the Draft EIS (Section 2.5.6.6 of the Final EIS), additional lanes that could 
function for both eastbound and westbound traffic, depending on when extra capacity is needed, would 
offer little benefit to the study area because both directions experience similar traffic volumes during 
peak traffic hours. According to AASHTO, reversible lanes are justified when 65 percent or more of the 
traffic moves in one direction during peak hours (AASHTO 2001). Through the I‐94 East‐West Corridor, 
the directional split is close to 50/50 in both the morning and evening peak periods. The option was 
eliminated from consideration due to not satisfying the project’s purpose and need element of 
accommodating existing and future traffic volumes at an acceptable level of service. 

19. How come WisDOT is unable to provide I‐94 access to and from the east at the Hawley Road 
interchange under the At‐grade alternative? 

As part of the At‐grade alternative, WisDOT is unable to provide a full interchange at Hawley Road due 
to the constraint posed by the cemeteries immediately to the east of the interchange. Because an 
additional lane will be added in each direction, there would be no room to safely provide westbound 
exit and eastbound entrance ramps without moving graves or extensive residential displacements. 
Adding ramps to the east of Hawley Road as part of the At‐grade alternative would result in direct 
impacts to the cemeteries, including the relocation of graves, and adding a loop ramp in the southwest 
quadrant of the interchange would result in numerous residential displacements. 

Coordination with the VA and with representatives of the Beth Hamedrosh Hagodel and Spring Hill 
cemeteries has highlighted significant concerns regarding grave disturbance and/or relocation. Each 
has strongly requested that FHWA and WisDOT place the highest priority on avoiding direct impacts to 
the cemeteries, including both physical encroachment into burial areas and any cantilevering 
(overhanging) of freeway lanes over burial plots. As a result of this coordination, both FHWA and 
WisDOT have determined that direct construction impacts to or above graves will be avoided. No 
graves will be relocated. 

As noted in Section 2.4.4.6 of the Draft EIS (Section 2.5.5.6 of the Final EIS), at the request of the City of 
Milwaukee and City of West Allis, WisDOT looked at a loop ramp in the southwest quadrant of the 
Hawley Road interchange to enter eastbound I‐94. This was proposed as a way to maintain access at 
Hawley Road without building a Double Deck through the cemetery segment. If this loop ramp were 
built, eastbound I‐94 through the cemetery segment would operate at level of service E, and an initial 
design of a loop ramp in the southwest quadrant suggests an additional 30 to 50 residences would be 
displaced. This alternative was eliminated from further consideration because of its residential 
displacement impacts and because the 68th Street/70th Street interchange is about 8 blocks west of the 
Hawley Road interchange, and the Stadium Interchange is less than 1 mile to the east. 

Impacts 
20. The I‐94 East‐West Corridor must be designed and rebuilt within the existing footprint to maintain and 

preserve the quality of life and housing stock in our neighborhood (Story Hill). We continue to oppose 
freeway lane expansion in either direction. This means no cutting into Bluff Park north of the freeway, 
and no removal of homes. 

WisDOT and FHWA have made it a priority to use as much of the existing I‐94 footprint as possible. The 
alternatives retained for detailed study in the Draft EIS were designed to minimize impact to the 
adjacent environment, while still meeting the project purpose and need. The study team analyzed the 
alternatives and adjusted the design to reduce impacts while continuing to meet the project’s purpose 
and need. As explained in Section 2 of the Draft and Final EIS, the only alternatives that meet project 

6‐24 



  

   

                               
      

                         
                               

                       
                                     

                               
                               

                         

                           
                                 
                             

                           
                     

                     

                               
                                 

                         
                                       
                               
                                 

   

                         
                             

                             
                               

                               
                      

                             
                       

                               
                             

                       
                                 

                                 
   

                                        
                             
                             

          

                           
                               

                       
                               

                           
                             
                                 

SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

purpose and need add a fourth lane in each direction and reconstruct interchanges to improve safety 
and traffic operations. 

Regarding impacts, the preferred alternative illustrates WisDOT’s and FHWA’s priority to minimize the 
acquisition of private property in the context of other alternatives that had been retained for further 
study. Eight residential displacements (preferred alternative) would be required along the 3.5‐mile 
project corridor, three of which are located along 35th and 27th Streets, north of I‐94, and are the result 
of potential improvements to local roadways adjacent to entrance and exit ramps. Up to five residences 
would be displaced west of the Stadium Interchange in the neighborhoods that abut the freeway, and 
no neighborhoods would be split or isolated as a result of the project. 

Regarding the area adjacent to the Story Hill neighborhood, the preferred alternative would not 
encroach upon Bluff Park. All widening would be to the south, and no residential displacements will be 
required in the Story Hill neighborhood. A noise barrier has been determined feasible and reasonable 
along Story Parkway. WisDOT and FHWA have committed to construction of the barrier, provided 
a majority of benefited residents vote in favor of barrier construction. 

21. The benefits of not expanding the roadway are not assessed 

As required by NEPA, the EIS compares the impact of reasonable alternatives that meet the project 
purpose and need to the No‐build alternative. The Draft and Final EIS compare the economic, social, and 
environmental effect of the build alternatives against the No‐build alternative throughout the document 
(see Section 3). It should be noted that WisDOT considered burying a portion of I‐94 as an option in the 
west segment of the study corridor, but dropped the option due to cost (approximately $400 million 
higher than other retained alternatives) and local impacts of closing the freeway for 6 months or more 
for construction. 

WisDOT, through its authorized programs and project development process, looks at alternatives that 
include measures to reduce travel demand. For the I‐94 East‐West Corridor, WisDOT notes that the 
measures, which include TSM and TDM, as standalone alternatives will not meet the project purpose 
and need. However, those measures are part of the preferred alternative (see Sections 2.5.2 and 2.5.3 
of the Final EIS). The Draft and Final EIS comprehensively reviews the direct, indirect, and cumulative 
effects of the reasonable alternatives on resources in the study area. 

Comments also noted that not expanding the freeway can benefit local communities and businesses by 
reducing suburban growth and benefiting local urban businesses (avoiding disruption and relocations). 
While relocation impacts would occur with the preferred alternative, the Draft and Final EIS notes that 
affected businesses could relocate to nearby locations. A notable case for this occurred with the 
Marquette Interchange reconstruction, which relocated Aldrich Chemical to an updated building within 
the City of Milwaukee. The Draft and Final EIS also note the economic benefit of improved access, 
safety, and mobility to support the long‐term needs for businesses in the study area (See Sections 3.6.3 
and 3.8.2). 

22. The Draft EIS does not take a “hard look” at the impacts of the project, including the effects caused by 
multiple construction events, not just those related to the proposed segment. This must include an 
analysis of impacts on minority groups and finding ways to avoid, minimize, or meaningfully mitigate 
the effects on such groups. 

The Draft EIS comprehensively reviews the direct, indirect, and cumulative effects of the reasonable 
alternatives on resources in the study area. The analyses are based on both quantitative analysis and, 
where quantitative data are not available, qualitative analysis based on accepted methodology, 
available data, and current research. Section 3.29 of the Draft and Final EIS addresses cumulative effects 
on resources either directly or indirectly impacted by the east‐west freeway corridor project. The 
cumulative effect on a resource is the result of multiple events, including reconstructing the southeast 
Wisconsin freeway system. Section 3.29 is organized to first evaluate the effects of all past, ongoing, and 
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future actions on a resource and, secondly to address the separate effects of those attributed to the 
east‐west freeway corridor. 

While the preferred alternative brings the I‐94 corridor up to design standards, several design 
exceptions were put in place to avoid adverse impacts. While 12‐foot lane widths are the design 
standard, the preferred alternative will have 11‐foot lanes for a short distance through the cemeteries 
to avoid any grave relocations. Designing for standard lane and shoulder widths, in addition to a full 
interchange at Hawley Road, would relocate dozens to hundreds of graves. Therefore, the design of the 
preferred alternative has been modified to reduce the impacts of the project. 

Comments on the Draft EIS noted that there is a disproportionately high and adverse effect on 
environmental justice populations, which could be avoided with a transit expansion alternative. 
Section 3.9 of the Draft and Final EIS analyze the effects of the East‐West Corridor project on both low‐
income and/or minority populations and arrived at the conclusion there are no disproportionately high 
and adverse effects on the populations. This conclusion is also further supported by SEWRPC’s most 
recent analysis of the impact of the fiscally constrained transportation plan on minority and low‐income 
populations (SEWRPC 2014a).12 

Appendix B of that SEWRPC report evaluates the impacts and benefits of the fiscally‐constrained 2035 
regional transportation plan on minority and low‐income populations in southeastern Wisconsin. The 
analysis found that as the segments of freeway proposed to be widened under the 2035 fiscally‐
constrained plan would directly serve areas of minority and low‐income populations, these populations 
would benefit from the expected improvement in arterial street and highway accessibility to 
employment associated with the proposed freeway widening. According to the SEWRPC report, this is 
based on the fact that 45 percent of the trips that utilize I‐94 between 16th Street and 70th Street are 
from areas with a minority or low‐income population greater than the regional average (SEWRPC 
2014a). 

I‐94 serves as an important local, regional, and statewide transportation corridor that will also benefit 
public stakeholders, including low‐income and minority populations, with improved safety, access, 
mobility, and travel reliability. By retaining the proposed improvements at‐grade and within the existing 
I‐94 corridor, the preferred alternative minimizes impacts on and maintains connectivity between the 
surrounding communities, as noted in Section 3.5.2. 

23. How would the reconstruction of the I‐94 East‐West Corridor be funded? 

A combination of federal and state funds would be used to construct the preferred alternative. As has 
been done on each project within the southeast Wisconsin freeway reconstruction program, WisDOT 
and FHWA will develop and implement a financial management plan for the project. 

24. What portion of the project cost would be attributed to expansion only? 

Approximately 12 percent of the total cost for the preferred alternative is related to adding a fourth lane 
of traffic in each direction. Approximately 35 percent is related specifically to the replacement of all 
pavement and bridges, and 53 percent is associated with safety and geometric improvements. 

25. The alternatives cost the City of Milwaukee over $5 million through the loss of taxable land base. 

Please refer to Draft and Final EIS Section 3.8.2.4, Tax Base Impacts. The preferred alternative would 
result in a tax base loss of approximately $5.5 million (0.02 percent) of the total, full‐value tax base for 
the City of Milwaukee, and a property‐tax‐revenue loss of approximately $58,500 (0.01 percent) of 
property tax revenue for the City of Milwaukee. This would occur only if the displaced businesses or 

12 http://www.sewrpc.org/SEWRPCFiles/Publications/mr/mr‐215‐review‐update‐2035‐transportation‐plan.pdf 
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residences do not relocate within the City of Milwaukee. These values have been updated from the 
Draft to Final EIS. 

WisDOT is committed to working with the City of Milwaukee and displaced businesses to find alternative 
sites/parcels within the City for the displaced businesses. The Aldrich Chemical Company was relocated 
as part of the Marquette Interchange reconstruction project. Working with the City, WisDOT identified a 
new location within the city for Aldrich Chemical’s operations, which resulted in its move and no net 
impact to the city’s tax base or tax revenues. WisDOT also paid the company’s relocation costs as part of 
that acquisition. WisDOT is also currently in conversations with potentially relocated businesses to 
identify new locations within the City of Milwaukee. 

Of the new right‐of‐way converted to required highway right‐of‐way for the project, roughly 70 percent 
will be obtained from American Transmission Company, We Energies, or Miller Park (Stadium District) 
properties. No property tax is paid on these properties. 

26. In 2014, SEWRPC completed a new Conformity Assessment… that assessment also contains serious 
deficiencies and, therefore, present reliance upon it would be improper. The new assessment 
essentially abandons the 2035 Plan, which recommended a doubling of transit service in the region by 
2035 as essential to serve and promote implementation of SEWRPC’s adopted Regional Land Use Plan. 
SEWRPC reaffirmed that plan—including its transit elements—in 2010. Now, however, the adopted 
plan is to be nothing more than a “vision.” 

Federal regulations require that the regional transportation plan and transportation improvement 
program (TIP) prepared by SEWRPC be "fiscally constrained" and that a conformity assessment be 
developed based on the "fiscally constrained" plan. In June 2014, SEWRPC conducted an interim review 
and update of the 2035 regional transportation plan (SEWRPC 2014a). The interim review and update 
included addressing the implementation, to date, of the year 2035 regional transportation plan, a 
review of the year 2035 forecasts underlying the plan, and monitoring current transportation system 
performance. The review and update also examined whether it remains reasonable for the 
recommendations in the year 2035 regional transportation plan to be accomplished over the next 
20 years, given the existing and reasonably expected available funding. This assessment of available 
funding also considered the restrictions and limitations of existing funding. 

In September 2015, FHWA and the FTA determined SEWRPC’s 2035 Regional Transportation Plan13 to 
be in conformance with the transportation planning requirements of Titles 23 and 49 USC, the Clean Air 
Act Amendments, and related regulation. FHWA and FTA also approved the regional emissions analysis 
prepared for the 2035 regional transportation plan, which the 2015–2018 TIP serves to implement. The 
September 15, 2015 USDOT conformity determination is located on the CD at the back of the document. 
Concurrence on this determination from the USEPA, FHWA, FTA, and WDNR in located in Appendix E, 
pages E‐12, E‐13, E‐14, and E‐17. 

In order to satisfy the "fiscal constraint" requirement, the plan and TIP can only include projects that can 
be funded through existing funding sources and potential funding sources that can be reasonably 
expected to be available in the future. The funding estimates must also take into account the expected 
limitations on funding. For example, limitations dictate that funding can be used for only capital 
projects, as opposed to covering operating costs. Funds may also be restricted to a specific travel mode, 
program, or geographic area. 

The conclusions reached in 2006, when the regional transportation plan was initially adopted, and again 
in 2010, when the plan was first reviewed and updated, was that the regional transportation plan 

13 As amended in September 2015 to account for proposed changes in access at the current I‐94 interchanges at Hawley Road and Mitchell 
Boulevard as part of the recommended alternative for the I ‐94 East‐West Corridor and updated by SEWRPC Memorandum Report Number 215, 
Review and Update of the Year 2035 Regional Transportation Plan in 2014, and Year 2015–2018 Transportation Improvement Program. 

6‐27 



   

                         
                                   

                                 
                           

                         
                         

                           
                             

                             
      

                             
                         
                             

                       
                               
                             

                        

                             
                               

                               
                             

                               

                             
                             

                         
                               

                           
                                 

                               
                             

                         
                           

                               
                       

                       
                             

                           
                                     

                         

                                 
                 

                                    
                  

                           
                     

                     
                         

                             

I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

recommendations were reasonably consistent with the existing and reasonably expected to be available 
revenues. In 2014, when the plan was reviewed and updated for a second time, this conclusion was no 
longer possible due to the elimination of motor fuel tax indexing and the failure of regional transit 
authority legislation. As a result, in order to meet federal regulations, the original regional 
transportation plan is now considered a “vision” regional transportation plan, which outlines the 
desirable transportation system improvements believed to be necessary to address the current and 
future transportation needs of the Region. A “fiscally constrained” regional transportation plan has been 
identified, which includes those elements of the “vision” regional transportation plan that can likely be 
achieved within the restrictions of the amounts and limitations of existing and reasonably expected to 
be available revenues. 

The implications of funding gaps for the highway element of the “vision” regional transportation plan 
differs from the transit element because highway expenditures are largely capital expenditures and 
transit expenditures are largely operating expenditures. The effect on the highway element is a deferral 
or delay in capital projects being implemented. Specifically, the “fiscally constrained” regional 
transportation plan includes a reduction in the amount of freeway and surface arterials that can be 
reconstructed with additional traffic lanes or newly constructed by the year 2035. However, the I‐94 
East‐West Corridor project is included in SEWRPC’s “fiscally constrained” regional transportation plan. 

The principal effect on the transit element, based on reasonably expected revenues and the expected 
limitations on those revenues, is a lack of the transit improvement and expansion identified under the 
“vision” regional transportation plan, and as well reductions in current transit service and an increase in 
transit fares above inflation. All of the recommendations in the regional transportation system plan have 
been and are developed within the context of the “vision” regional transportation plan for the region. 

The lack of transit system improvements included in the current conformity assessment does not make 
this assessment of conformity deficient. As noted, the transit service levels included in the “fiscally 
constrained” regional transportation plan are related to meeting the federal requirement for fiscal 
constraint of the regional transportation plan and TIP, which requires a plan to include only those 
projects that can be reasonably expected to be implemented within the reasonably expected availability 
of revenues and limitations on how those revenues can be used. Should a new funding source become 
available in the future, such as dedicated funding for transit, which would allow for significant expansion 
of transit within the region, those elements of the “vision” regional transportation plan would be 
amended into the “fiscally constrained” regional transportation plan and a new conformity assessment 
would be prepared based on the updated “fiscally constrained” regional transportation plan. It should 
also be noted that, even without the significant increase in transit service included in the “vision” 
regional transportation plan, the 2014 assessment of conformity documents that the “fiscally 
constrained” regional transportation plan can demonstrate conformity. Even though SEWRPC does not 
see the 100 percent increase in transit outlined in the 2035 regional transportation plan being 
implemented, for the purposes of this study, the 2035 recommendation still represents a conservatively 
high estimate of transit service (and transit use). Even if this level of transit usage were to be realized, 
it still would not preclude the need to add a lane on I‐94. 

As noted in Section 1.3.1 of the Draft and Final EIS, the 2035 regional transportation system plan 
includes the following recommendations for the I‐94 East‐West Corridor: 

 Expand I‐94 from 6 to 8 travel lanes (4 lanes in each direction) through the entire study area 
 Resurface or reconstruct US 41 with no additional capacity 

The 2035 regional transportation system plan recognizes that this segment of I‐94 will undergo 
preliminary engineering and environmental documentation by WisDOT. The plan acknowledged that, 
during preliminary engineering, alternatives will be considered, including rebuild‐as‐is, various options 
of rebuilding to modern design standards, compromises to rebuilding to modern design standards, 
rebuilding with additional lanes, and rebuilding with the existing number of lanes. The plan further 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

acknowledges that only at the conclusion of preliminary engineering would WisDOT and FHWA
 
determine how the freeway would be reconstructed.
 

Because the plan defers to more detailed study by WisDOT and FHWA regarding capacity expansion on 
this segment of I‐94 (and other segments), consistency with the regional plan is not a factor used to 
evaluate alternatives described in Section 2 of the Draft and Final EIS. Nonetheless, the regional plan 
recommendations demonstrate the need for the project and are an important factor in developing 
alternatives. 

Regardless of the reality or likelihood of an ultimate doubling of transit service and usage, the traffic 
forecasts used to establish the purpose and need objectives assumes that such a doubling is, in fact, 
realized. Non‐transit demand would therefore be expected to be higher under a scenario where this 
“aspirational” increase is not realized. 

SEWRPC is currently developing a year 2050 regional land use and transportation plan (“VISION 2050”), 
the sixth‐generation regional land use and transportation system plan for the Southeastern Wisconsin 
Region. 

27. How will the Double Deck and At‐grade alternatives impact the air quality, noise levels, and light 
pollution of surrounding neighborhoods? (Especially: the Story Hill neighborhood, but also project 
wide). 

The potential air quality and noise impacts of the Double Deck and At‐grade alternatives on surrounding 
neighborhoods, including the Story Hill neighborhood, are documented in Draft and Final EIS sections 
3.19 and 3.20. 

Per USEPA, Milwaukee County is in attainment for five of the six pollutants monitored for purposes of 
approval of the region’s TIP. As noted in Draft and Final EIS Section 3.20 (Air Quality), the air quality 
impact analysis for this project was conducted in accordance with WisDOT, FHWA, WDNR, and USEPA 
technical guidance and procedures. See also Appendix C. 

Key findings of the air quality, noise levels, and light pollution analyses include the following: 

	 The localized level of MSAT emissions for the preferred alternative could initially be higher relative 
to the No‐build alternative, but this would be offset into the future due to increases in average 
traffic speeds by reduced congestion (MSAT emissions drop with better free‐flow traffic operations). 
MSATs will be lower in those locations where traffic shifts away from homes and businesses. 
As shown in Appendix C, USEPA’s vehicle and fuel regulations, coupled with fleet turnover, will over 
time result in substantial MSAT reductions that, in almost all cases, will cause future region‐wide 
MSAT levels to be significantly lower than today. 

	 Both carbon monoxide and PM2.5 concentrations would be well below the National Ambient Air 
Quality Standard (NAAQS) exceedance criteria. 

	 Analyses led to a finding that the project is not a “Project of Local Air Quality Concern” with respect 
to PM2.5. 

	 For the preferred alternative, the change in noise levels would be between a decrease of 10 dBA and 
an increase of 6 dBA in the west segment, and a decrease of 9 dBA to an increase of 5 dBA in the 
east segment. 

	 Noise barriers were found to be feasible and reasonable at five locations associated with the 
preferred alternative. A final decision on the installation of noise abatement measures will be made 
upon completion of the project’s final design and through the public involvement process, which will 
solicit the viewpoints of residents and property owners benefited by the construction of the feasible 
and reasonable noise barriers. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

	 Lighting of the existing freeway is in the median and lighting in the reconstructed freeway is 
expected to remain in the median. Therefore, no additional light pollution is anticipated. If lighting is 
placed on the outside of the freeway, light pollution can be limited by shielding the light. The lights 
can be shielded on the neighborhood side to limit the amount of light that enters adjacent 
neighborhoods. WisDOT will study this in more detail during final design. 

28. There is no attempt to quantify the greenhouse gas (GHG) increases that would occur as a result of 
the project. 

Quantifying GHG emissions are best evaluated at a regional, or larger, scale where significant policies 
affecting GHG are most effectively quantified. Project level analyses of GHG are not required, in part 
because the available analysis tools are not sensitive to meaningful project level differences among 
alternatives. However, the Draft EIS acknowledges the potential for GHG. And as the indirect effects 
analysis points out, induced travel resulting from the Modernization Alternatives is not expected to 
substantially increase in a region with a mature transportation infrastructure that already provides a 
high degree of accessibility, and limited travel time savings in a corridor with established land use 
patterns. 

Draft and Final EIS Sections 3.20 (Air Quality), 3.28 (Indirect Effects), and 3.29 (Cumulative Effects) each 
touch on emissions and health standard issues, focusing on those that are more reliably modeled and 
quantified at the project level. 

29. The Draft EIS argues that capacity expansion will increase vehicle speeds and thus reduce emissions, 
but increasing freeway speeds can actually increase emissions. 

USEPA’s MOVES model is the basis for all air quality analysis, whether it is regional, local corridor, or 
hotspot. The emission rates from the MOVES model for hydrocarbon, carbon monoxide, nitrous oxide, 
VOCs, and PM2.5 are all speed dependent. Even though the emissions from light‐duty gas vehicles, light‐
duty diesel vehicles, medium‐duty diesel vehicles, heavy‐duty diesel vehicles, and urban buses vary, the 
general trends are very similar. From 0 mph through approximately 25 mph, all emission rates drop 
significantly as average speeds increase. Except for nitrous oxide, the emission rates continue to drop 
through 60 mph. Light‐duty gas vehicles and light‐duty diesel vehicles show an increase in emissions as 
speeds approach 75 mph, significantly higher than normal free‐flow speeds on an urban freeway. 
Medium‐duty and heavy‐duty trucks and urban buses continue to see flat or gradual reductions in 
emissions above 50 mph. 

Therefore, reduced congestion reduces overall emissions. The MOVES model accounts for potential 
increase in average speeds. 

30. Why didn’t WisDOT complete a Health Impact Assessment as is done in other states? 

WisDOT and FHWA met with a number of stakeholders, including UWM Children’s Environmental Health 
Center and others who were specifically concerned with this issue. Health Impact Assessments are not 
required by NEPA or the Clean Air Act. Although Health Impact Assessments are not required, the Draft 
and Final EIS assess air quality, water quality, noise, and socioeconomic impacts. While that information 
was not prepared under the title of a “Health Impact Assessment,” it was included into the Draft EIS for 
review and comment. All of these components are part of a Health Impact Assessment and can help 
inform transportation planning and decision‐making. 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

31. The Draft EIS mentions minimization of impacts to wildlife as: “Alternatives were designed to stay 
within existing right‐of‐way as much as possible to minimize the impact on wildlife along the I‐94 
corridor. No mitigation measures were identified.” As part of a massive highway rebuild project, it 
would seem that solutions for incorporating wildlife passage and minimizing vehicle‐animal collisions 
is warranted, not only for the sake of wildlife but for the sake of drive safety. 

While wildlife is present along portions of the corridor, the project lies within a heavily developed and 
urban setting. As part of the crash analysis performed for the project, WisDOT reviewed 5 years’ worth 
of data and determined that there were zero recorded vehicle/animal crashes reported in the corridor. 
The corridor is fully fenced and has crash barriers along all shoulder edges, and will remain so after 
reconstruction is complete. 

Following reconstruction, the preferred alternative will pass over the Menomonee River, as it does 
today. Similar to the current configuration, no piers or other obstructions will be placed in the water. 
With MMSD’s ongoing project to remove concrete lining and replacing it with vegetated side slopes, a 
more natural pathway for animal movement and safe passage is being provided. 

32. The Draft EIS states that WisDOT may evaluate a “first flush” system to address stormwater that runs 
off the freeway that was used to minimize overflows and clean runoff as part of the Marquette 
Interchange project but there are no commitments… First Flush treatment should be a part of any 
project that discharges into the combined sewer. 

The Marquette Interchange lies within MMSD’s combined sewer service area and very close to the 
Menomonee River. It was a unique opportunity to link stormwater infrastructure for that project to 
MMSD’s deep tunnel system using the first flush concept. Such is not the case with the I‐94 project, 
which is located further west and also lies partially outside of the MMSD deep tunnel system. The first 
flush concept in the combined sewer service area is that the initial run‐off from the road during a 
rainfall, which washes accumulated dirt and pollutants off the road, goes to the deep tunnel system. It is 
then treated at MMSD’s sewage treatment plants before it is discharged into Lake Michigan. The 
stormwater collection system is designed so that, after the first flush of run‐off from the road, the 
cleaner run‐off that follows discharges directly to the nearest outfall to a stream, which saves space in 
the deep tunnel system and reduces the risk of a combined sewer discharge. 

The portion of I‐94 east of about 38th Street is in the combined sewer service area. This segment of I‐94 
is several hundred feet from the Menomonee River, whereas the Marquette Interchange passes directly 
over the Menomonee River in the combined sewer service area. Although there are more challenges to 
implementing the first flush system on the I‐94 East‐West Corridor than there were on the Marquette 
Interchange project, WisDOT and FHWA are committed to working closely with MMSD, WDNR, and 
other stakeholders during subsequent project phases (as has been done on other Southeast Wisconsin 
Freeway system and non‐freeway projects in the vicinity) to determine a wide range of stormwater 
handling and outfall solutions and elements. Further discussions about the potential application of a first 
flush concept for at least some of the corridor will be held with MMSD and DNR during the project’s 
final design phase. 

Wisconsin Administrative Code NR 151.24 and Chapter Trans 401 requires highway reconstruction and 
non‐highway redevelopment, by design, reduce to the maximum extent practicable, the Total 
Suspended Solids load by 40 percent, based on an average annual rainfall, as compared to no runoff 
management controls. 

During the study phase of this project, WisDOT determined potential locations for stormwater 
management practices to manage the Total Suspended Solids removal and the 2‐year peak discharge for 
the overall project. These locations and designs will be developed along with the future project phases 
to ensure compliance with WDNR regulations (see Section 3.11.3 of the Final EIS). 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

33. There is very little consideration made to minimize indirect or cumulative negative impacts to water 
quality and increased flooding potential from this I‐94 expansion project alone, as well as in concert 
with the Zoo Interchange and Marquette Interchange reconstruction projects. All the stormwater 
runoff from these projects is going to the lower Menomonee River and its tributaries (the latter 
largely from the Zoo Interchange project), and there is little information provided about how this 
runoff would be treated to minimize impacts on the river itself, as well as downstream residents such 
as Falk Corporation that keeps adding to its flood wall every few years to deal with increased flow. 

As discussed in Section 3.11.2 of the Draft and Final EIS, the preferred alternative will increase pavement 
area, resulting in an increase in stormwater runoff. The I‐94 East‐West Corridor project will include a 
number of elements that will not only address impacts resulting from this project, but will improve 
stormwater handling from the conditions seen due to past actions. 

In regards to treating runoff to minimize impacts to the Menomonee River, Section 3.11.3 of the Draft 
and Final EIS presents a long list of potential BMP options that WisDOT and FHWA will investigate for 
inclusion into the project during future design phases. WisDOT and FHWA are committed to complying 
with state statutes and regulatory requirements, and to coordinating with MMSD and other 
stakeholders with regard to the implementation of various BMP elements. Unique strategies that will be 
investigated include use of the Marquette Interchange’s first flush element (See response to comment 
number 32), use of permeable pavements in selected locations (for example, Miller Park parking lots), 
and retention/detention ponds. This will be finalized during the project’s final design phase in 
coordination with DNR and MMSD. 

Section 3.28.4.6 of the Draft and Final EIS discusses the indirect effects of the preferred alternative on 
natural resources, which includes water quality and flooding potential. This section notes the increase in 
the impervious surface could indirectly affect areas downstream from the Menomonee River by 
increasing the volume of stormwater runoff to the river. The section notes that WisDOT and FHWA are 
investigating retention/detention basins to manage stormwater from the preferred alternative. The 
retention/detention ponds would also improve water quality by allowing solid pollutants (sand, grit, 
etc.) to settle out of the water before it flows into storm sewers or streams. 

Section 3.29.2.2 of the Draft and Final EIS discusses the cumulative impact of the project and other past, 
present, and reasonably foreseeable actions (noted in Section 3.29.1.4 of the Draft and Final EIS) on 
surface water and water quality. This includes the Marquette Interchange and Zoo Interchange projects 
referenced in the comment. WisDOT and FHWA believe that implementing best management practices 
for stormwater control under the preferred alternative can mitigate the direct effects of existing and 
increased stormwater runoff, which reduces the cumulative effects of past projects and other 
reasonably foreseeable future roadway projects. These measures would include stormwater retention, 
with a focus on stormwater quality, but have and would have a secondary benefit of managing 
stormwater volume. 

34. The Draft EIS, at pages 3‐25 to 3‐28 (pages 3‐33 to 3‐37 in the Final EIS), admits that businesses will be 
lost if capacity is expanded, but then claims that eliminating businesses does not have an adverse 
impact. 

Alternatives were designed to stay within existing right‐of‐way as much as possible to minimize the 
impact on surrounding residential, commercial, and industrial properties. Where it was not possible to 
avoid properties, acquisition and relocation would be in accordance with the Uniform Relocation and 
Assistance and Real Property Acquisition Policies of 1970, as amended. Both WisDOT and FHWA have 
worked with potentially displaced businesses to best understand their business model, employee base, 
access needs, and other factors and have collaborated with each to identify replacement locations that 
will eliminate or minimize any adverse impacts to their continued viability. 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

Draft and Final EIS Section 3.6.4 discusses the analyses completed related to the 10 commercial 
relocations for the preferred alternative. While relocations will occur, WisDOT and FHWA found that 
there are a large number of available relocation building and parcel opportunities within the City of 
Milwaukee. Planned redevelopment within the study corridor (in the Menomonee Valley, along 
Wisconsin Avenue, 27th and 35th Streets, and elsewhere within Avenues West and on the south side of 
the Valley) offers opportunities for the displaced businesses to relocate in the immediate vicinity of their 
existing locations. The preferred alternative avoids INTEC, the largest employer of those businesses that 
could have been relocated under any of the alternatives. 

35. The Draft EIS failed to adequately consider—or seek to avoid—the adverse “sprawl” effects of the 
project. 

WisDOT and FHWA have coordinated closely with SEWRPC, the official planning agency for southeastern 
Wisconsin, throughout the study process. SEWRPC’s principal responsibility is to prepare an advisory 
comprehensive plan for the physical development of the region, including a regional land use plan, 
which is the basis of all other plan elements, including transportation. SEWRPC conducts regional 
planning under the guidance of various technical coordinating and advisory committees with 
representatives from state and federal agencies; local planning, transportation, and public works 
departments; transit providers and service groups; private utilities; and environmental organizations. 
Implementing plan recommendations, including the determination as to how much they are 
implemented, and determining the degree of implementation is the responsibility of local, state, or 
federal governments based on additional planning, programming, and engineering/environmental 
studies, such as those conducted by WisDOT. SEWRPC’s 2035 regional transportation plan recommends 
the following for the I‐94 East‐West Corridor: 

 Expand I‐94 from 6 to 8 travel lanes (4 lanes in each direction) through the entire study area 

Thus, the preferred alternative is consistent with the SEWRPC regional plan. 

The indirect and cumulative effects analysis conducted for the Draft and Final EIS (Sections 3.28 and 
3.29) included an extensive review and assessment of potential land use changes for a secondary study 
area composed of Milwaukee and Waukesha counties. The secondary study area was established to 
consider potential intraregional land use changes that could occur as a result of this project’s actions, as 
well as other past, present, and future transportation projects. 

The indirect and cumulative effects analysis involved an extensive review of land use and demographic 
trends for the study area and considered local comprehensive plans and local development decisions. 
Land use, transportation, and housing plans prepared by SEWRPC were used extensively to provide the 
regional context for the analysis. In addition, stakeholder meetings and a focus group meeting were 
conducted to supplement the data analysis step and to obtain feedback on the conclusions of the 
analysis. 

In regards to the project’s potential to induce sprawl, the analysis determined that the proposed new 
travel lanes (and other future I‐94 expansion projects) would improve mobility between Milwaukee and 
Waukesha counties and could facilitate additional residential development in Waukesha County by 
making it easier for people to work in downtown and other places in Milwaukee County and live in 
Waukesha County. A growing population would, in turn, encourage additional commercial and industrial 
development in Waukesha County. However, the magnitude of induced development in Waukesha 
County is not expected to be substantial compared with existing conditions or the anticipated 
development levels of the 2035 regional land use plan. While the original construction of I‐94 greatly 
improved accessibility to Waukesha County and most likely helped to facilitate the spread of 
development along the I‐94 corridor in the county, the addition of new travel lanes is expected to have a 
much smaller land use effect for the following three main reasons: 

6‐33 



   

                                
              

                              
                               

    

                          
                             

                        

                               
                             
                               

                             
                           

                           
                             

                             
                             

    

                       
                               

                             
   

                          
                         

                         
                               
                           

                           
        

                    
                       

                             
                                 
                                 

                       
                         

                      
                               

                           
                               
                               

                             
                               

                             
                             

                       
 

I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

	 I‐94 is an existing freeway corridor that is part of a mature regional transportation system that 
already provides a high degree of accessibility. 

	 Travel‐time savings during peak travel periods is not expected to be great enough to substantially 
change regional land use patterns or to substantially shift development from one area of the region 
to another. 

	 Land use patterns and development have already established themselves around I‐94 and other 
transportation corridors in the region. Because so much development has occurred, it is difficult to 
distinguish the role of the freeway from other factors that influence development. 

Although the preferred alternative is not expected to cause a substantial change in secondary study area 
land use trends, the study team recognizes that transportation and land use are inherently connected 
and that the low‐density development patterns that have been prevalent in the U.S. (and in the 
Milwaukee metropolitan area) over the past 60 years have affected the ability to provide cost‐effective 
transit services (USEPA 2013). A lack of transit access affects the ability of lower‐income, transit‐
dependent populations in the City of Milwaukee to obtain employment, and it concentrates poverty 
within central city neighborhoods. The spatial mismatch between workers and jobs is a complex issue 
that is affected by a lack of workforce housing outside Milwaukee County, constrained local transit 
funding sources, and the fact that Wisconsin legislation limits WisDOT’s ability to provide capital funding 
for transit. 

The indirect and cumulative effects analysis discusses potential mitigation measures and identifies 
responsible agencies that could address the land use effects resulting from adding new travel lanes for 
the secondary study area. These measures would also help address the spatial mismatch. They include 
the following: 

	 Freeway Project‐related Measures. WisDOT has the ability to coordinate with local transit providers 
and select freeway reconstruction alternatives that could benefit transit or not preclude future 
transit options. Freeway improvements would also benefit existing freeway flyer services and would 
benefit any future transit services that may operate along the freeway. In addition, WisDOT has the 
ability to mitigate impacts to transit service during construction, and will likely provide traffic 
mitigation funding for this project. These mitigation measures will be evaluated and decided during 
the final design phase. 

	 Regional Transit Implementation‐related Measures. According to SEWRPC, if the transit 
components of the 2035 regional transportation plan were implemented, many major employment 
centers that are not currently served by public transit would become accessible for people without 
access to a car. However, SEWRPCs transit vision has not been realized, and the amount of transit 
service in Southeastern Wisconsin as of 2012 has declined since the 2035 plan was adopted in 2006. 
Local governments (i.e., Milwaukee County and Waukesha County) and transit service providers 
(i.e., MCTS and Waukesha Metro) are the agencies responsible for implementing these measures. 

	 Transit Funding‐related Measures. The transit expansion recommendations in the 2035 regional 
transportation plan were based on the assumption that state legislation would be passed to create a 
local dedicated transit funding source and that a renewal of adequate annual state financial 
assistance to transit would be provided as part of the state biennial budget. The plan also 
recognized that the transit plan would benefit from the creation of a regional transit authority (RTA). 
Attempts have been made at the state legislature in recent years to establish dedicated transit 
funding and RTAs, but these attempts have either failed to pass the legislature or were subsequently 
rescinded. Transit funding will continue to rely on existing local, state, and federal funding sources. 
As noted in the response to comment 9, WisDOT has committed to financially participate in 
Milwaukee County’s BRT study between downtown Milwaukee and the Milwaukee Regional Medical 
Center. 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

	 Housing‐related Measures. Local government consistency with SEWRPC recommendations in the 
2035 regional housing plan could help to address the existing and projected jobs/housing balance. 
Progress towards achieving the recommendations in the SEWRPC housing plan is complicated by the 
fact that SEWRPC is an advisory agency. Local governments would need to make substantial changes 
to local land use plans and zoning regulations to increase the region’s supply of housing that is 
available to workers. 

	 Land Use‐related Measures. Local government consistency with the SEWRPC 2035 Regional Land 
Use Plan would help the region develop in a more compact manner that can support transit. 
Because land use is under the jurisdiction of local governments, the 2035 regional land use plan 
recommendations primarily must be implemented by local governments in the region. 

36. There is a long history of adverse impacts of government projects, including transportation projects, 
on minority populations. FHWA explicitly states that the agencies are to consider the “history of 
impacts from governmental projects on a particular minority group or community in the project area.” 
The Draft EIS fails to undertake that kind of analysis, and in particular fails to undertake that analysis 
with reference to the profound segregation and discrimination in the region. The Draft EIS failed to 
adequately consider or seek to avoid, minimize, and ensure mitigation of the cumulative effects on 
persons of color. 

Section 3.9, Environmental Justice, of the Draft and Final EIS analyzes the impacts of the project on 
minority populations and low‐income populations. More specifically, Section 3.9.4.2 of the Draft EIS 
(Section 3.9.4.6 of the Final EIS) discusses the cumulative impacts of this project and past, present, and 
other reasonably foreseeable projects on minority populations and low‐income populations. 

Section 3.9.3, Coordination with and Participation of Minority Populations and Low‐income Populations, 
of the Draft and Final EIS highlights the efforts made to engage environmental justice populations on 
this project. WisDOT and FHWA actively sought and received the engagement of a broad cross‐section 
of minority community leaders, business people, residents, and other interests as part of the study, 
including throughout the public involvement process and indirect and cumulative effects analysis 
(interviews, panel review/discussions, and other coordination). This cross section included highly 
engaged and participatory members of the African‐American, Hispanic, low‐income, and other minority 
communities throughout the project corridor. Their feedback on the effects and impacts of historical 
projects, as well as on the freeway reconstruction project being studied, were carefully documented and 
considered throughout the study process. 

Draft and Final EIS Section 3.29 discusses the analysis and outcomes of the study’s cumulative effects 
study. WisDOT and FHWA employed all current requirements and technical guidance in the conduct of 
the cumulative effects analysis. In most cases, transportation planning is done in concert with land use 
planning, both at the local and regional levels. Decisions regarding land use (development, 
redevelopment, conversion/rezoning, etc.) are made almost strictly at the local level. Those decisions 
and plans are then communicated to regional planners, and models are run to anticipate demand 
trends, locations, and patterns. Various other plans (housing, employment, transportation, and others) 
are then built off the demands created by such existing and planned development. In some instances, 
real‐time land use decisions differ from those planned and, as a result, housing, employment, and 
transportation plans and projects are then modified to address those changes. WisDOT and FHWA, in 
concert with SEWRPC, continue to rely on locally developed and implemented land use plans and 
actions to identify potential projects to respond to that existing and modified demand. Redevelopment 
plans for historically segregated and disadvantaged areas of the study corridor and region are 
monitored, updated, and modeled with respect to the identification of needed transportation 
improvements. Collaboration and responsiveness to those plans, and any changes between those plans 
and related actions, is ongoing and dynamic. WisDOT and FHWA engaged regularly with local 
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responsible municipalities and regional planners in developing alternatives that are responsive to 
current and future demands. 

Public Involvement 
37. The open house public involvement meetings from which information was solicited (Draft and Final 

EIS Sec. 5.1.2) inevitably excluded many residents – especially and disproportionately lower‐income 
and minority residents—due, for example, to language and literacy barriers, difficulties understanding 
how to participate in decision making processes, lack of access to information, and transportation, 
work, and child care barriers that preclude them from attending public meetings… only a tiny 
percentage of other outreach activities were directed to communities of color and low income 
communities, and even fewer were directed at minority and low income residents of the corridor. 

WisDOT and FHWA were inclusive during the project’s study phase by developing and implementing a 
diverse and multi‐faceted public involvement program. The project team met with minority residents, 
minority neighborhood groups, as well as minority business leaders, professional organizations, 
institutions, and many others throughout the study. The meetings were scheduled to coincide with the 
stakeholder’s availability and timing requests, and many were conducted in “off hours” (early mornings, 
evenings, weekends, etc.). 

See Draft and Final EIS Section 3.9.3 for a discussion specific to the coordination completed with 
disadvantaged (environmental justice) groups and individuals. WisDOT implemented the following 
coordination: 

	 Public meetings were held in a number of neighborhoods along the entire project corridor, including 
the following: Bluemound Heights, Story Hill, Merrill Park, Clarke Square, Silver City, Avenues West, 
and others. Interpreters (Spanish, Hmong, and sign‐language) were offered for meetings, and were 
present at several. Some meeting were organized by WisDOT, others were organized by 
neighborhood and community groups. Meeting organizers were encouraged to invite WisDOT to 
present on project progress at whatever frequency and duration they desired and requested. 

	 Meeting notices and other information were posted in both English and Spanish on the project 
website. 

	 Newsletters were published in both English and Spanish. 

	 Public involvement meetings and the public hearing were advertised in local publications, such as 
the Community Journal (an African‐American newspaper), Milwaukee Courier (an African‐American 
newspaper), Milwaukee Times (an African‐American newspaper), Spanish Journal (a Spanish‐English 
bilingual newspaper), and El Conquistador (a Spanish‐language newspaper). 

	 Public involvement meetings were held at Marquette University High School, located at the corner 
of 35th Street and Wisconsin Avenue. The surrounding Merrill Park neighborhood contains a high 
percentage of minority and low‐income residents. According to 2010 census data, the four census 
tracts closest to Marquette University High School have between 29 and 61 percent of residents 
living in poverty, and the minority population percentage of those four tracts combined is 
83 percent. WisDOT selected this location given both its proximity to the project and to those 
communities, residents, and businesses most reflective of the surrounding economic and social 
environment. Convenient access to minority and low‐income populations was a primary factor in 
selecting meeting locations. The Merrill Park Neighborhood Association uses Marquette University 
High School for its neighborhood meetings, and neighborhood residents are used to going to the 
school for meetings. 

	 All public involvement meeting and the public hearing locations are on MCTS bus routes. Bus stops 
are located in front of each meeting location. 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

	 Project information was shared by e‐mail and web posting, but also through more traditional, 
non‐electronic (paper‐based) means, including mailings and literature drops at businesses in the 
corridor and at other public places (city halls and libraries). 

	 The Draft EIS availability period was significantly extended (to 74 days from the standard 45 to 
60 days per 23 CFR 771.123(i)) to solicit as much feedback as possible. 

	 In November 2014, WisDOT held an evening public meeting to discuss the I‐94 East‐West Corridor 
study co‐sponsored by the Milwaukee Urban League at the WDNR offices located on the corner of 
Dr. Martin Luther King, Jr. Drive and North Avenue in the City of Milwaukee. 

See Draft and Final EIS Sections 5.1 and 5.2 and Final EIS Section 6.5 for a full listing of the meetings 
conducted with various technical and community stakeholder groups and individuals. 

38. How does WisDOT take public comments into consideration when determining the preferred 
alternative? 

Public and local government input is an important factor in WisDOT and FHWA’s decision making 
process. Comments received throughout the study, including during the public availability period on 
the Draft EIS, factored into WisDOT and FHWA’s decision not only on the preferred alternative but also 
on specific elements included in the preferred alternative. 

Public input during the study was roughly split on the At‐grade alternative and the Double Deck 
alternative. During the Draft EIS public availability period, public input was heavily opposed to the 
Double Deck alternative. WisDOT and FHWA subsequently identified the At‐grade alternative as the 
preferred alternative. 

Early in the study process, WisDOT considered closing the 35th Street and Hawley Road interchanges 
with I‐94 and consolidating the 68th Street/70th Street interchange to either 68th or 70th Streets. Based 
on public input opposing closing interchanges, WisDOT and FHWA decided to leave the interchanges in 
place (the Hawley Road interchange would be a half interchange under the preferred alternative rather 
than completely closed). 

Safety 
39. What is the importance of using 12‐foot lanes as a safety improvement versus 11‐foot lanes? The 

NCHRP report, Synthesis 330: Public Benefits of Highway System Preservation and Maintenance 2013, 
indicates that, “Narrower lane widths (less than 11’) can be used effectively in urban arterial street 
improvement projects where the additional space can be used to relieve traffic congestion or address 
specific accident patterns.” 

As the question points out, the referenced NCHRP report pertains specifically to urban arterials, and not 
to urban freeways/interstates. Synthesis 330 approaches and solutions might apply to streets like 
Bluemound Road, Wisconsin Avenue, Greenfield Avenue, National Avenue, 27th, 35th, 68th, and 
70th streets. Narrowed lanes and other features are acceptably safe in environments with lower‐speed 
operations, such as city streets. The 11‐foot lanes in the preferred alternative for a short distance along 
I‐94 is a compromise between safety and design improvements and the significant impacts that 12‐foot 
lanes would incur upon adjacent cemeteries and a National Historic Landmark. 
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40. I‐94 expansion will cause driving speeds to increase and, therefore, decrease safety. Nowhere does 
the Draft EIS consider the possibility of modestly reducing the speed limit on this corridor (either 
during rush hour or at all times), and/or increasing speed limit enforcement to improve safety and 
reduce the effects of design deficiencies? 

I‐94 is an Interstate Highway, falling under the jurisdiction of FHWA. It serves a combination and broad 
mix of national, regional, statewide, and local traffic. Federal design guidelines (AASHTO 200514]) 
include a Geometric Control and Criteria requirement that Interstate Highways in urban areas be posted 
for safe operations at no less than 50 mph. It should be noted that I‐94 is currently posted at 50 mph 
from Yount Drive at Miller Park east to the Marquette Interchange, and it is expected that the posted 
50‐mph speed limit will remain following reconstruction. 

As noted in Section 1.3.3 of the Draft and Final EIS, the most common types of crashes on the study area 
freeway system are primarily attributable to traffic congestion and obsolete design (minimal shoulders, 
sharp curves, substandard ramp spacing, presence of both left‐ and right‐hand entrance and exit ramps, 
and short weaving distances are examples), and not to excessive speed. Rather, speed differentials (due 
to merging and diverging, acceleration and deceleration due to short weaves and congestion, etc.) 
contribute to increased crashes and crash severity. The preferred alternative improves safety by 
reducing speed differential by increasing acceleration and deceleration lengths, providing right‐hand exit 
and entrance ramps, and longer weave distances. In addition, added capacity provides a consistent 
higher level of service and reduces speed differential as a result of congestion. 

The number of crashes within the limits of the Marquette Interchange reconstruction corridor have 
dropped 48 percent overall, and by over 60 percent for severe crashes since modernization was 
completed. The speed limit was not changed as part of the Marquette Interchange reconstruction. 

Regarding speed‐limit enforcement, WisDOT supports a regular and visible presence for law 
enforcement in the corridor. However, such enforcement falls to county and/or local agencies in 
Milwaukee County. WisDOT regularly coordinates with the agencies to discuss high‐crash locations and 
enforcement strategies and techniques. 

41. It is unfair to apply statewide urban freeway crash averages to this corridor for comparison purposes 
as urban freeway crash rates are much lower in less populous areas of the State than the Milwaukee 
area. 

WisDOT and FHWA looked at both Wisconsin‐specific and nationwide crash statistics, trends, and causes 
as part of the analysis completed for this project. They found a number of similarities between the 
safety performance of I‐94 in this corridor to that found along other Milwaukee‐area freeways (I‐894 
and US 41/45), I‐43 and WIS 172 in Green Bay, the Madison Beltline, and in urban settings around the 
Midwest and the U.S. Comparing the I‐94 East‐West Corridor crash history to the average crash rate of 
similar freeways within the Large Urban Freeway classification is a valid comparative tool, and is the 
WisDOT standard practice in evaluating all highway projects in the state (WisDOT FDM 3‐15‐25 
Reports15). 

As a result, the analysis was deemed appropriate and acceptable to help establish reasonable safety 
performance criteria for use in developing the project’s purpose and need statement, and then in 
assessing each alternative’s ability to improve safety performance. The crash analysis also indicated 
that, in total, there are 18 mainline I‐94 East‐West Corridor segments greater than the statewide crash 
rate. It is important to note that the analysis focused on crash rate rather than on the number of 
crashes. Subsequently, WisDOT performed an analysis of the large urban freeway crash rates in 

14 https://bookstore.transportation.org/collection_detail.aspx?ID=136 

15 http://wisconsindot.gov/Pages/doing‐bus/eng‐consultants/cnslt‐rsrces/rdwy/fdm.aspx 
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Milwaukee County and determined that the total Milwaukee County Large Urban Freeway approximate 
crash rate is much greater than the total statewide average crash rate. Also, the approximate total 
statewide crash rate, without including Milwaukee County data, is significantly lower. WisDOT compared 
the Milwaukee County large urban freeway crash rate to the I‐94 East‐West Corridor segments, and 
there are 16 mainline I‐94 East‐West Corridor segments greater than the Milwaukee County average 
crash rate. 

With either comparison, there are several segments of the I‐94 East‐West Corridor that greatly exceed 
average crash rates for similar freeways, which definitively demonstrates a transportation improvement 
need. 

42. For the At‐grade alternative, will there be any sort of warning signs/flashing lights to warn drivers of 
the narrow lanes and lack of shoulder? 

Narrow lanes and shoulders generally result in an increase in crashes; however, the 11‐foot lane 
segment is short (30 feet), with transitions to 12‐foot lanes on each end. This segment would have 
narrow shoulders for approximately 1,300 to 1,400 feet. There are many operational and safety 
elements that will be evaluated and considered with the At‐grade alternative. Some of the mitigation 
strategies for both lane and shoulder widths are aimed to enhance the driver’s ability to stay within the 
lane and include advanced warning signs to warn drivers in advance of the 11‐foot lanes and narrow 
shoulders. 

Additionally, dynamic traffic management tools to warn drivers of closed lanes (as a result of a crash, 
snow removal, or closing a lane for people leaving an event at Miller Park, for example) in the narrow 
segment and other tools like reflectors or reflective panels on the center median barrier wall and the 
outside barrier wall to help drivers see the change in roadway geometry will be investigated in final 
design and implemented as appropriate. 

6.5	 Additional Public Involvement and Agency Coordination 
Activities 

After the Draft EIS was approved in November 2014, WisDOT continued to meet with local governments, 
resource agencies, and other project stakeholders. 

6.5.1	 Community Advisory Committee 
As noted in Section 5 of the Draft and Final EIS, the Community Advisory Committee (CAC) was established 
to assist the study team in identifying and understanding project purpose and need issues, developing and 
evaluating alternatives, evaluating impacts, and sharing project information with other community interests. 
The CAC includes representatives from neighborhood groups and associations, schools/colleges, local 
officials, chambers of commerce, civic associations, business interests, cemetery associations, VA, Miller 
Park Stadium District, and Girl Scouts of America. 

One CAC meeting was held following the release of the Draft EIS. On November 19, 2014, the study team 
provided the CAC a pre‐public hearing update and preview of what would be shown at the public hearing. 

6.5.2	 Project Website 
The project website is at http://wisconsindot.gov/Pages/projects/by‐
region/se/94stadiumint/default.aspx. The project website was continually updated following the release 
of the Draft EIS to keep the public up‐to‐date on the project. The website included files containing the Draft 
EIS, information on how to provide comments during the Draft EIS availability period, all materials provided 
at the public hearing, and announcement of the identified preferred alternative. 
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I-94 EAST-WEST CORRIDOR STUDY FINAL EIS 

6.5.3 Other Public Outreach Activities 
In addition to the public hearing, the study team continued to participate in local neighborhood meetings 
and other meetings to inform interested parties about the I‐94 East‐West Corridor study. Key outreach 
activities included the following`: 

November 3, 2014—Meeting with Bluemound Heights Neighborhood; reviewed the alternatives that 
remained under consideration. 

November 5, 2014—Meeting with Johnson’s Woods Neighborhood; reviewed the alternatives that 
remained under consideration. 

November 10, 2014—Meeting with INTEC; discussed the alternatives that remain under consideration. 
INTEC is prepared to move if need be. INTEC noted that its staff has specialty skills and would likely stay with 
company if it moves. 

November 12, 2014—Meeting with Honey Creek Neighborhood; reviewed the alternatives that remained 
under consideration. 

November 13, 2014—Public meeting co‐sponsored with Milwaukee Urban League held at the WDNR 
Southeast Region headquarters on North Avenue and Dr. Martin Luther King, Jr. Drive. WisDOT gave a 
presentation on the project’s limits, purpose and need, schedule, alternatives considered, and the upcoming 
public hearing. The presentation was followed by questions/comments from attendees. The three‐
dimensional scale models of the Double Deck and At‐grade alternatives were on display at the meeting. The 
WisDOT project team was available to answer questions during the meeting. 

November 18, 2014—Meeting with Brewers and Stadium District representatives; reviewed the alternatives 
that remained under construction, including the relocated Mitchell Boulevard interchange (connecting to 
Yount Drive or connecting to the new road referred to as 46th Street). The meeting also included a discussion 
on the location of the ATC electrical substation that needs to be relocated. 

November 18, 2014—Meeting with Layton Boulevard West Neighbors/Avenues West/Menomonee Valley 
Partners; reviewed the alternatives that remained under consideration as part of the Draft EIS and 
presented a three‐dimensional visualization. 

November 19, 2014—Meeting with Badger Truck; reviewed the alternatives that remained under 
consideration. Badger Truck representatives noted that it would need a 6‐ to 8‐acre site at which to 
relocate. 

November 20, 2014—Meeting with Johnson Controls Inc.; reviewed the alternatives that remained under 
consideration. 

November 21, 2014—Meeting with Hunger Task Force; reviewed the alternatives that remain under 
consideration. The WisDOT team answered Hunger Task Force questions about the remaining alternatives 
including length of construction, height of potential Double Deck structure, and impacts of the At‐grade 
alternative. 

December 2, 2014—Meeting with the Waukesha Business Alliance; reviewed the alternatives that remained 
under consideration. 

December 16, 2014—Meeting with Milwaukee Brewers; provided update on design study efforts pertaining 
to the Stadium Interchange. 

January 8, 2015—Letter from Potawatomi Hotel and Casino with two requests of the project: consider 
constructing a ramp from the 27th Street viaduct to Canal Street to serve as a mitigation route during 
construction, and install way‐finding signage for all destinations along Canal Street. 

January 14, 2015—Meeting with Business Improvement District #21; reviewed the alternatives that 
remained under consideration. 
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January 21, 2015—Meeting with Commercial Association of Realtors Wisconsin; reviewed the alternatives 
that remained under consideration. 

February 12, 2015—Project presentation at the WisDOT Southeast Region Utility Conference. 

February 19, 2015—Meeting with Hunger Task Force; reviewed the alternatives that remained under 
consideration. 

February 24, 2015—Meeting with Milwaukee Brewers and Stadium District; reviewed the Stadium 
Interchange alternative, traffic operations, and relocation of American Transmission Company substation 
near Miller Park. 

March 16, 2015—Meeting with Hunger Task Force (Attorney); discussed access changes at Hawley Road. 

March 23, 2015—Meeting with Brewers; discussed the Stadium Interchange design. 

March 24, 2015—Meeting with ACLU, NAACP, Milwaukee Innercity Congregations Allied for Hope (MICAH), 
and the Sierra Club; reviewed the preferred alternative and had discussion to better understand their 
opposition to the project. 

April 8, 2015—Meeting with TADI, Milwaukee Brewers traffic analysis representatives; discussed traffic 
volumes before and after games. 

April 17, 2015—Meeting with A‐C Equipment; discussed potential improvements to Washington Street. 

April 22, 2015—Meeting with Near West Partners16; reviewed the preferred alternative. 

April 24, 2015—Meeting with Milwaukee Brewers; discussed the Stadium Interchange design. 

April 27, 2015—Meeting with Story Hill Neighborhood Association; provided an update on the preferred 
alternative and project schedule. Discussion was focused on noise barriers, project funding, potential 
impacts to bluff and pedestrian path adjacent to Story Hill, and changes in access. 

May 4, 2015—Meeting with Avenues West; discussed the project status. 

May 8, 2015—Meeting with Brewers; discussed the Stadium Interchange design. 

May 18, 2015—Neighborhood meeting with West Allis businesses; reviewed the preferred alternative and 
mitigation strategies resulting from the changes at Hawley Road. 

May 26, 2015—Meeting with Milwaukee Brewers; discussed the Stadium Interchange design. 

July/August/September 2015—Meetings with all businesses that are identified as being displaced in the 
Draft and Final EIS. The purpose of the meetings was to gather information to supplement the 
environmental justice analysis in the Final EIS. Information solicited at the meetings included the number of 
employees and number of minority employees at each business, the extent to which low‐income or minority 
employees use the business, and whether the business could and would relocate within the same area if it 
were displaced as part of the project. The results of the interviews are documented in Section 3.9, 
Environmental Justice. 

October 20, 2015—Meeting with Marquette University, Avenues West and Menomonee Valley Partners to 
review the preferred alternative. 

November 10, 2015—Meeting with the City of West Allis and AC Systems; discussed potential 
improvements to Washington Street. 

16 Near West Side Partners, Inc., is an organization with a mission to revitalize and sustain the Near West Side as a thriving business and residential 
corridor through collaborative efforts to promote economic development, improved housing, unified neighborhood identity and branding, and 
greater safety for residents and businesses. The group includes some of the largest employers in the City of Milwaukee, including Aurora Health Care, 
Avenues West Association, Harley‐Davidson, Marquette University, MillerCoors, Potawatomi Business Development Corp., and Wiegand Enterprises, 
among others. 
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November 12, 2015—Meeting with Potawatomi Hotel and Casino; discussed the preferred alternative.
 

December 2, 2015— Meeting with Joy Global; discussed potential improvements to Washington Street.
 

December 10, 2015—Meeting with Allied Veteran’s Council to give a project overview.
 

December 11, 2015— Meeting with Toshiba; discussed potential improvements to Washington Street.
 

6.5.4 Coordination with Local Officials/Technical Advisory Committee 
As noted in Section 5 of the Draft and Final EIS, a Technical Advisory Committee (TAC) was established to 
assist the study team in identifying and understanding project purpose and need issues, developing and 
evaluating alternatives, evaluating impacts, and sharing project information with other community interests. 
The study team also continued to meet individually with local officials as needed during the course of the 
study. The meeting included the following: 

November 14, 2014—Meeting with Milwaukee County Department of Transportation to review the 
alternatives that remain under consideration. 

November 19, 2014—A TAC meeting was conducted to provide pre‐public hearing update and preview 
what will be shown at the public hearing. 

November 20, 2014—An Elected Officials Open House was held to update elected officials on the 
alternatives that remain under consideration and preview the public hearing. 

November 24, 2014—Meeting with City of Milwaukee to review the alternatives that remain under 
consideration. 

November 25, 2014—Meeting with City of West Allis to review the alternatives that remain under 
consideration as part of the Draft EIS and discuss a traffic study done for Johnson Controls Employees at the 
Renaissance Faire Building. 

December 3, 2014—Presentation to the Milwaukee County Board, Public Works, and Transit Committee 
regarding the remaining alternatives, including their costs, the public hearing, and the timeline for a 
decision. Following the presentation, a question‐and‐answer session with the supervisors in attendance was 
held. 

December 10, 2014—Meeting with Congresswoman Gwen Moore’s Office to review the alternatives that 
remain under consideration. 

January 30, 2015—Meeting with City of West Allis to discuss mitigation strategies pertaining to impacts 
caused by this project, especially the potential Hawley Road access changes. 

February 2, 2015—Meeting with Representative Goyke to review the alternatives that remain under 
consideration. 

February 10, 2015—Meeting with City of West Allis to discuss mitigation strategies pertaining to impacts 
caused by this project, especially the potential Hawley Road access changes. 

February 13, 2015—Meeting with City of West Allis to discuss mitigation strategies pertaining to impacts 
caused by this project, especially the potential Hawley Road access changes. 

February 23, 2015—Meeting with Representative Goyke to review the alternatives that remain under 
consideration. 

March 6, 2015—Meeting with City of Milwaukee to review the preferred alternative and discuss potential 
permanent and temporary traffic mitigation measures. 

March 17, 2015—Meeting with City of Wauwatosa to review the preferred alternative and discuss 
permanent and temporary mitigation measures. 
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March 20, 2015—Meeting with Village of West Milwaukee to review the preferred alternative and discuss 
permanent and temporary potential mitigation measures. The village was concerned with any additional 
traffic through the village caused by the removal of access to and from the east at the Hawley Road 
interchange. The village also informed WisDOT of upcoming roadway projects in the village. 

March 20, 2015—Meeting with City of West Allis to discuss mitigation strategies pertaining to impacts 
caused by this project, especially the potential Hawley Road access changes. 

March 30, 2015—Meeting with Alderman Murphy and the City of Milwaukee to review the preferred 
alternative, the project schedule, and potential mitigation strategies. 

April 28, 2015—Meeting with City of Wauwatosa Transportation Affairs to present project to committee. 

May 5, 2015—Meeting with Milwaukee County Transit System to discuss transit impacts and feasibility of 
BRT in the East‐West Corridor. 

May 6, 2015—Meeting with City of West Allis to discuss Washington Street extension as a permanent 
mitigation strategy. 

May 15, 2015—Meeting with Alderman Murphy and the City of Milwaukee to discuss the Stadium 
Interchange design. 

June 8, 2015—Meeting with City of West Allis to discuss Washington Street extension as a permanent 
mitigation strategy. 

June 22, 2015—Meeting with Village of West Milwaukee to discuss Washington Street extension as a 
permanent mitigation strategy. 

January 5, 2016 ‐Meeting with Milwaukee County Parks Department to discuss preliminary determination 
of de minimis impacts at Story Parkway related to the potential impacts of a noise barrier that may be built 
on Story Parkway property (See Appendix E, page E‐19). 

6.5.5 Cooperating and Participating Agencies 
January 13, 2015—Meeting with WDNR to provide Draft EIS technical clarifications. 

February 17, 2015—Conference call with VA National Cemetery Association to notify and discuss the press 
release announcing WisDOT’s and FHWA’s identification of the preferred alternative. The National Cemetery 
Administration committed to documenting its position that a low wall built along the south side of I‐94 
adjacent to Wood National Cemetery would allow it to agree that the At‐grade alternative is not an adverse 
impact on the Soldiers’ Home NHL and Historic District. 

March 20, 2015—Teleconference with WDNR to discuss stormwater overview. 

April 30, 2015—Meeting with VA Medical Center to review the preferred alternative and discuss possible 
traffic mitigation strategies. At the meeting, the VA Medical Center asked WisDOT to consider adding a 
right‐turn lane from westbound National Avenue to the VA campus entrance at General Mitchell 
Boulevard/47th Street. WisDOT had considered a right‐turn lane at this intersection as part of the National 
Avenue/Miller Park Way intersection improvements. The National Avenue/Miller Park Way intersection is 
one of the three local road intersections that would be improved under the preferred alternative to address 
increased traffic volumes as a result of the partial closure of the Hawley Road interchange. The new 
right‐turn lane would encroach upon the Soldiers’ Home NHL boundary and require 0.2 acre right‐of‐way 
acquisition. 

May 22, 2015—Meeting with VA Medical Center as a follow‐up to the April 30, 2015, meeting. WisDOT 
presented two options for providing a westbound right‐turn lane into the VA campus. The VA Medical 
Center preferred the option that maintained two westbound lanes on National Avenue to a point west 
of the General Mitchell Boulevard/47th Street intersection. 
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May 27, 2015—I‐94 East‐West study team attended the VA Medical Center’s quarterly Section 106 
consultation to jointly present the potential right‐turn lane on westbound National Avenue to the consulting 
parties (Wisconsin State Historic Preservation Office (SHPO), National Park Service, Advisory Council on 
Historic Preservation, Milwaukee Preservation Alliance). The consulting parties’ initial input was that the 
encroachment into the Soldiers’ Home NHL would not be an adverse effect under Section 106 or 110(f) of 
the National Historic Preservation Act. 

June 22, 2015—Meeting with VA to give an overview of the project to the VA Medical Center, VA Benefits 
Administration, and the new Wood National Cemetery director. Also discussed traffic mitigation strategies. 

September 18, 2015—Meeting with VA US ARMY Civil Affairs to give a project overview. 

6.5.6 Section 106 Consultation 
Following the release of the Draft EIS, coordination continued with the Section 106 Consulting Parties. Along 
with the coordination referenced previously in the section from the National Park Service and National 
Cemetery Administration, the National Trust for Historic Preservation submitted a letter on January 27, 
2015. The comments focused on the feasibility and prudency of the At‐grade alternative versus the Double 
Deck alternative. The National Trust believed the At‐grade alternative is both feasible and prudent; 
therefore, under Section 4(f), the At‐grade alternative should be the preferred alternative. The National 
Trust also believes that the At‐grade alternative should be the identified alternative under the requirements 
of Section 110(f) of the National Historic Preservation Act. 

A Section 106 consultation meeting was conducted on March 5, 2015. The meeting focused on discussion of 
WisDOT’s preferred alternative and the resulting design related issues that need to be coordinated through 
the Section 106 process during final design. The meeting also included discussion on the documentation of 
Section 106 consultation since the public hearing and schedules for a Programmatic Agreement, the NEPA 
process, and the Section 106 process. The preferred alternative discussion included details on mitigation 
efforts as a result of the reduced access at Hawley Road. The mitigation measures presently include the 
extension of Washington Street to connect 70th Street and Hawley Road and the improvement of six 
intersections near the Hawley Road corridor. Additional Section 106 coordination will be required and is 
ongoing for these added improvements that are outside of the EIS Area of Potential Effects. 
The Programmatic Agreement discussion resulted in sufficient information to develop the first draft of the 
Programmatic Agreement. 

A Section 106 consultation meeting was held on May 28, 2015, to discuss the Programmatic Agreement and 
an update on off‐interstate intersection improvements and the Washington Street extension. The off‐
interstate intersection improvements have been reduced to three intersections (from six reported at the 
March 5, 2015, meeting) as a result of coordination with the City of Milwaukee and City of Wauwatosa. 
WisDOT provided an update of the archaeological and historical resources reconnaissance surveys in the 
area of potential effect at each intersection and Washington Street. There is one National Register‐eligible 
building adjacent to the National Avenue/Greenfield Avenue intersection. WisDOT and the VA Medical 
Center discussed the proposed westbound National Avenue right‐turn lane into the VA campus at General 
Mitchell Boulevard. The consulting parties noted concern for preserving a “heritage tree” in the vicinity of 
the proposed right‐turn lane, but indicated that the right‐turn lane would likely not have an adverse effect 
on the Soldiers’ Home NHL. The right‐turn lane is outside the Soldiers’ Home Historic District boundary. 
Comments on the draft Programmatic Agreement were also discussed at the May 28, 2015, meeting. 

Since May 2015, FHWA and WisDOT have submitted three updated versions of the Draft Programmatic 
Agreement to consulting parties for their review and comment, addressing comments from each round of 
review. The third submittal of the Draft Programmatic Agreement to the consulting parties for their review 
and comment was September 11, 2015. The Section 106 consultation will culminate with the execution of 
the Programmatic Agreement, which will occur prior to finalization of the Record of Decision. The Draft 
Programmatic Agreement is located on the CD at the back of this document. 
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SECTION 6—PUBLIC INVOLVEMENT AND AGENCY COORDINATION FOLLOWING DRAFT EIS AVAILABILITY AND PUBLIC HEARING 

The Assessment of Adverse Effects Determination for the I‐94 East‐West Corridor Project from 16th Street to 
70th Street, Milwaukee, WI Addendum was sent to consulting parties on November 2, 2015 for a 30‐day 
review and comment (located on the CD at the back of the document). The document was signed by the 
three required signatories (SHPO, National Park Service, and Advisory Council on Historic Preservation). 
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Supplementary CD Material 
Note: The documents located on the supplementary CD were created and published at various points during 
the I-94 East-West Corridor study. When applicable, the date of publication is included in this list of 
documents located on the CD. Some information located on these documents may be out of date and not 
reflect the existing condition. The information provided in the body of this Final Environmental Impact 
Statement should be considered the most up-to-date and accurate information. 

Project Technical Reports/Memorandums 
Federal Highway Administration (FHWA). Revised FHWA Assessment of Adverse Effects for the I-94 East-
West Corridor Project from 16th Street to 70th Street, Milwaukee, WI. September 2014. 

Federal Highway Administration (FHWA). Addendum Assessment of Adverse Effects Determination for the I
94 East-West Corridor Project from 16th Street to 70th Street, Milwaukee, WI. November 2015. 

Federal Highway Administration and Federal Transit Administration. Determination of Conformity on 
Amended 2035 SEWRPC Plan the I-94 Interchanges. September 2015. 

Wisconsin Department of Transportation. I-94 East-West Corridor Environmental Justice Plan & Preliminary 
Analysis. August 2013. 

Wisconsin Department of Transportation. I-94 East-West Corridor Visual Impact Assessment. September 
2014. 

Wisconsin Department of Transportation. I-94 East-West Corridor Archaeological Investigation. January 
2013. 

Wisconsin Department of Transportation. Architecture/History Survey packet (June 2015). 

Wisconsin Department of Transportation. I-94 East-West Corridor Indirect and Cumulative Effects Analysis. 
January 2016. 

Wisconsin Department of Transportation. I-94 East-West Corridor Study Indirect and Cumulative Land Use 
Effects—Influencing Factors. January 2016 

Wisconsin Department of Transportation. I-94 East-West Corridor Preliminary Wetland Investigation. 
October 2012. 

Wisconsin Department of Transportation. I-94 East-West Corridor Preliminary Hazardous Materials 
Investigation. June 2014. 

Wisconsin Department of Transportation. Addendum to I-94 East-West Corridor Preliminary Hazardous 
Materials Investigation. August 2015. 

Wisconsin Department of Transportation. I-94 East-West Corridor 8-lane At-grade Technical Memorandum. 
July 2014. 

Wisconsin Department of Transportation. I-94 East-West Corridor Study Half Interchange at Hawley Road 
Technical Memorandum. May 2014. 

Wisconsin Department of Transportation. I-94 East-West Corridor Study Fine Particulate Matter Hot-Spot 
Analysis Requirements for the I-94 Project. August 2013. 

Wisconsin Department of Transportation. I-94 East-West Stadium Interchange Study Crash Analysis 
Technical Memorandum. September 2012. 

Wisconsin Department of Transportation. Addendum to I-94 East-West Stadium Interchange Study Crash 
Analysis Technical Memorandum. November 2015. 
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Wisconsin Department of Transportation. Predictive Safety Analyses I-94 East-West (ISATe). December 2014. 

Wisconsin Department of Transportation. I-94 East-West Corridor Project (70th Street to 16th Street) 
Preferred Alternative Identification Technical Memorandum. February 2015. 

Wisconsin Department of Transportation. Addendum to 2013 WisDOT/DNR White Paper on PM2.5. June 
2015. 

Wisconsin Department of Transportation. I-94 East-West Corridor Traffic Volume Forecasting Methodology. 
January 2013. 

Wisconsin Department of Transportation. DHV and LOS for the I-94 East-West Stadium Interchange Study. 
September 2012. 

Wisconsin Department of Transportation. Economic Impact of the Proposed Hawley Road Interchange 
Closure. February 2015. 

Wisconsin Department of Transportation. Travel Forecasting Methodology for I-94 East-West Corridor Study. 
January 2016. 

Wisconsin Department of Transportation. TRANS 75 Pedestrian and Bicycle Accommodations. September 
2015. 

Wisconsin Department of Transportation. Demographic Data Sources: Comparison of Census Data. October 
2015. 

Community Advisory Committee (CAC) Meeting Minutes and Attendance 

• August 16, 2012 
• December 4, 2012 
• March 20, 2013 
• May 15, 2013 
• July 29, 2013 
• June 5, 2014 
• November 19, 2014 

Technical Advisory Committee (TAC) Meeting Minutes and Attendance 

• August 16, 2012 
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• March 20, 2013 
• May 15, 2013 
• July 29, 2013 
• June 5, 2014 
• November 19, 2014 
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Section 106 Consultation Meeting Minutes 

• July 15, 2013 
• August 29, 2013 
• September 23, 2013 
• October 15, 2013 
• November 19, 2013 
• January 10, 2014 
• February 13, 2014 
• April 22, 2014 
• May 9, 2014 
• June 10, 2014 
• August 5, 2014 
• October 16, 2014 
• March 5, 2015 
• May 28, 2015 

National Historic Landmark (NHL) and National Register Nominations 

Soldiers’ Home Historic District National Register Nomination, June 2005 
Soldiers’ Home NHL Nomination, August 2010 
Soldiers’ Home Reef NHL Nomination, December 1995 

Determination of Eligibility Forms 

Cavalry Cemetery, October 2013 
Spring Hill Cemetery, May 2013 
Story Hill Residential Historic District 1, March 2011 
Story Hill Residential Historic District 2 and 3, May 2013 
Beth Hamedrosh Hagodel Cemetery, October 2013 
Paradise Theater, April 2015, Amended September 2015 

Conceptual Stage Relocation Plan 

Wisconsin Department of Transportation (WisDOT). I-94 East-West Corridor Study: Conceptual Stage 1060
27-00. July 2014. 

Public Involvement Plan 

Wisconsin Department of Transportation. I-94 East-West Freeway and Stadium Interchange 70th Street – 16th 

Street Public Involvement Plan. July 2013. 

DRAFT Programmatic Agreement 

Wisconsin Department of Transportation. DRAFT Programmatic Agreement among Federal Highway 
Administration, Wisconsin State Historic Preservation Officer, and Advisory Council on Historic Preservation 
Regarding Wisconsin Department of Transportation Project ID #1060-27-00 WHS #13-0065. I-94 East-West 
Corridor Study (70th Street to 16th Street), City of Milwaukee, Milwaukee County. December 2015. 
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